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(CCUMBERLAND-RIDGELEY FLOoD-ConTROL PROJECT 
WITNESS 


HON. DeWITT S. HYDE, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF MARYLAND 


Mr. MarsHati. The committee will come to order. 

We are pleased to have our colleague, Congressman Hyde, before 
pur committee this morning. 

Congressman Hyde, do you have a statement which you desire to 
nake at this time ? 

Mr. Hype. Mr. Chairman, thank you for the opportunity to appear. 
want to say a few words in behalf of the funds to continue construc- 
ion work on the Cumberland-Ridgeley flood-control project in western 
Maryland and West Virginia. 

The President has requested $1.4 million for next year’s work on 
his project, which I hope the committee will see fit to approve. 

This project has been underway since 1949, and the city of Cumber- 
and has spent nearly $2 million to date, and has, of course, agreed to 
ontinue to contribute their share as work progresses. 

The Corps of Engineers is now ready to build levees, excavate chan- 
els, and to construct a 1,200-foot flood wall. 

The towns of Cumberland and Ridgeley have been subject to recur- 
ing floods for many years, and this project is now getting to the point 
i construction where it is providing protection to the cities. It is 
xtremely important that the Corps of Engineers be allowed to con- 
inue the construction of the project. 

After the levees have been completed, almost complete protection 

om floods will be provided for West Cumberland, and for approxi- 

ately two-thirds of Ridgeley. 

In view of the importance of this project to the thousands of resi- 
ents of my district, I respectfully request that this committee approve 

e full amount of $1.4 million for the Cumberland-Ridgeley flood- 
bntrol project. 

Thank you, Mr. Chairman. 
= MarsHauu. Thank you, Congressman Hyde, for your fine state- 
bent. 


Mr. Hype. I thank the committee very much. 
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SUSQUEHANNA River 
WITNESS 


HON. DANIEL J. FLOOD, A REPRESENTATIVE IN CONGRESS FRoy 
THE STATE OF PENNSYLVANIA 


Mr. Marsnaui. We are pleased to have our colleague on the Appro- 
priations Committee, Congressman Flood, from Pennsylvania, befor 
our committee. 

Congressman, do you have a statement which you wish to make at 
this time? 

Mr. Fioop. Yes; thank you very much, Mr. Chairman. 

{ am here to compliment this committee on the attention which j 
has given over a number of years to the very serious flood-contro 
problem on the north branch of the Susquehanna River in northeastern 
Pennsylvania, in the vicinity of the city of Wilkes-Barre, Pa., and 
that section running through most of my congressional district. 

This committee, and the Congres, has seen fit to establish there, 
down through the last 10 years or more, a very substantial dike system 
to control the waters of the Susquehanna River, which for generation: 
have caused great and extensive damage through the Wyoming Valley, 
resulting in great loss of life and property. 

At the time the original dike system was constructed, it was neces- 
sary, for a number of reasons, which are not important to detail at 
this time, that a certain segment of the dike system go unfinished. 
Subsequently, this committee saw fit to approve plans, and the project 
for the filling of this gap in that system, and the necessary authoriza- 
tions and appropriations were made, and 3 years ago the work was 
started on this section of the dike system, which is known in yout 
folders as the so-called Swoyersville and Forty Fort segment. 

The appropriation requested this year, and for which I speak, is 
recurring appropriation, to continue the work which has been starte(, 
and successfully carried out thus far. 

Within, perhaps, the next fiscal period, this segment, the missing 
link, so to speak, in this entire chain of dikes, which is this unit witll 
which you are concerned today, should be completed. 

I will not burden the committee further at this time, because this 
is a well-known story to the committee. It is an old story, and the ite! 
today deals with a request for funds to continue further the wor 
which is being completed on the so-called missing link in this greil 
chain on the Susquehanna. 

Mr. Marsnauyi. Thank you very much, Mr. Flood. 

Mr. Froop. I might add, if the Chair would permit, that a distin 
guished member of this committee was born and raised almost with! 
a stone’s throw of this extremely vital waterway, which pours throug! 
the heart of the eastern seaboard, and if I missed anything, the gent! 
man from Ohio, Mr. Kirwan, who I am advised in his early days fishe 
and swam, as I am advised, without bathing suits, in this stream. |! 
the immediate area where this project is located, can fill in thos 
details. 

Mr. Kirwan. I am glad to have my colleague from Wilkes-Bar't 
here this morning, and like himself, I too have an interest in that «ls 
trict, and if there is anything which I can do to help prevent anotl 
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food such as they had there in 1902 and 1936, I shall make every effort 
to do it. . : 

Mr. Froop. The gentleman is very kind. Flood control in that 
area has been serious for many years. 

Thank you, gentlemen, very much. 


Paint Rock RIver 
WITNESS 


HON. ROBERT E. JONES, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ALABAMA 


Mr. Marsuanu. We will be pleased to hear from our colleague, Con- 
cressman Jones, of Alabama. 
~ Mr. Jones. Thank you, Mr. Chairman. 

I am here today in support of an appropriation item for flood-con- 
trol works on the Paint Rock River, Ala.,and Tenn. 

This project was authorized in the Flood Control Act of 1954. The 
watershed of the Paint Rock River lies principally in northeastern 
Alabama, with a small area extending into south central Tennessee, 
there. It is bounded by the watershed on the Flint River on the west, 
the Elk River watershed on the north, and the headwater areas of 
several minor tributaries of the Tennessee River on the east, and the 
Tennessee River Valley on the south. 

It is a narrow valley, with the major axis lying in an almost north- 
south position. The average width and length of the watershed are 
10 and 45 miles, respectively. The total watershed has an area of 458 
square miles, of which 390 are in Alabama, and 68 in Tennessee. 

In Alabama, 288 square miles are in Jackson County, 45 in Madison 
County, and 57 in Marshall County. In Tennessee, the entire area of 
68 square miles is in Franklin County. The watershed lies in the Cum- 
berland Plateau region, which is a dissected plateau of moderate relief. 
The topography of the basin is rolling to mountainous, except for rel- 
atively flat flood plains along the river, and its principal tributaries. 

The elevation of the drainage area ranges from 550 feet above sea 
level at the mouth of the river, to 1,870 feet on the plateau tops in the 
headwater area, 

The Paint Rock River, a tributary of the Tennessee River, is formed 
by the confluence of Estill Fork and Hurricane Fork at the town of 
Estill Fork, Jackson County, Ala. From its source, the river flows in 
a general southerly direction to a point 4 miles southeast of New Hope, 
Ala., and then in a general southwesterly direction to its mouth on 
the right bank of the Tennessee River at a point 343.2 miles above its 
mouth, 68.3 miles above Wheeler Dam, and 5.8 miles below Gunthers- 
ville Dam. 

The total length of the stream is approximately 60 miles. Through 
the upper 20 miles, the channel width averages about 60 feet, and the 
banks have an average height of about 12 feet. In the next 20 miles, 
the channel width varies from about 60 feet to 90 feet, and the banks 
have an average height of about 12 feet. In the next 20 miles, the 
channel width varies from 60 to 100 feet, and the banks have an av- 
erage height of about 16 feet. 
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The stream gradient from the source at mile 60 to mile 50 is 3.1 feet 
per mile; from mile 50 to mile 20 is 1.75 feet per mile, and mile 2 
to mile 8, it is 1 foot per mile. 

This aggregates about 96 feet in 52 miles. 

The minimum flat pool of Wheeler Reservoir extends up Paint Rock 
River for approximately 8 miles. A profile of the stream is shown on 
plate No. 2. For most of its length the stream follows a meandering 
course in a channel with stable banks, which are generally covered 
with a growth of small timber. The stream bed is composed of sand 
and gravel, loose boulders, and isolated protruding ledges of lime. 
stone. 

As a whole, the channel is well defined, but in a relatively poor 
condition, being obstructed in many places by trees, logs, brush heaps, 
bars and other debris. That part of the channel which lies within the 
Wheeler Pool has been cleared of all drift and timber by the Tennessee 
Valley Authority, and is in good condition. The flood plain is gently 
rolling to flat, and varies in width from about 1,000 feet or less ina 
few short reaches to over 1.5 miles, with an average of about 1 mile. 

Gentlemen, as I stated earlier, this project was authorized in the 
Flood Control Act of 1954. 

The Corps of Engineers estimates that the cost of this project will 
be $2.6 million. Of the $2.6 million, the local interests will spend ap- 
proximately $1.6 million, leaving approximately $1 million to be ex- 
pended by the Corps of Engineers. The work will consist of bar re- 
moval, some straightening, and channel clearance. 

This is a stream, at the gaging station, which is approximately half 
the distance of the 60 miles upstream, which has an average flow of 
566 cubic feet per second. The largest flood of record was in 1942, 
when we had 31,300 feet per second. 

During the last 1624 years we have had 53 floods on this stream. At 
the gaging station, which is approximately at a 530-foot elevation, the 
maximum flood of record was 19 feet. So, with these 53 floods, that 
inundated 20,220 acres of land in the 16 years, 53 times. 

There are approximately 12,000 people living in the flood area. The 
ratio of benefits to cost is 2.8 to 1. 

This is a project which falls into the category of the approved proj- 
ects of local participation. I do not know of any project which was in 
the Flood Control Act of 1954, or the Food Control Act of 1952, where 
the local cost was as high as it is in this project. 

It envisions a joint enterprise, undertaken by the Corps of Engr 
neers, to make capital expenditures on the main stem, and two minor 
tributaries of the river. The other work will be on the land improve- 
ments, done by the farmers themselves in the construction of laterals 
and drainage facilities. They will be placed on the farms to accelerate 
the flow of water, thereby reducing the time in which the floods would 
continue. 

The expenditure of local funds will also include road relocations 
and bridge replacements. It seems to me that this is the type of 
project which would certainly come into any kind of an arrangement 
of 2 cooperative enterprise on behalf of the Federal Government and 
the people locally. 

I am advised by the Corps of Engineers that in fiscal year 1956 they 
could use $50,000, which would make a good start in getting construc 
tion work in preparation for fiscal year 1957. 
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| feet These projects and similar projects which will come before your com- 
le 0 # mittee more frequently than they have in the past, on the matching 
arrangements, under yy ee agreements, mean they would have 
work well spread over a long period of time, because it creates, not a 
Rock # dependence on the people in the Federal Government, but creates a 
ynon fm vehicle by which the local people can put up funds to carry out a 
ering J project of this kind. 
vered As far as I know, Mr. Chairman, I do not know of a similar project 
sand # of this kind which has been reported out of the Public Works Com- 
lime- § mittee since I have been a member of the committee, for some 9 years. 
So, this is a partnership arrangement, if you would like to call it that, 


poor fm and naturally I would like to see more Federal funds, but I think it 
eaps, fm could be carried out under the present arrangements. 
n the I have assurances from the local governments that they would be 


esse ME willing to undertake the project under the arrangements which were 
ently HM set out in the report accompanying the Flood Control Act of last year. 
sina Mr. ANperseN. Mr. Chairman, might I ask if this project is in- 
mile. #@ cluded in the budget ? 
n the Mr. Jones. Not that I know of. 

Mr. AnpERSEN. How much is the total anticipated cost for the en- 
t will & tire project ? 


\d ap- Mr. Jones. $2.6 million. 

De eX- Mr. ANDERSEN. $2.6 million ? 

ar re- Mr. Jones. Approximately $1.6 million local costs, and approxi- 
mately $1 million of Federal chet. This is all flood control. 

y half Mr, ANDERSEN. You stated that the Army engineers said they could 

ow of f use $50,000 for planning ? 

1942, Mr. Jonrs. Yes, sir; in other words, to prepare it in shape to do 


the construction in fiscal year 1957. 
n, At Mr. Marsuauy. Did I understand you to say that the benefit-cost 
yn, the fM !tio of this project is 2.8 to 1? 
3, that Mr. Jones. Yes,sir. | 

Mr. Marsuaty. That is an extremely high benefit-cost ratio for a 
_ Them ‘ood-control project. 

Mr, Jones. Certainly it is. These mountain rains, plus the topog- 
| proj: itphy in this area, come down through this valley, and it is a very 
wasini (°'tile valley, and is a most productive area. So, the people have had 
where “nual losses, and they are becoming more aggravated in view of the 
fact that the channel itself is filled, and there is no occupancy there 
ior floodwaters. 

Of course, it floods the entire countryside. Some 20,000 acres have 
suffered 53 floods within a period of 16 years. 
Mr. Marswatu. It certainly would have seemed, with its high bene- 
it-cost ratio, and with the high degree of participation from the local 
people, in the amount of $1.6 million, or well over half the cost of the 
tntire project, that the President might have given more considera- 
lon to the project. 

Mr. Kirwan. I am delighted to hear that the people down there are 
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nt and tent that they are putting up over half of the cost. 


Mr. Jongs. Yes, sir. 
Mr. Kirwan. They certainly must realize that it is really needed, 
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Mr. Jones. I would like to analyze this on a comparative basis, of 
the watershed works that we authorized last year, and incident: ally, we 
did not authorize any new legislation, because of the language con. 
tained in the bill, which was ‘already law. The only thing it did in 
the Watershed Act of last year was to transfer the authori ity from the 
Public Works Committee to the Committee on Agric ulture, for au- 
thorizations not to exceed 5,000 acre-feet projects. Not in a single ip- 
stance have we authorized a watershed program to the extent where 
80 percent of the cost was to be paid by the Federal Government to 
‘arry out the watershed program. 

On other projects, the capital improvements on the project will be 
2 percent of the total cost. The other cost will be in the formulation 
of surveys by the Soil Conservation and ACP payments for accredited 
practices within the area 

It seems to me that that even goes further than anything ever pro- 
posed before, because it is not a ws watershed project, as we have author- 
ized heretofore, but is a drainage project, authorized, and which ob- 
tains its authority from Flood Control Act of 1944. 

Mr. Kirwan. Well, as far as I am concerned, whether it has the 
recommendation of the Bureau of the Budget or not, I would be in 
favor of starting the project, in view of what the people are doing 
down there. 

Mr. Botanp. I want to compliment Congressman Jones, the distin- 
guished gentleman from Alabama, for a very fine presentation this 
morning. I think he has made a good case for this particular project. 

It would be inter esting to know why the Bureau of the Budget has 
not budgeted this particul: ir item. It would seem to me, in view of 
the fact that they have had 53 floods over a period of 16 years, that 
there is good cause for starting a project of this kind. As has been 
pointed out, the local contribution of $1.6 million is a tremendous 
contribution on the part of that community. They too are going to 
want to compliment you, Congressman Jones, for the very fine and 
able statemen’ which you have. given to this committee this morning 

Mr. Jones. Thank you very much. I do not know of a single project 
than has been, or will come, before this committee, where it is purely 
a flood control matter, that the local participation is as high as it is 
in this case. 

Mr. Marsuatyi. Thank you, Congressman Jones, for a fine statement. 

Mr. Jones. Thank you very much, Mr. Chairman and members of 
the committee. 


Buttocks Point Cove, AND SAKONNET HARBOR 


WITNESS 


HON. AIME J. FORAND, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF RHODE ISLAND 


Mr. Marsuauu. We will now hear from our good friend, Congres 
man Forand, from Rhode Island. We are happy to have you befor 
our committee, Congressman Forand. 

Mr. Foranp. Thank you, Mr. Chairman. 

Mr. Chairman, I have two projects which I am going to speak 0. 
I am going to be rather brief, because I appreciate w vhat the committee 
is up against in trying to go through so many items. 


nee 
k 
boa 
aro 
ern 

] 
Sta 
eral 
In ¢ 
Vess 
mo\ 
of n 

F 


that 


the 
Very 
Isla 


3a 








:, of 
, we 


“On- 
d in 
. the 

aul 
in 
here 
it to 


ll be 
ition 
lited 


pro- 
chor- 
1 ob- 


s the 
be in 
loing 


istin- 
this 
ject. 
t has 
ww of 
that 
been 
idous 
ng to 
> and 
ning. 
roject 
urely 
3 it is 


ment. 
ors of 


FROM 


ress: 
. ij 
before 


ak on. 
mittee 





7 


In view of the fact that both of these projects are fully described in 
House Documents 242, 83d Congress, 2d session, and 436, 82d Con- 
oress, 2d session, I am just going to skim the surface, so to speak. 
~ The two projects which I want to talk about were both included in 
the bill, H. R. 9859, which was passed last year, and which is now 
Public Law 780, 83d Congress, 2d session. 

That bill, as you know, is the one which authorized construction, 
repair and preservation of certain public works on rivers and harbors, 
and for navigation, flood control] and so forth. 


BULLOCKS POINT COVE 


My first request is for an appropriation of $166,400 for improve- 
ment of Bullocks Point Cove. That is described in House Document 
242, This is the estimated cost to the Federal Government, according 
tothe Army engineers. 

To this amount, local interest will contribute an additional $140,000. 
The benefit ratio on this project, according to the Army engineers, 
isl.7 tol. 

The Chief of the Army Engineers, in a letter to the Secretary of 
the Army, dated July 20, 1953, said, and I quote: 

The Chief of Engineers recommends improvement of Bullocks Point Cove 
by the dredging of an entrance channel 8 feet deep and a harbor channel 6 
feet deep, the dredging of a turning basin 6 feet deep, and covering an area of 
29 acres, the dredging of an anchorage basin of the same depth and covering 
an area of 8.3 acres, and the reconstruction of Bullocks Point at the Cove en- 
trance to form a breakwater, and confine the tidal flow. 

The Bullocks Point project is not only desirable, but it is urgently 
needed for several reasons. 

From a national-defense angle, it is worth noting that the small 
boatyards at Bullocks Cove employ approximately 30 men the year 
around, men who have proven themselves capable of executing Gov- 
ernment contracts. 

During World War IT, they constructed vessels for the United 
States Navy, ranging in size from 85 to 160 feet in length. These 
crafts, commonly known as minesweeping type, were, as you know, 
in great demand. It would be impossible today to even launch such 
vessels there because of the filling in by the storm, and the gradual 
movement of the sand bottom, which means that the boatyards, as 
of now, are limited in the type of craft they can build. 

From an economic point of view, I invite your attention to the fact 
that the boatyard industry in this area is in serious jeopardy. With 
the heavy unemployment now prevailing in Rhode Island, this is a 
very serious thing. I am sure most of you men know how Rhode 
Island has been hit by unemployment for the last 2 or 3 years. This 
isa Very, very serious problem for us. 

Bullocks Cove is home for a large number of pleasure craft. An- 
other factor which we must bear in mind is that this cove provides a 
sife anchorage for small boats caught in summer squalls and in the 
past has proven to be a harbor of refuge in many instances. While 
(l@ Improvements recommended by Army engineers last year were 
vased upon conditions existing at that time, the need for such im- 
provement is greatly increased, as a result of the three hurricanes 
Which struck Rhode Island last year. These storms not only brought 
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additional fill into the harbor, but completely washed away 12 homes 
and badly damaged 60 others. 

Congress having authorized this project, the owners of these homes 
had a right to assume that it would not be long before the breakwater 
was built, and on that assumption have started to repair or rebuild 
their homes which were damaged or destroyed in the hurricane. 

Of a fleet of 80 boats which were in Bullocks Cove at the time of 
the hurricanes, only 2 remained. The damage to yachts alone was 
estimated at well over $100,000. 

As I stated before, the Army engineers have estimated that the bene- 
fit ratio of this project would be 1.7 to 1. 

I am of the firm belief the improvement of Bullocks Cove as ree- 
ommended by the Army engineers, is warranted now, especially in 
view of the fact that, while the amount involved is so small that it 
might not appear to be of great value, I say to you that to the people 
in that area it really means a great deal, because it would provide the 
channel and mooring facilities for the existing local fleet of fishing 
boats, and for the anticipated addition thereto as a result of the ex- 
panding activities in recreational boating, and it would provide a 
harbor of refuge for the many small boats sailing the Providence 
River and in Narragansett Bay. 

I might interject here, Mr. Chairman that during the war this area 
was used to a great extent in training people in how to handle boats. 
Many of the youngsters who were at Brown University, for instance. 
were organized into a group and trained so that they were part of a 
Navy unit there and immediately upon leaving Brown and getting into 
the Navy, they were in a pretty good position to pick up the neces- 


sary basic knowledge and, in fact, they eliminated the basic training 
for that part, because they had already had that training. 

I would, therefore, urge your committee to take note of the recom- 
mendation of the Corps of Engineers that funds for the entire in- 
provement should be appropriated in one fiscal year, so as to secure 
economical prosecution of the work and to prevent rapid shoaling of 
dredged areas. 


SAKONNET HARBOR 


I now turn to my second recommendation which is contained in 
House Document 436, Sakonnet Harbor. 

That is for an appropriation of $555,400, to which local interests will 
add 4 percent of the cost for modification of the existing project on 
Sakonnet Harbor. The Army engineers estimate that the benefit ratio 
of this project is 2.12 to 1. 

They recommend that the existing project be modified to provide for 
extending the breakwater easterly 400 feet, and dredging the harbor 
to a depth of 8 feet. 

This project, according to the Army engineers, would eliminate ves- 
sel damage, increase benefit to the local fishing fleet, increase benefits 
= outside fishing vessels, and increase benefits to the local recreation 

eet. 

The estimate of increased benefits to the local fishing fleet is based on 
the assumption that an additional 750,000 pounds of fish would be 
landed annually by the present fleet due to winter fishing, and that an 
additional 4.5 million pounds would be landed due to the construction 
of new boats and the transfer of vessels from other locations. 
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The annual catch landed at Sakonnet now is about 6 million pounds. 

The plan at the time the Army engineers recommended these im- 
provements was based on existing conditions. However, Sakonnet 
Harbor, like Bullocks Cove, and other parts of Rhode Island, suffered 
so heavily from the hurricanes last year that the need for this project 
is now most urgent. This fishing fleet, which was badly damaged by 
the hurricanes of last year, is fast being restored, and it is our hope 
that the improvements suggested for Sakonnet Harbor may come soon 
enough to afford protection for the fleet in the future, in case we have 
a repetition of last year’s hurricanes. 

The weather people tell us that the northeastern coast is directly in 
the path of future hurricanes, and that we might expect several more 
of them. As you no doubt know, Rhode Island suffered the brunt of 
the hurricanes last year. The damage to Rhode Island property was in 
excess of $200 million, and 19 lives were lost in the space of 6 hours. 
So, we are really in the path of it, and we are very fearful. 

Mr. Marsnatu. That was a terrible storm. 

Mr. Foranp. It was something really bad. 

Mr. Chairman, since the 1949 hearings held at Little Compton by 
the Army engineers, the local interests have shown their willingness 
to cooperate with the Federal Government in this project, and have 
spent nearly $100,000 on improvements, and added landing facilities. 

To cite but a few: The Point Trap Co. has doubled its fish-landing 
facilities—its wharves, trucking areas, and traps, at a cost of $65,000. 

A new wharf completed in 1953, enables the company to operate two 
shifts, while the heavy fish runs are in season, thus making it possible 
to pull its traps twice a day, instead of once a day, as in the past. This 
increases the fish yield. 

The Wilcox Co. has increased its landing wharf by 40 percent. The 
Foesle Co. has built two new wharves for lobster trolling, hand line 
and sport fishermen. ‘These new wharves have fresh water available 
for the boats and small craft to take on supplies and gasoline when 
lishing wharves are congested. Those wharves were badly damaged by 
the storms and are now in the process of being rebuilt. 

This same company has increased its retail capacity and is now pre- 

paring plans for new railway facilities in Sakonnet Harbor. These 
will be submitted to the Army engineers and other appropriate agen- 
cies in the near future. 
_ At the time of the 1949 hearings, our local committee was think- 
ing only in terms of commercial fishing, but since that time, as the 
clouds of war gradually lifted, we have noticed a decided increase in 
pleasure boating in the area. 

This is now a fast-growing industry. 

We in Rhode Island have been working hard in the last 2 or 3 years 
to try to develop our tourist trade which, of course, will mean jobs for 
alot of our unemployed people. 

Sakonnet Harbor is so located that it is an ideal place for small 
pleasure craft, allowing them to be out of the way of Navy congestion 
around Newport, and saving them the long run to New Bedford. 

As automobiles. need roads and bridges, boats need ancherage, 
shelter, and supply bases. We believe that this project is in the 
hational interest. First, for the safety of the persons involved; and 
second, for the protection of shipping; and I might add, third, I am 
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sure all you men are aware that Rhode Island has been declared a 
labor surplus area, and we need jobs. 

That is very important. 

At present, navigation difficulties are such that the harbor is exposed 
to winds and waves coming from the north. The anchorage within 
the harbor is restricted, and not down to a depth considered “desirable 
for either fishing boats or pleasure craft. 

Traffic in this area is very heavy. The Navy with its training sta- 
tion, and underwater operations, as well, it’s Atlantic fleet which is 
based at Newport, would be afforded relief if proper anchorage was 
provided for pleasure and fishing boats. 

The deepening requested would relieve the heav y congestion of 
ships and boats of all kinds in the area, and would render a great 
service to the Navy at Newport, by allowing them refuge inside the 
harbor. This harbor of refuge would be midway shelter bet ween 
Newport and New Bedford, Mass., which incidentally is a heavily 
trafficked waterway. In addition to this, there is a loose rockpile 
that presents a considerable hazard to navigation. It is on this rock- 
pile that many of the boats were scuttled during the last hurricane, 
This project, in my opinion, is most worthwhile when one considers 
the safety of persons, and the protection of shipping. The expendi- 
ture involved in this project is proportionately small when we con- 
sider the benefits it will provide. 

I respectfully urge you gentlemen to give favorable consideration 
to the inclusion of these two projects in this appropriation bill. 

The fact that they were not included in the President’s budget 
by no means detracts from the urgent necessity of both of them, and 
T shall appreciate your very serious consideration of my request by 
your committee, Mr. Chairman, and I thank you for permitting me 
to come before you this morning. 

Mr. Marsnani. Congressman Forand, we thank you for two ex- 
cellent statements. You show your usual diligence in representing 
your constituents. 

Mr. Foranp. Thank you very much, Mr. Chairman. 

Mr. Kirwan. Like the chairman, I want to congratulate the Con- 
gressman from Rhode Island for his statements made in behalf of 
his constituents, for their safety and welfare, in Rhode Island. 

Mr. Foranp. Thank you, sir. 

Mr. AnpeErsEN. I, too, am pleased at seeing before us this morning 
a gentleman for whom I personally have had the highest regard dur- 
ing the many years that he has served here in the Congress. 

Mr. Foranp. Thank you very much, gentlemen. 


AU SABLE HARBOR 
WITNESS 


HON. ELFORD A. CEDERBERG, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF MICHIGAN 


Mr. Marsuaty. We will now hear from our colleague, Congress 
man Cederberg, from Michigan. 


We are pleased to have you before the committee, Congressma! 
Cederberg. 
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Mr. Ceperserc. Mr. Chairman and members of the committee, it 
is a pleasure to appear before you this morning, having served on 
this subeommittee, for the last two previous years to this, and I can 
appreciate how tedious it can become to listen to all of the witnesses 
whom you have to hear. 

Therefore, I am going to be very brief. 

I am here in behalf of a project which is included in the budget 

under “Maintenance and operation funds,” which has to do w ith a 
harbor in Michigan in my congressional district at Oscoda. 

One of the reasons why I am concerned about this harbor is simply 
this: Wurtsmith Air Force Base, which is an Air Defense Command 
base, located about 5 miles from the harbor itself, has its firing range 
immediately over Lake Huron, and in this harbor the Air Force sta- 
tions its crash boats. Every year, after the winter season and the 
winds have moved the sand, the harbor is usually closed up and it is 
an impossibility to get the crash boats back into the harbor so that 
they can be of service in case of an emergency for the Air Force Base. 
Every year we have been spending seve ral thousand dollars to dredge 
this harbor so that the boats can use it during the season. 

In discussing the matter with the Corps of Engineers, they have 
verified the urgency of it defensewise, with the Air Force, and they 
have agreed that it 1s the wise course, rather than spending this money 
every year, that they should go in and install the permanent facilities 
which have been needed for so long. 

[ would appreciate it if the committee would be kind enough to be 
sure that this item is left in the budget. I am sure if there are any 
questions about it, you can check with the Department of Defense, or 
with the Corps of Engineers, and verify the statements which I have 
made, as to the necessity of having these crash boats available for our 
boys who are practicing gunnery over Lake Huron. 

I might say that not only i is the W urtsmith Air Force Base involved, 
but in the district north of me is located the Air National Guard base, 
where members of the Air National Guard come from several of the 
surrounding States, and practice gunnery out over Lake Huron. 
These crash boats must. be available, and they must be able to get in 
and out of this harbor to be effective in case of an emergency. “They 
have been used many times, 

Not only will the funds which are allotted in the budget here be 
amortized over a period of years, because of the fact that we are spend- 
ing—I do not know what the figures are. but I think it is in the 
neighbor hood of almost $30,000 yearly—trying to maintain the harbor, 
but it is just throwing the money down the drain every year, when 
for in the neighborhood of $350,000 we can put a permanent installa- 
tion there, whose maintenance cost will be practically nil. 

Mr. Marsuatu, Thank you, Congressman Cederberg. You make a 
strong statement in behalf of your project. 

Mr. Ceperser. Thank you very much, Mr. Chairman. 

Mr. ANperseN. Mr. Cederberg, just where is Au Sable Harbor 
located ? 

Mr. CeperBerc. It is located at Oscoda in the 10th Congressional 
District of the State of Michigan, which I have the priv ilege of repre- 
senting. 


Mr. Taner. Is it on Saginaw Bay ? 





_ 


Mr. Crperserc. No; it is north of Saginaw Bay. I can best explain 
it to you by showing you a map of the lower portion of the State of 
Michigan. Here is Saginaw Bay, and Oscoda Harbor is up here on 
Lake Huron itself, and it is within about 5 miles of Wurtsmith Air 
Force Base, which is an Air Defense Command base, there. It is on 
the Lake Huron side of our State. 

Mr. Anperson. How many crash boats are usually stationed there? 

Mr. CrprrserG. They have two crash boats which are stationed 
there. I might say that these crash boats have rendered very excellent 
service not only for the Air Force, but for a lot of other people who get 
into distress in that area also, and I think it would be money well 
spent. 

Thank you very much. 

Mr. Marswautyt. Thank you, Mr. Cederberg. 


Mystic River ann WintHrop Breacu 
WITNESS 


HON. THOMAS J. LANE, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF MASSACHUSETTS 


Mr. Marswauyu. We now have before us Congressman Lane of Mass- 
achusetts, and we will be pleased to hear from our distinguished col- 
league at this time. 

Mr. Lane. Mr. Chairman and members of the committee, may I first 
express to the members of this committee my grateful appreciation for 


this opportunity to come before you this morning, in behalf of two 
projects in which I am mightily interested. 

Mr. Chairman and members of the committee, it has been a long 
haul. 

Year after year, plans to provide for the deepening of the Mystic 
River, and to prevent the erosion of Winthrop Beach, both located 
near Boston, Mass., have been approved all up the line. 

u 


The convincing arguments were in but the funds to carry out these 
projects never materialized. 

Meanwhile, the erosion of the beach continued, and the St. Law- 
rence seaway which will compete with Boston harbor for seaborne 
traffic, was given the green light. 

Then came the happy day. 

On January 17, 1955, the Bureau of the Budget requested appro- 
priations for these projects. 

Two hundred and ten thousand dollars is asked for Winthrop Beach. 
Eventually, $340,000 will be required for the Federal Governments 
share of the project. It will provide for reconstructing and raising 
the elevation of portions of the existing seawall, placing of riprap 
revetment and sand fill, and the construction of impermeable groin. 
The Commonwealth of Massachusetts has already accomplished work 
under this project consisting of reconstruction and raising the eleva 
tion of portions of the seawall. The total cost will be $1,020,00", 
with the Federal Government defraying one-third of the expense, 
and the Commonwealth of Massachusetts assuming responsibility for 
the remaining two-thirds. Winthrop Beach, which is the northert 
shoulder of Boston Harbor, takes the full brunt of Atlantic storms. 
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It would be hard to find another section of the Atlantic coast that takes 
such punishment as the waves that smash against the seawall send 
sheets of water high into the air and over the road, making it virtually 
impassable at times. 

Nearby is Fort Banks, which is vital to the defense of Boston 
Harbor. 

The granite-block seawall cannot stand up under the pounding. 
Seaborne debris is hurled against shore properties, and the receding 
waters are gradually eating away valuable land and carrying it as 
silt to the ocean floor. 

The Army engineers have reported that action must be taken to pre- 
vent further erosion. 

The Mystic River project as distinguished from Winthrop Beach 
will require an appropriation of $500,000. 

Over one-third of all the traffic in Boston Harbor uses this water- 
way mainly to supply the “oil farms” which handle almost 5 million 
tons of petroleum for a large network of inland distribution. 

I do not have to explain the strategic position of Boston Harbor, 
and the necessity for maintaining its shipping facilities. It is a termi- 
ial of the shortest water route between the United States and Europe. 

The Port of Boston Commission, of the Commonwealth of Massa- 
chusetts presents the case briefly and impressively in the following 
words, and I quote: “In 1950 in the Harbor and River Act of May 1%, 
Congress authorized the improvement of the Mystic River from 30 feet 
to35 feet at mean low water. This project is described in House Docu- 
ment No. 645, of the 80th Congress. It is of vital importance to the 
waterborne commerce of the Port of Boston and the economic welfare 
of the Commonwealth of Massachusetts. At the present time, this 
portion of Boston Harbor has the greatest potential for development, 
depending, of course, on a deeper approach waterway. Most of the 
deep-draft vessels which ply within the area of the project cannot now 
safely navigate at all stages of the tide, and must await the higher 
stages. This results in costly delays to ship operators. 

It is also proposed that the Mystic River waterfront be the location 
of unloading facilities for iron ore, when we obtain a parity of rates 
for this commodity. It would be another strong argument for the 
evelopment of such commerce if the waterway were improved to 
wcommodate the required deeper-draft ships. 

At this point I would like to remind the committee that New Eng- 
land has been going through a difficult period of economic transition. 

You have heard the previous speaker, Mr. Forand, of Rhode Island, 
outline to you the unemployment situation in Rhode Island. We have 
lost our once preeminent position in textiles. To make up for the gap, 
we must look forward to new industries that will depend upon prod- 
ucts developed from oil and metals. Better harbor facilities will be 
needed to receive shipments of these raw materials from neighboring 
Canada. 

Meanwhile, private industry along the Mystic has dredged in the 
vicinity of its own properties, and the Commonwealth of Massachu- 
tts has gone forward with a will to do its share of the work. 

Only the Federal Government is holding up progress. 

After going through all the winding legislative channels, we have 
‘nally reached the port of decision. 
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I, therefore, respectfully request this committee to “give the word” 
that will accelerate improvements at Winthrop Beach “and along the 
Mystic River. 

T thank the members of the committee for their most kind attention, 
and shall close with the hope that this time we will have favorable 
action by your committee. 

Mr. Marsuatt. We thank you for an excellent statement on these 
projects. 

The distinguished majority leader of the House, the Honorable 
John McCormack, wishes also to express his hope that these items be 
approved by this committee. 

Mr. Lane. Thank you, Mr. Chairman, very much. 

Mr. Marsuaun. The majority leader, Mr. McCormack, has had a 
longstanding interest, I understand, in these projects. 

Mr. Lane. He has, sir. He has been before the committee very 
many times on these bills. 

Mr. Marsuatu. Thank you very much, Mr. Lane, for your presenta- 
tion. 

Lupeck CHANNEL AND Bears Harror 


WITNESS 


HON. CLIFFORD G. McINTIRE, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF MAINE 


Mr. Marsuaryi. We will be pleased to hear at this time from our 
friend and colleague, Congressman McIntire, of the State of Maine. 

Mr. McIntire. Thank you very kindly, Mr. Chairman. I am Con- 
gressman Clifford G. McIntire of the Third District of Maine. 

Mr. Chairman, the years following the conclusion of World War II 
have truly been turmoiled ones, carrying the seed of a threat to our 
national security. Because of this, the Congress has followed a policy 
of lending endorsement only to those river and harbor projects which, 
by their very nature, advanced the interests of our national defense. 

The wisdom of such a policy cannot be disputed, for it was in har- 
mony with the security of our Nation. 

Time, however, has a habit of tempering severities and mellowing 
the harsh, and, as we have learned to conquer some of our fears, we 
have made progress with our international complications. And today 
we are enjoying the experience of standing as near to the threshol 
of peace as these uncertain times will permit. 

Is not the time ripe, perhaps for the Congress to take the initiative 
in modifying the policy it has followed during the postwar years, | 
policy whic h has placed many of our public wor rks projects on a stand: 
by basis? May we not look now with an approving eye on those proj: 
ects whieh would contribute much to the social and economic advance: 
ment of our people and our communities ? 

Communities which are located close to rivers and harbors direl! 
in need of corrective work are indeed in a dilemma, for they do not. 
for the most part, possess the financial ability to defray those costs 
associated with the nature of the corrective work required. 

Being a Representative of the Third District of Maine, I am at: 
quainted with many such communities located in my district—tho® 
which are urgently in need of remedial work on public-works project’ 
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The communities of Beals and Lubec, Maine, are both located ne 
to projects needing attention, and, in both instane es, the projects en 
already been authorized by the Congress. 

Beals Island is a child of the Atlantic waters which encompass it, 
and the sea life it draws from these waters is vitally essential to its 
very existence. And the ships that visit the harbor ‘of Beals are the 
very lifeline of this community’s economic existence. 

Less than one-half mile across the reach from Beals lies the munici- 
pality of Jonesport, the residence of the owners of many of the fishing 
craft that use Beals Harbor. Here are located packing plants that 
receive and pack the seafood harvests of the surrounding waters. Be- 
cause of Jonesport’s interrelationship with Beals Har bor, it is easy to 
appreciate the deep interest and concern entertained by this com- 
munity with relation to the harbor of Beals. 

Certainly it is not difficult to perceive the urgent need that exists 
for harbor facilities at Beals that would accommodate vessels in a 
safe and efficient manner. And still, today, the existing harbor facil- 
ities are not such as to afford these highly necessary accommodations. 
Sediment and silt carried in suspension in the waters have come to 
rest in the harbor, creating unfriendly deposits that plague vessels 
by holding them fast in the shallows and submitt ing them to ‘the vicious 
poundings of the sea-born waves. 

Such adverse harbor conditions have made it necessary for fisher- 
men to moor their vessels out from the harbor and in the reach; but 
here, too, they are exposed to the fierce northwesterly winds that sweep 
the waters and make constant vigil the only insurance against extensive 
damage. When the harbor is visited by the chilled air of w inter, large 
sheets of ice play in the reach, and these, when driven by the heavy 
winter winds, perform as sharp knives of ice that rip and tear at the 
helpless vessels moored in the reach. Such a condition does not exist 
when these craft are able to anchor in the harbor, for even when there 
is a complete freeze, it is a relatively simple task to cut the boats loose 
from their traps of ice. 

It is evident then that vessels seeking harbor at Beals have suffered 
considerable damage, damage that has prompted repairs costing sub- 
stantial sums of money. It is, in fact, not an overstatement to repre- 
sent that, today, boatowners look upon this harbor as being a challenge 
rather thana place of refuge. 

The improvement of the harbor at Beals was authorized through 
Public Law 858, 80th Congress, 2d session, such authorization having 
been based on the findings contained in House Document No. 553, 80th 
Congress. And, as the district engineer indicates in this document, 
an improvement of this harbor would not serve the interests of Beals 
alone, for such harbor facilities would afford mooring and refuge for 
small craft engaging in commerce that is largely interstate in 
character. 

The district engineer’s conclusion embodied in the above-mentioned 
House document is also interesting. It states: 

The district engineer concludes that the proposed improvement is justified by 
reason of its value to general navigation as a harbor of refuge for small fishing 
and pleasure craft and pi wrticularly by reason of its importance in providing :‘ 


safe anchorage for local fishermen to moor their boats, thus keeping alive an 
industry of value to the Nation and upon which the economy of the town is based. 
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The evidence supporting improvement in Beals Harbor is both sub- 
stantial and convincing. Because of this, I respectfully urge this com- 
inittee to appropriate the sum of $200,000 to effect an improvement in 
this harbor which, in the light of the facts, is not only highly desirable 
but eminently justilied. 

The other community concerned is that of Lubec, Maine. Like Beals, 
Lubec, with 3,108 inhabitants, is a small seacoast town located on 
Maine’s rugged eastern shoreline. Born of the sea, it lives by the sea, 
its community existence largely dependent on shipping and fishing. 
And vitally essential to these two industries is a channel that will 
enable vessels to ply their way safely and efficiently. 

Lubec’s channel does not exist to serve that community alone, for 
sea traffic passing through it gives service to Eastport, Calais, and the 
whole scope of the Passamaquoddy Bay area. It 1s not difficult to dis- 
cern, then, why poulations of communities surrounding Lubec have an 
terest in the denne that is equal to that of Lubec’s inhabitants. 

The sardines that play in the cool waters of the Atlantic have pro- 
vided Lubec with an important industry, the canning industry. For 
the past 80 years Lubec, along with its sister town Eastport, has per- 
formed in the role of a leading production center for sardines. When 
there is a run of sardines, small] craft are to be seen ploughing their 
way through the choppy waters to intercept the sardine school. Large 
nets sweep up the silver treasure from the deeps, and soon the sardine- 
Jaden craft are making their way back to the shore and the packing 
plant. This operation is a swift one, and in a remarkably short period 
of time, something that existed as a raw product of the watery deeps 
becomes transformed into a prime delicacy for any dinner table. 

Although near-tragedy stalked the sardine industry in 1953, its his- 
tory of production points up the importance of this enterprise. Since 
1874 an average of 110-million cans of sardines have been produced 
each year, and, in 1950, an impressive production of 390-million cans 
was attained. 

The sardine industry is one that creates approximately $20 million 
for the State of Maine each year—and Lubec, in company with its 
community neighbors, makes a substantial contribution to this great 
wealth. 

Work on the Lubec Channel was authorized in Public Law 780, 83d 
Congress, 2d session, the authorization having been based on the re- 
port contained in Senate Document No. 242, 81st Congress. 

The favorable report reflected in this Senate document attests to the 
real need for improvement in Lubec Channel. Because further im- 
provement of this channel will facilitate the safe and efficient opera- 
tion of vessels in Lubec’s waters, and because such vessels play such a 
vital part in the economic well being of this community, I respectfully 
urge this committee to appropriate the sum of $74,000 to complete 
this work. 

Thank you very kindly, Mr. Chairman. 

Mr. Marsuaui. Thank you for your statement, Congressman 
McIntire. 
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PrevrereLt Cove, Krrrery, MAINE 


WITNESS 


HON. ROBERT HALE, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF MAINE 


Mr. MarsHatyi. We will be glad to hear from our distinguished 
colleague from Maine, Congressman Hale. 

Mr. Hate. I am pleased that the President’s budget for fiscal year 
1956 ineludes an allocation of $1,800 for a study of the proposed dredg- 
ing and breakwater project at Pepperell Cove, Kittery, Maine. Such 
a project is urgently needed for the protection of the wharves, fishing 
boats, and yachts which in the past have suffered greatly from the lac 
of breakwater protection. I trust that the necessary funds for this 
study will be made available without further delay. 

Also extremely important to the district which I represent is the 
Scarboro River dredging project which was authorized by Public Law 
516 of the 81st Congress, approved on May 17,1950. No funds have as 
yet been appropriated for this work. This whole area has been clas- 
sified by the Department of Labor as one of a very substantial labor 
surplus. There is no more defense industry in the area and our textile 
industry has almost entirely moved south. Completion of the project 
would permit fishing boats to enter the Scarboro River, supply a mar- 
ket already created by one canning industry, and encourage the estab- 
lishment of others. It would provide a means of livelihood for a 
number of the unemployed in this area. Unless this channel is dredged 
I fear serious loss to, if not indeed the destruction of, the local fishing 
industry. The cost of the project under present price levels is esti- 
mated at $195,000, exclusive of $10,000 which will be appropriated 
by local interests. I earnestly hope that your committee will include 
in its appropriation this item of $195,000 for the Scarboro River, which 
[ deem a most worthy project. 

Thank you very much. 

Mr. MarsHatu. We are very pleased to have had you before our 
committee this morning. 


BuFFUMVILLE DAM AND RESERVOIR 


Mr. Marsuauu. The distinguished majority leader, the Honorable 
John W. McCormack, expressed to me considerable interest in the 
Buffumville Dam and Reservoir project. He has long been interested 
in this particular project and wishes the committee to know of his 
support of it and his desire that this project be carried out in accord- 
ance with the sum allotted by the President’s budget. 


Kntrre River Harsor 
WITNESS 


HON. JOHN A. BLATNIK, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF MINNESOTA 


Mr. Marsa. We will be happy to hear from our colleague from 
Minnesota, the Honorable John Blatnik. 
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Mr. Buarnix. Thank you very much, Mr. Chairman and members 
of the committee. I appreciate this opportunity, in the very busy 
schedule you have, to discuss what may be a caeiitale small but a 
very important harbor project on the north shore of Lake Superior in 
the Eighth Congressional District of northeastern Minnesota—the 
Knife River Harbor. 

Mr. Chairman and gentlemen, last year the Congress approved the 
Knife River Harbor project in the omnibus rivers and harbors bill, 
That harbor project is a rather small project which is used almost 
exclusively for the earning of the full livelihood of the tough, rugged 
Scandanavian fishermen who make their living by catching about 3 
million pounds—about 1,500 tons—of Lake Superior fish a year. This 
is practically their only source of livelihood. 

The life of a fisherman is a rugged one; it is a tough one. They are 
independent men. They are subject to the vicissitudes of nature, 
violent storms, and also subject to varying market prices and other 
factors. 

The big problem on that rocky north shore of the northern Lake 
Superior is to have an adequate harbor of refuge. There is none. 

These men now use temporary facilities, where they may tie up at 
the iron-ore docks owned by the Duluth, Missabe & Iron Range Rail- 
road, at Two Harbors, Minn. 

Eight years ago those fishermen started to build their own harbor 
basin, alongside of which they could have more adequate facilities for 
unloading, fish cleaning, packing, storing, and facilitate shipment. 
They dug out a square basin at their own expense with voluntary free 
labor, as a community effort. The local businessmen and the Duluth, 
Missabe & Iron Range Railroad contributed steel and timber for the 
pilings. 

To make a long story short, they dug their own basin there. They 
own the land. There is a sandbar through which they could not cut, 
because of exposure to the violent storms on the Great Lakes. At 
that point they were stymied. 

They need a break wall. They also need some other deepening of 
the chanel and a turnaround basin, and the regular things that come 
with such type of harbor. They are appealing to the Government to 
help out on that. 

The cost for this work was $219,000 about 6 years ago. With the in- 
crease in the cost of construction it is now about $258,000. 

Mr. Chairman and gentlemen, in this omnibus rivers and harbors 
appropriation measure I believe there is a total of approximately 
$550 million recommended by the Bureau of the Budget. Of this only 
about $60 million will go for all navigation projects, numbering about 
30 or 35 of the deeper draft, where the depth is at least 16 feet or more. 

In order to take care of some of the small projects, it is my under- 
standing that the Corps of Engineers and the Bureau of the Budget 
got together and agreed to insert a $2 million “blanket” item for the 
small-harbor projects, where the cost estimates are not to exceed 
$150,000 each. Most of this, however, I understand, will go into the 
very small harbors of $15,000, $20,000, or $25,000 cost, so we are com- 
pletely out. 

I feel such an arbitrary limitation is unfair, discriminatory, and 
totally inadequate. It is unfair and unjustified because insufficient 
consideration is given economically justifiable small projects, and I 
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urge this committee to correct or rectify the Bureau of the Budget’s 
recommendation that such a disproportionate share of what relatively 
small amount they request for navigation projects shall go to a few 
large projects, while such a pittance is doled out for a few small proj- 
ects, leaving so many others completely out in the cold. 

I am not going to say that this Knife River Harbor project is a 
special harbor that needs work more than any other such projects. All 
of these need work in different degrees. I do want to point out, how- 
ever, that this harbor represents an opportunity to earn an independ- 
ent livelihood for hard-working fishermen with great integrity and 
self-reliance. They are terrific people. I would not appear here and 
take 5 seconds of this committee’s time if I were not so much impressed 
with the need for this project. 

Off the record. 

( Discussion off the record.) 

Mr. Buarnik. These fishermen need help. They have nowhere else 
to go now but to us in Congress. I am impressed by the determined 
manner in which they have done everything humanly possible to do 
all they could on their own before appealing to us, 

I recently received a letter from Carl Erickson, the secretary of the 
Knife River Harbor Association, who is the spokesman for these fish- 
ermen. He says in this letter: 

As time goes by and delay after delay holds up our project it is going to become 
more costly after every storm. We drove pilings on the outer edge with the 
intention of sheathing the inside of them, but wave action has washed the gravel 
and soil out for approximately 50 feet behind them. It will only be a matter 
of a few more storms before the sea starts washing out the fill and sheathing 
inside the harbor. 

We don’t know what more can be said about the damage being done by delay- 
ing the project. Talking won’t stop the waves from destroying the harbor—it 
tukes a breakwater to prevent that. 

We have some fishermen who have been using the harbor at Two Harbors for 
the past 10 years that will have no place to go after May 1, 1955. Because of 
the draft of their boats it will, at times, be difficult for them to use the harbor at 
Knife River. During the summer months it may be possible but definitely not 
after September 1. From a safety standpoint and an economic st:ndpoint, it just 
doesn’t seem possible that they can refuse the necessary appropriations for this 
project. 

Those men do not understand why their project should not be com- 

pleted. They do not operate pleasure craft. They are not asking for 
iciealdilaie they could do themselves. They have tried everything, and 
what they have done is now being washed out. 

I should like to have the record show that this project was recom- 
mended by the Corps of Engineers and approved by the House Public 
Works Committee in 1949. With the outbreak of Korea in ear ly July 
1950 all purely civil works projects were suspended until now. These 
inen have waited 10 years. 

The only harbor facility now available is the D. M. & I. R. iron ore 
dock at Two Harbors, where they unload ore. However, use of these 
facilities has been terminated by the railroad company as of this past 
Sunday, May 1. The fishermen for this season now have only the 
makeshift use of the little basin that they dug themselves until Sep- 
tember 1. 

Mr. Anperson. Mr. Blatnik, when you refer to the north shore of 
Lake Superior, I wish you would give the committee an idea as to the 
length of that shore, from Duluth up. 
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Mr. Buarnikx. From Duluth up, that rugged shore runs approxi- 
mately 160 miles into Canada. It is a very scenic, rugged, picturesque 
shoreline—wonderful to look at, but dangerous to dock a boat on. 

Mr. Anperson. There are no refuge harbors along there? 

Mr. Buatnix. There is not a single harbor of refuge, outside of a 
small one up at Grand Marais, Minn., about 120 miles from the fisher- 
men. There are only two harbors on that entire stretch. 

Mr. Anpersen. You mentioned 1,500 tons of fish, I believe, as the 
annual output of those particular fishermen. 

Mr. Buatnik. Yes, sir. 

Mr. AnpversEN. Ilow much is that fish worth per ton ? 

Mr. Briarnik. | am sorry I cannot quote that offhand. The eco- 
nomic ratio of the project, though not too big, is favorable. It is 
almost 1.3 to 1 for the economic benefit-to-cost ratio. 

There is a side human-interest point of view to this I am sure the 
committee would be interested in. I have made three tours through 
there. I know the younger sons of these old fishermen, who are com- 
ing to take the place of their fathers. Beyond the economic aspect, 
there is the grand tradition of these rugged fishermen carrying on 
their lives the way their fathers and grandfathers did on the coast 
of Norway yearsago. These young men need a break. 

These men take a look around and they see the other types of aid 
that have been given by the Congress. They see the Federal aid we 
have been giving to veterans, the vocational training, the loans for 
home purchases and the small-business loans, as well as the aid for 
agriculture and all of those things. However, we do not see one 
instance of such a helping hand being extended to these people. They 
are really against it, with their backs to the wall. 

In conclusion, I merely suggest this: That you give the Corps of 
Engineers a little more room and a little more leeway in considering 
the small projects and not just on a limit of $150,000 each and auto- 
matically closing off any that may be $155,000 or $200,000. These 
projects should be considered on their merits and economic necessity. 
Knife River Harbor construction is one of utmost urgency and eco- 
nomic necessity. 

Primarily, consideration should be given to the economic factors, 
where a harbor is primarily for an economic livelihood and not so 
much just for pleasure craft. 

I am in favor of recreational uses of water, too, but we should give 
the Corps of Engineers a little more leeway. 

I urge the committee to consider an amendment increasing the $2 
million blanket item by another $2 million or even $3 million. Raise 
the $2 million to $5 million. That would be only 1 percent of the total 
budget, but it would affect many harbors throughout the country that 
will be neglected now. 

Mr. Kirwan. How many fishermen are depending on this for their 
livelihood ? 

Mr. Buatnix. I have to correct this, Congressman, but I believe it 
is about 125 or 130 people. It is a full-time livelihood. 

Mr. Kirwan. I understood you to say that the rugged shore there 
is such that they would not have to go far to get the stone to put in 
this break wall. 

Mr. Briarnix. The stone is all around them. 

Mr. Kirwan. All around ? 








rOxi- 
sque 


of a 
sher- 


3 the 


eco- 
[t is 


. the 
ugh 
oOm- 
ect, 
r on 
oOast 


aid 
we 
for 
for 
one 
hey 


3 of 
ing 
ito- 
1ese 
ity. 
CO- 


rs, 
SO 


are 
in 





21 


Mr. Buarnik. Yes, sir. 

Mr. Kirwan. So they do not have to transport it, or anything ? 

Mr. Buarnik. Surely. 

Mr. Kirwan. They can just take it and make a wall out of it? 

Mr. Buiarntix. That is mght. 

Mr. Marsuauy. How long would this wall be? 

Mr. Buiatnixk. That is all in the report of the Corps of Engineers. 
I am sorry I did not bring that along with me. It is a good-sized wall. 

The shore is rather straight. There are not many coves and expo- 
sure to Lake Superior is very open. It requires a rather good-sized 
wall, and that is why the cost is a little high. 

The storms there are so violent that they will batter an all-steel 
iron-ore ship and sink or almost sink it. 

I have made two boat trips with these fishermen out there, and | 
can say that it gets really rough. They get out in the boats and they 
get caught in the storms and bouncing around on the waves, with no 
place to land. They battle their way to the rugged shore where they 
have a little bit of a rail, and they crank and haul that boat way onto 
land by hand. It is the toughest way in the world I know of to make 
a living. 

Mr. Taser. How big are these boats ? 

Mr. Buarnix. The boats vary in size. They go from about 25 to 40 
or up to 50 feet. They handle anywhere from 3 men to as high as 5 
men in the boats. 

Mr. Marswatyi. What is the local contribution to this project ? 

Mr. Buarntk. The local contribution is their digging of the basin 
with voluntary labor, with the companies giving the timber and steel, 
which amounts to almost $27,000. That is in the report of the Corps 
of Engineers. 

They also will give the land, rights-of-way and all the standard re- 
quirements that the Corps of Engineers asks for, plus the fact that 
they will take care of the building of any other facilities such as docks 
and fish packing and storage houses and icehouses and all of that. 
They will undertake that work. 

Mr. Marswauu. We thank you for an excellent statement. 

Mr. Buarnrgx. Thank you very much. 


Ditton Dam 


WITNESS 


HON. JOHN E. HENDERSON, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF OHIO 


Mr. MarswHati. We are very pleased to hear from our colleague, 
Congressman Henderson, of Ohio, who is appearing on behalf of the 
Dillon Dam. 

Do you have a statement you wish to present ? 

Mr. Henperson. Yes; I have. 

Mr. MarsHatu. We will be glad to have your prepared statement 
for the record, and to hear your oral statement at this time. 

Mr. Henperson. Thank you, Mr. Chairman. 

(The prepared statement referred to follows :) 


The oceasion for my appearing before this committee this morning is to apprise 
the membership of the status of one of the important flood-control projects of 





the Corps of Engineers, which is a part of the comprehensive flood control plan 
for the Ohio and lower Mississippi Rivers. 

The particular project to which I refer is known as the Dillon Dam or reservoir, 
located on the Licking River in the 15th District of Ohio at a point 5.8 miles 
above the confluence of the Licking and Muskingum Rivers near Zanesville. The 
project was authorized in section 4 of Public Law 761 of the 75th Congress, en- 
acted on June 28, 1938. 

Work was commenced on this project in 1946 and after an expenditure of 
$9,189,800 it now stands at about one-third of completion. Approximately 
$17,900,000 is yet required to complete the project. Active construction work on 
the project was suspended several years ago and since the suspension, the area 
has been permitted to erode and deteriorate. 

The purpose of my appearance here this morning is to recommend to the com- 
mittee that the appropriation bill under consideration at this time be amended 
to include provision for this project—at least to the extent of $2 million, which 
would provide for continued construction for the ensuing fiscal year. 

In support of my urgent recommendation, I would prefer to direct the com- 
mittee’s attention to the need for the project, rather than to the dimensions and 
detail of the dam and reservoir. The plans have been in existence for a great 
number of years and are contained in the planning report, Dillon Reservoir 
project, Licking River, Ohio, Ohio River Basin, prepared by the Huntington, 
W. Va., district office of the Corps of Engineers, Department of the Army, in 
January 1954. The project and its justification have already received the ap- 
proval of the Congress many years ago. This approval was endorsed in sue- 
ceeding years through the provision of funds aggregating $9 million in au- 
thorizations for construction. 

Those questions having been disposed of in the past, my purpose today is to 
point out the compelling need which lies behind the project. If any of the 
members here have witnessed the devasting effects of a flood along the Ohio or 
Mississippi Rivers, they are aware of the waste, the death, and the destruction 
which are regularly visited upon this vast area. It is not difficult to under- 
stund that the waters which create those flood conditions do not originate with 
the major rivers, but come from the waters of smaller streams many miles 
away. The floods cannot be controlled by dikes or dams along these major 
streams. Control must come from upstream along the tributaries draining the 
area where the floods originate. 

In 1938 the Flood Control Act was passed to provide a comprehensive flood 
control plan for the Ohio and lower Mississippi Rivers. An integral part of 
this plan included safeguards for the people and property of Zanesville, McCon- 
nelsville, Marietta, and the other communities along the Muskingum River. 
Through the control of the rampaging Muskingum, a large measure of protec- 
tion could be achieved for those who live in the major river valleys below. 
Congress then saw the validity and need for the plans contained in the legis- 
lation and authorized sufficient funds to build the dams and reservoirs to help 
hold back the floods and relieve the burden of the Ohio River at peak times. 
14 dams were constructed on other tributaries of the Muskingum River. Dillon 
is 15 and the last link to complete the control program. It was designed to 
hold the Licking River, a major tributary of the Muskingum. The Licking 
River forms 29 percent of the uncontrolled watershed area. Until it is finished, 
the Muskingum is still rambunctious. The floods continue to have their deva- 
stating effect along the 77.6 miles from the city of Zanesville to the mouth of 
the Muskingum at Marietta, inundating, destroying, killing, and wasting. In- 
dustries and homes in the communities feel the periodic effect of the floods. 
Had the Dillon Dam been completed this last link in the control pattern would 
prevent this regular and unnecessary visitation of disaster and havoc in the 
river valley. 

Mr. Henderson, T readily understand that it is indeed difficult for 
this committee and the (¢ ‘orps of Engineers to make a decision as to the 
relative merits of the projects to be considered. Ina plan so wide- 
spread in its effect as this one for the flood control of the Ohio and 
lower Mississippi Rivers each individual reservoir is doubtlessly a 
worthy one. But I must respectfully point out that with Dillon, it is 
not a question now of making a decision. That decision was made by 
Congress in 1946 when construction was begun and by succeeding Con- 
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cyesses Which voted approval of the more than $9 million that has been 
expended. After that great sum of money had been expended, after 

approximately 800 landowners have been faced with the prospect of 
displacement and have abandoned any long-range plans with respect 
to the use of their properties, the Congress ‘has failed to authorize ad- 

ditional funds to complete the project. The temporary halt occasioned 
by the Korean conflict has begun a permanent deferment of Dillon. 
As a result, $9 million of the taxp: iyers’ money has been spent with no 
benefit realized, No benefit will be realized from the investment until 
the project is completed. Instead of sorely needed flood control, costly 
confusion on a broad seale has resulted: 800 landowners along the 
Licking River do not know whether to plant corn, fertilize, build 
fences, improve their buildings, or to await the condemnation proceed- 
ings they have expected for so long. Meanwhile, work costing $9 
million is deterior ating and depree iating by erosion and rust and the 
destruction of per iodic floods continues inexor ably. The expenditures 
have had the same futile effect as though we had flung them into the 
raging, muddy floodwaters of the Muskingum. 

Mr. Chairman, I know you will be the first to raise your voice 
zgainst such a glaring waste of Federal funds—the tax money of your 
constituents and mine. The Cor ps of Engineers has justified the ex- 
penditure, but there is no benefit from an ‘uncompleted project. 

Here are cold facts with regard to the Dillon project, in addition 
to the compelling ones of the previous approval by the Corps of En- 
gineers and of the Congress. Dillon would reduce the crest of the 1913 
flood, which is the worst flood in recent history, by 4 feet at Zanesville, 
a city of more than 40,000 people, and would have reduced the peak 
flow into the Ohio River by 32,000 cubic feet per second. Control of 
those 32,000 cubic feet per second, now one-third completed at Dillon, 
would play an important part in controlling the flood level at Ironton, 
Portsmouth, Cincinnati, and Cairo. Dillon would raise the controlled 
drainage area of the Muskingum watershed from 62 to 73 percent. 
The present completed reservoirs have reduced the frequency of dam- 
aging floods, but Dillon would reduce this frequency to once in 50 
years. No flood of record subsequent to 1913 would have inundated 
even the low-lying areas, had Dillon been completed. 

The reasons of 1938 when the plan was authorized and the reasons 
in 1946 when the first money was spent are still valid and compelling 
reasons for the completion of the dam today. The need was imperative 
then. It is imperative now. In fact, there are new and additional 
reasons along the banks of the Muskingum and Ohio Rivers. These 
valleys have assumed new importance industri ally with the completion 
of the new $40 million power project at Beverly which, combined with 
the Philo powerplant, provide a tremendous source of electric power. 
These installations have, in turn, spurred industrial interest from all 
over the Nation and new industries are going up all along the rivers 
to use the electric power generated there. The coal and chemicals to 
supply and supplement the huge atomic-energy project in southern 
Ohio and to carry into effect America’s new program for the decen- 
tralization of industry are a sbaesGiesine segment of our national- 
defense planning in which the Dillon Dam is a valuable key. 

Mr. Chairman, with these as my reasons, I urge and earnestly re- 
quest that this subcommittee recommend the amendment of the present 
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appropriation bill to include a sufficient amount for the Dillon Reser- 
voir project to permit construction to be carried out in the ensuing 
fiscal year. That sum should not be less than $2,000,000. 

That completes my statement, Mr. Chairman. 

With the committee’s permission, I would like to have printed in 
the record a statement on this subject by Mr. Fred Merrell, manager 
of the Zanesville Chamber of Commerce. 

Mr. Marsnat. Thank you for a very complete statement, Congress- 
man. We will be glad to enter Mr. Merrell’s statement in the record. 

Mr. Henverson. Thank you very much. 

(The statement referred to follows:) 


STATEMENT BY FRED B. MERRELL, MANAGER OF THE ZANESVILLE CHAMBER OF 
COMMERCE, ZANESVILLE, OHIO, BEFORE THE PUBLIC WorKS SUBCOMMITTEE OF 
THE APPROPRIATIONS COMMITTEE OF THE HOUSE OF REPRESENTATIVES IN REGARD 
TO APPROPRIATIONS FOR THE DILLON DAM 


Mr. Chairman, presentation of the ensuing in regard to the urgent need for 
appropriation of funds to carry forth construction of the Dillon Dam or Reservoir, 
is made on behalf of those people of the Licking and Lower Muskingum River 
Valleys. 

Specific information outlining the location, the areas affected, the status of the 
work to date, its costs, and other pertinent related data was most recently pre- 
sented to this committee May 3, 1955, by Representative John E. Henderson, of 
the 15th Congressional District of Ohio. Therefore, I will limit myself to those 
certain matters which it is felt should be especially emphasized. 

The people of the entire area have been left suspended in an unsettled and 
upset state as the Dillon Dam question remains as unfinished business. The 
valley areas to be directly affected by the reservoir, as well as areas downstream, 
on into the Zanesville community, and south along the Muskingum River, are 
left in a depressed economic status because of the reluctance and fear on the 
part of individuals and businesses to maintain and develop these sections until 
improved flood control is assured. 

The need for completion of this project has been clearly demonstrated as an 
integral part of the overall Ohio and lower Mississippi River flood-control pro- 
gram. To our area it has an added importance to help stabilize employment. 
Several weeks ago the critical nature of this problem was brought into focus 
when the Department of Labor classified this very area as a group IV-A labor 
surplus sector. Obviously construction of the dam would give work to some 
of those presently unemployed as a result of a decline in the manpower needs 
in coal production and certain clay products industries. But more important, 
completion of the Dillon Reservoir would afford general development of this area 
and offer employment opportunities not now possible. 

As industrial dispersion continues in line with the Defense Department's 
internal security planning, manufacturing sites along the Licking and Muskingum 
Rivers must be protected. Also, in the heart of Zanesville, adjacent to the con- 
fluence of the Licking and Muskingum Rivers, lies a large blighted area which 
repeatedly suffers the ravages of flood damage as the Licking River pours un- 
checked into the Muskingum River. 

Without the Dillon Dam this district remains completely unprotected. After 
doing great economic damage in this area, the floodwaters move on down the 
Muskingum River to contribute a share to the damages done by the floods along 
the Ohio and Mississippi Valleys. 

In conclusion, for these conspicuously urgent reasons, I appeal that adequate 
funds be made available to allow work to proceed in this coming fiscal year on 
this vital project. 


Mr. Marsnats. If there are no questions the committee will stand 
adjourned until 10 o'clock tomorrow morning. 





Wepnespay, May 5, 1955. 
Barrie Creek, Micu. 
WITNESSES 


HON. AUGUST E. JOHANSEN, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF MICHIGAN 

HON. FRANK C. WAGNER, MAYOR, BATTLE CREEK, MICH. 

HORACE F. CONKLIN, PRESIDENT, SECURITY NATIONAL BANK, 
BATTLE CREEK, MICH. 

WILLIAM V. BAILEY, FORMER MAYOR, BATTLE CREEK, MICH. 


Mr. MarsHatu. The committee will be in order. We are pleased to 
have before this committee our distinguished and able colleague from 
Michigan, Congressman Johansen. If you have a statement you wish 
tomake, you may proceed. 

Mr. JoHansen. Thank you, Mr. Chairman, and thank you for the 
privilege of being here. 

This testimony today relates to the request for a $60,000 appropria- 
tion for advance engineering and design to bring to the construction 
stage the flood-control project for the Kalamazoo River at Battle 
Creek, Mich., which was authorized by the Congress last August. 

I would like very briefly to orient the committee with respect to 
Battle Creek and with respect to the flood-control problem that we 
have there and its interrelationship with some other problems. 

Battle Creek is roughly midway in the center of southern Michigan, 
125 miles west of Detroit and 165 miles east of Chicago on an almost 
direct line. Battle Creek is a city of important junctions, which I 
want to mention because they all relate directly to the problem we are 
concerned with here. 

It is a junction of the two rivers, Battle Creek River which is shown 
here [indicating] and the present course of the Kalamazoo River 
which is shown here[indicating] and which joins in the downtown 
area. 

It is also the junction at this point of the north-south principal State 
highway M-78, and the junction of the east-west principal highway, 

J.$. 12. 

It is also the junction of two main railroads, the present routes of 
which are shown here: the New York Central Chicago-Detroit main 
line and the Grand Trunk Railroad, which is the Port Huron and 
Canadian line from the east going to Chicago in the West. They are 
both through railroad lines. 

The city has a corporate pouplation of about 50,000, and an addi- 
tional immediate environs area population of 25,000. 

The area, in common with the Third District of Michigan, is about 
half industrial and half agricultural. The city of Battle Creek, of 
course, is world-famed for the ready-to-eat cereal industry, the Kel- 
legg Co., General Foods, Ralston-Purina, and other smaller cereal 
concerns. It is also the locale of the Battle Creek Sanitarium. 

Among the industries included are 2 major pump companies and 2 
plants of the Oliver Farm Equipment Co., 1 of which was an aviation 
plant. There is also the Eaton Manufacturing Co., which produces 
automobile and plane valves and jet blades. It is a defense industry. 
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There is the Clark Equipment Co., which produces loading and lifting 
equipment. There is the Michigan Carton Co. And there is other 
diversified industry. 

This is also the site of the former Percy Jones Hospital, now the 
headquarters of the Federal Civil Defense. 

Near Battle Creek is located Fort Custer, which served in two wars 
and is currently deactivated. 

Without going into any great detail, because my colleagues will elab- 
orate on it as far as is necessary, the city has a record of 10 major 
floods in a century. The greatest one of record and on which detailed 
records are available was in 1904. There were five prior to that that 
are of general historic record. There have been floods in 1908, 19138, 
1947, and 1948, so that there has been an average of 1 flood every 10 
years. 

After the 1947 flood, which occurred when Mayor Bailey was in 
office, the 1932 report on the Kalamazoo River-Battle Creek River 
situation which was made, as I say, in 1932, was reviewed as a result 
of a Senate resolution introduced by Senator Vandenberg. As a result 
of the activities of both Senator Vandenberg and my distinguished 
predecessor, Congressman Paul Shafer, a report was submitted in Feb- 
ruary of 1950. The delay of authorization, of course, was due to the 
intervention of the Korean war and the suspension of public-works 
activities. 

On the basis of that report the program was developed and the proj- 
ect was authorized by the Congress in August of last year. Since the 
approval of that project the city of Battle Creek has advanced $125,000 
to do the definite project studies. This advance was made in compli- 
ance with law and with the approval of the Secretary of the Army. 
It is one evidence among others of the concern and interest of the com- 
munity in expediting the matter. 

The project is important to the city, to the citizens, and to the State 
in its own right as a flood-control project. But it is also important 
because it is ‘closely interrelated, as our witnesses will show, with a 
project to consolidate the two railroad lines so that the lines which 
cross here—the New York Central and the Grand Trunk—will be 
operated entirely over the Grand Trunk right-of-way. 

This [indicating] is in the heart of the downtown area, and that has 
been a noose around the downtown area for years. For reasons which 
are in part obvious and which in part will be explained by the wit- 
nesses, the consummation of that program ties in very closely with the 
flood-control program and involves ver y substantial savings to the 
Federal Government, to the State and to the community if the two can 
be correlated and worked together. 

Also involved are certain State and Federal highway programs and 
a slum-clearance program which will be affect ed by w hat is fin: lly 
determined with respect to the flood-control program. All of that 
explains our particular concern in securing this appropriation for 
advance engineering and design in order to move as expeditiously as 
possible. 

We have as witnesses today—and they will testify in this order— 
the Honorable Frank C. Wagner, mayor of the city of Battle Creek, 
head of the city’s leading firm of contractors, former chairman of the 
city planning commission and former chairman of the airport board: 
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Mr. Horace F. Conklin, who is president of the Security National 
sank, the principal independent bank in Battle Creek, and who is 
chairman of the airport board and vice chairman of the planning 
commission and a member and treasurer of the railroad consolidation 
board, which is working on that problem, and a former president of 
the Battle Creek Chamber of Commerce; and also former Mayor 
William V. Bailey, in whose term as I mentioned this flood-control 
project was initiated and who is continuing at the request of the city 
government to work with the program because of his interest and 
familiarity with it. 

[ think that in broad picture lays the background for the testimony 
we are privileged to present. Thank you, Mr. Chairman. 

Mr. Marsuauu. We will be glad to hear from Mayor Wagner. 

Mr. Waener. Chairman Marshall, and members of the committee, 
I know I will have to talk very briefly here due to the shortness of the 
time available. 

One thing I know Mr. Johansen misspoke himself about was that 
when he said this project was in Kalamazoo. The river that goes 
through our city is the Kalamazoo River, and it joins with the Battle 
Creek just below the business district. 

Mr. JoHANSEN. Thank you, Mr. Wagner. 

Mr. Waener. This proposed project is in the city of Battle Creek. 
I want to give you just a little picture showing that we here who live 
in Battle Creek now are not to blame for the condition we have there. 

What started the town off in 1831, was water power, which was a 
magic word at that time. We had a small amount of water, which 
looked great at that time. In fact, we do not use any of the water 
power there any more at all. That started the city there in the valley 
of those two streams. 

The next magic word was railroads. They came down through 
there: one from the north, the Grand Trunk, which followed the 
Battle Creek River Valley; and the New York Central followed from 
the east to the Kalamazoo River Valley, because the grading and con- 
struction was fairly level and easy to follow in the valleys. So the 
result was that due to the water power and the fact that it was avail- 
able the city got started there in this valley, and the business district 
grew up around in this spot between these two streams, near the junc- 
tion. Then the railroads came along and naturally a lot of industry 
huddled itself around those two railroads in the river valleys, and they 
were planted in there. So you have the picture of what a water 
rampage can do. 

Michigan is not much of a flood problem in the total national pie- 
ture of flood damage. Michigan does not cause a great deal of trouble. 
I believe that our situation in Battle Creek is probably one of the worst 
in Michigan, and it looks terribly big to our eyes. We live there and 
have to put up with it, and it is a terrible blight when it comes along 
periodically. 

We are here now trying to help for the future, if we can, in getting 
the thing cured. 

Now, in 1947 the flood that came there caused damages of $785,000 
based on 1949 prices, which would be over $1 million now. This was 
the figure of the Corps of Engineers. At that time the flood peak had 
‘,200 cubic feet per second volume. There were 143 residences flooded, 
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61 commercial establishments, 72 industrial establishments and 1,282 
vacant properties. And there were also 3,000 people put out of work 
for probably a period of 2 or 3 weeks; 200 families were evacuated. 

The potential damage, if we had a 15,000 cubic foot per second flood 
there, would run into $714 million. It could, I suppose, go as high as 
$25 million if we had the right kind of flood that came along. 

There have been a great many studies made in the last 28 years. 
The Corps of Engineers, as you will hear from the other information 
given, has made a very thorough study. Bird, Giffals & Hamilton, 
engineers have made a study of this flood problem; and DeLeuw, 
Cather & Co., an engineering concern from Pideciee- selivnl engi- 
neers, primarily, have put a great many studies in there on railroad 
consolidation. This has affected that program. Also Harland 
Bahtholomew of St. Louis, who made a master plan of our city—I 
think we paid them about $38,000 to give us a master plan there—the 
result of aaa a 3-year study. 

The New York Central engineers made a study of this problem. 
Their railroad is bothered with the floods. The Grand Trunk West- 
ern had their engineers study it. 

Our own local railroad consolidation board and innumerable Fed- 
eral, State and local agencies have given a great deal of study to this 
flood situation. 

We feel that prompt action should be taken because we are always 
threatened with this possibility of flood. The flood control program 
is very intimately interrelated with the railroad consolidation plan. 

Then the State highway program for local and State and Federal 
highways, which go through our town, is affected by this flood control 
program. 

The slum area we have there is right along this same valley, where 
we want to go with this canal. Our master plan of the city, which 
includes a great many improvements in the through streets and sani- 
tary sewers and storm sewers, is affected by what happens with this 
flood control. 

So proper timing, if we can work it out, will save a great deal of 
both Federal and local money in working out the program. 

The city has been desirous of doing its part fully in working this 
thing out. We have spent quite a bit of money already in procuring 
property, since the Army engineers have shown us where property 
would have to be purchased and buildings moved. People have built 
over the river in spots. 

We have also advanced $125,000 for definite project studies. This 
was done last fall, and the Corps of Engineers have been there this 
winter working on that. 

We have removed a number of buildings and we have assisted the 
Corps of Engineers very thoroughly in any activity they have, in 
helping the thing along. 

The city commission, the planning commission and the railroad con- 
solidation board and the public in general I am sure all favor this pro- 
gram and would like prompt action if we can work it out. 

I appreciate the time you have given me here to express these few 
remarks, and the men who follow me I am sure will give you a few 
more details. 

Thank you very much. 

Mr. Marsuauy. Thank you for a fine statement, Mayor Wagner. 
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Mr. ANDERSEN. Might I ask a question of the mayor, Mr. Marshall ? 

Mr. MarsHa. Certainly. 

Mr. ANDERSON. What part of the cost of this proposal is the city 
proposing to furnish ? 

Mr. Waener. On this project the latest figure I have heard—of 
course, [-understand there has been about a 36 percent increase in cost 
since the original Army engineer study was made in 1949—was that 
the Federal cost would be about $414 million, and that that would be 
about 56 percent of the total. Battle Creek on the present informa- 
tion that I have would have to contribute about 44 percent more. The 
Federal $414 million would be 56 percent. We would have to come 
fairly close to that. It would be almost a 50-50 deal. 

Mr. ANDERSEN. Thank you, sir. 

Mr. JOHANSEN. The next witness, Mr. Chairman, is Mr. Conklin. 

Mr. Marsuatu. We would be glad to hear from you, Mr. Conklin. 

Mr. Conxurn. Mr. Chairman and members of the committee, the 
industry and commercial interests in Battle Creek are very much in 
need of this flood-control project. There is approximately $40 million 
of property in the central district which is in potential danger from 
another flood. This is in addition to the probability, which was ac- 
tual in the last flood, of tie-up of highway and railroad movements, 
as will be shown a little later. 

The city is in a sound financial condition. It has no general obli- 
gation debt. The only debt outstanding is comprised of two revenue 
bond issues which are in very sound position and under existing rev- 
enues could be increased substantially. 

There are a number of financial avenues available to the city for 
issuance of additional bonds or financing its share of this program. 
Because of the nature of this project it could be done under sewer 
bonds or water bonds, both of which would be revenue. There could 
be a substantial issue of general obligation bonds. 

There is a potential increase in the tax rate available. At the pres- 
ent time the city has a tax rate of 8.8 mills. This may be increased 
to 10 mills without any vote of the people. A statement made in the 
testimony I gave here last year was that the increase from 8.8 to 1) 
mills would have provided on the assessed valuation at that time about 
$175,000. As a result of the increased equalized valuation that same 
increase would provide more than $500,000. This indicates the rapid 
increase of property values and similarly the need for prompt action 
to save additional costs in properties involved and as to the potential 
danger in the event of another flood. 

As to further financing, there could be intercounty drainage bonds 
and, of course, special assessments. 

The importance of timing is the advantage which the city can gain 
from the interrelationship between the railroad consolidation plan 
and the slum clearance which is involved in this flood area and highway 
improvement. I think without any question that the city can carry 
its share of this problem. 

They have, as has been reported, shown good faith thoroughly in 
already advancing a substantial amount of funds for this planning, 
and also in building up the plan and the program which they have 
worked very closely with the Coane of Engineers on. 

Thank you very much. 
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Mr. Marsnary. Thank you for an interesting statement, Mr. Con- 
klin. 

Mr. Jouansen. The final witness is former Mayor Bailey, Mr. 
Chairman. 

Mr. MArsHati. We would be glad to hear from you, sir. 

Mr. Battery. Mr. Chairman and gentlemen, I have followed this 
for a long time, as I think you realize from the statements here made 
today. 

I was mayor in 1947 when the second biggest flood we ever had hit 
the community, and 3,000 people were thrown out of work and 200 
families had to be evacuated. That is a pretty tough situation and 
one which tears at your heart. You do not forget it very easily. In 
fact, [ have not forgotten it in the last 8 years, and I do not know that 
i will ever forget it. 

I think this project can be justified from the very fact of the danger 
and the threat which constantly hangs over a large segment of our 
community. It certainly is justified by the cost-to-benefit ratio, which 
is 1 to 1.37. It is justified by the dollar threat of damages, which runs 
from $1 million to $25 million. The $25 million is based upon the 
largest potential flood. That figure, of course, should be inflated by 
some 36 percent to take into consideration the increase in costs, 

Our entire central business district could be flooded as deep as § 
feet under water. <A large segment of that was flooded in 1947, 

From a broader standpoint, the danger is also to highway und rail- 
road communications. The north-south and east-west highways and 
the two main railroads going through the State of Michigan pass 
through the community. I think the program is entirely justified on 
its own. 

There are, however, some interrelationships which I think are very 
interesting, which also will save a great deal of money to the Federal 
Government and to our city, which are exceedingly important to the 
growth of the community. I should like to dwell for a moment on 
some of those. 

We have a railroad consolidation plan which has now been under 
study for twenty-odd years. In the last 3 years we have worked very 
diligently at that. We are in agreement with the railroxds as to the 
plans and the engineering solution. We are in agreement as to the 
costs. We are negotiating on how those costs should be divided. 

There is also the problem of slum clearance. There are two basic 
factors involved, the elimination of floods and the establishment of 
proper communications. With the flood-control program both of 
those things can and will happen. 

On the matter of Federal savings, I should like to point out*briefly 
on this map that with the railroad consolidation this New York 
Central route will then go over this brown or the consolidated zone. 
which is now the Grand Trunk route. This segment here [indicating] 
will be eliminated and the tracks taken up. You will note that that 
follows right along the course of the Battle Creek stream. That will 
reduce substantially the construction cost and will reduce a lot the 
damages and the cost of land which the city must provide. 

Back here [indicating] there is the Division Street railroad bridge. 
As you know, railroad bridges must be built entirely at Federal ex- 
pense on the flood-control projects. That railroad bridge had an esti- 
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mated cost in 1949 of $159,000. Today it would be $225,000 or some 
such figure. ‘That bridge, if the flood-control program goes through 
aid the railroad plan goes along with it, may not be necessary. The 
ruilroad would then use this switch area [indicating | which stops 
sort of the Battle Creek River crossing. We are working with the 
Corps of Engineers on that problem now. I think it is very possible 
to eliminate that expense. 

There is another bridge here—namely, the Monroe Street bridge | in- 
dicating |—-which has to be shored up, and a lot of work done, which 
vain runs to about $100,000. There is a good chance that can be 

eiminated., 

Back in this district here west of Washington Street [indicating | 
ith the main line of the New York Central and the main line of the 
(rand Trunk and 2 spur lines go through, and there are 4 railroad 
iridges which have to be built at Federal expense, running about $1 
nillion. Gentlemen, if we do not have this flood control] timed prop- 
ely those bridges would be located in the wrong positions. There- 
fore, it is exceedingly unportant to have flood control properly timed 
rith our railroad consolidation program, to avoid the waste of that 
s] million. 

From the standpoint of the local government there are a number of 
avings. There is a bridge here on the Kalamazoo River | indicating | 
mi the Grand Trunk Railroad which will have to be built; and an- 
other one back here on the Grand Trunk over the millstream [ indicat- 
ig|. The elimination of these two bridges saves roughly a half 
uillion dollars. 

All the way along we have tried to fit the railroad consolidation, 
food control, slum clearance, and highway improvements together, 
because it will save the Federal Government froma quarter of a million 
toa million dollars and at the same time will save the city a similar 
sim, 

Now, the city in this matter is a partner. We have thought that 
vay and acted that way all the way along. The city’s apparent share 
s going to be 44 percent, over $3 million of total cost. With the 
thought in mind that we are a partner and we want to be a good one, 
ve asked the Secretary of the eae for and got approval to advance 
$125,000 of our money to get definite project studies underw ay. They 
vill be completed late this year. 

WV e would like—and we hope you will agree—to have appropriated 
tus $60,000 for the plans and specifications so that as soon as the 
letinite project studies are over the Corps of Engineers can go into 
panning and developing specifications so that the Corps will be 

ready to @mmence construction at the earliest date. 

We are here, gentlemen, and willing to answer any questions to the 
lest of our ability. We have some statements which I will leave with 
tou, Which we made last year in front of the Public Works Committee. 
i leaving those because they have a lot of detail which you may 
vant in your files, and which we want you to have avail: ible. 

[also have some pictures here which will show you how desperate 
lr situation is. 

This first picture [exhibiting picture] shows the heart of the busi- 
ess district. These are all the same, Mr. Chairman; I brought one 

reach member of your committee. 
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This second picture here [exhibiting picture] shows the New York 
Central main yards under water at the time of the flood of 1947, 

This third picture [exhibiting picture] shows the slum-clearang 
area, the area through which this blue flood channel will pass, | 
shows the Ralson Purina Co., which was put out of commission for 
about 2 weeks. 

This last picture [exhibiting picture] is a general overall pictur 
which shows you the junction point of the railroads where they come 
together. In the center of the picture you see the business district 
of Battle Creek. In the far background of the picture you can see the 
flood on the Battle Creek stream, and in the foreground of the pictur 
there is the flood of the Kalamazoo stream. 

Thank you very much for your courtesy in hearing us. If you have 
any questions we would be glad to answer them. 

r. Marsuatu. Thank you for appearing before our committee. 

Mr. JoHansen. Thank you, Mr. Chairman. 


Cosa-ALABAMA River, ALA. 


WITNESSES 


HON. HENDERSON LANHAM, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF GEORGIA 

HON. ALBERT RAINS, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF ALABAMA 

HON. ARMISTEAD I. SELDEN, JR., A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF ALABAMA 

HON. GEORGE GRANT, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ALABAMA 

HON. CARL ELLIOTT, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF ALABAMA 


Mr. Marsuaty. We would be glad to hear at this time from ou 
colleague and member of the Committee on Appropriations, Congress 
man Lanham, of Georgia. 

Mr. Lanuam. Mr. Chairman, Congressman Albert Rains has to g' 
to his committee. He has an important vote coming up. He is reall 
more familiar with the whole project than I am, and I would appree! 
ate it if you could hear him first. 

Mr. MarsuHatu. If you are all interested in the same project, pleas 
come up to the table together. 

Mr. Lanuam. Thank you, sir. 

Mr. MarsHau. Congressman Rains, we would be glad to hear fro! 

ou. “ 
, STATEMENT BY CONGRESSMAN RAINS 


Mr. Taser. What is the name of this project ? 

Mr. Rarns. Coosa-Alabama River, Ga. and Ala. 

Mr. Taner. Is there a request in the budget ? 

Mr. Rarns. I do not think so. 

Mr. Taser. All right. 

Mr. Rarns. For all the 12 years I have been in Congress, and for # 
many years, I am sure, as Mr. Taber has been here, Members of Cot 
gress from Georgia and Alabama and the United States engineel 
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have been coming before this committee talking about the Coosa- 
Alabama River in Alabama and Georgia. 

In 1944 an overall plan was adopted. In 1945 it was adopted in the 
House of Representatives. From time to time over the years the 
Congress has appropriated money for planning, up to somewhere in 
the neighborhood of $1 million used by the Corps of Engineers for 
the planning of the development of the Coosa-Alabama Rivers, which 
flows from Judge Lanham’s hometown and even above, of Rome, Ga., 
to confluence with the Tallapoosa River near Montgomery, Ala., and 
becomes the Alabama River, going into Mobile Bay and then into the 
Gulf of Mexico. 

After all of the years of effort to get an appropriation with which 
to construct the dams that were authorized and being unsuccessful 
last year we took a different tack. I, along with other members of 
the Alabama delegation in the House and Senate, along with Judge 
Lanham, of Georgia, introduced and secured the passage of a bill 
which provided for the construction of a series of dams on this river 
without one penny of cost to the Federal Government. It is being 
done by the Alabama Power Co. 

I do not have a copy of the public law, but this [indicating] is the 
bill which came out of the Committee on Public Works H. R. 8923 
and which passed the House and Senate by a large majority, provid- 
ing for a series of dams built on the Coosa River, 5, and possibly 7 in 
number, at the full expense of the Alabama Power Co. under the 
supervision of the Corps of Engineers. The Alabama Power Co. is 
required—and work is now getting under way—to construct these 
dams with the basic features of navigation in each, and to provide 
the overlapping pools on the river, in accordance with the compre- 
hensive plan of the Corps of Engineers, for the navigation of the 
river. 

The original comprehensive plan for the development of this river 
called for approximately $360 million expenditure on the part of 
the Federal Government. Now, the power company is spending 
somewhere between $100 million and $150 million in the construction 
of these dams. 

The bill passed sometime in July of last year, and as a result we were 
not able to get this small item in the budget. In fact, we did not 
know then what we needed to do with reference to the navigation 
feature of this development. 

You must remember that in the comprehensive plan, adopted by 
the Congress, navigation was provided. 

Now, with the power companies bearing the cost of building the 
dams, we are here before you today to ask you for the small amount 
of $180,000 to be used by the Corps of Engineers in making navigation 
traffic survey on this river system. 

In our own minds we know, because we live in the industrial cities 
along the river. But the Corps of Engineers, this committee, and the 
Congress, need specific information such as this survey would provide, 
upon which to base a decision as to the justifiability of expenditure: 
for navigation locks in these dams. The need for this survey is urgent. 
If the navigation locks are to be constructed the cost, I am told, would 
much less if they are put in at the time of the construction of the 
clams, 
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That is the sum of it, and that in a nutshell Mr. Chairman, is what 
we appear before the committee asking for today. 

Let me call your attention to the fact that the President in his state 
of the Union message pointed to the Coosa River, which we are talk- 
ing about here today, as the best evidence of the partnership between 
the Federal Government and private enterprise for river develop- 
ment, 

So apparently the expectation is that the Government will partici- 
pate, because the door is open for the Government to participate on 
the navigation features. 

Before we ask for any money to build the locks which are provided 
for in this bill, we first want to know if we can justify it on the traffic, 
Therefore, we ask you gentlemen to give to the Corps of Engineers a 
sufficient amount of money to enable them to make this sur vey to see 
whether or not these locks need to be built at these dams at the time 
that the power company is building them. 

In a rambling way that is about the story. But I should like to pro- 
ceed a little longer. 

The Coosa River may not be well known to you, but it is the second 
biggest stream in Alabama. It is next in size to the Tennessee. In 
many places the flow of the river is even greater than the flow of the 
Tennessee River. Both are rivers which happen to cross my district. 
The Coosa-Alabama River flows through one of the heaviest industrial 
sections we have in Alabama. 

Judge Lanham’s hometown of Rome, Ga., is on the headwaters of 
this river system. Many of you perhaps have been there. That is a 
thriving, growing industrial city with paper mills and textile mills of 
every type. My “home town of Gadsden, Ala., is the second biggest 
manufacturing city in the State of Alabama, second only to Bir- 
mingham. 

Just last month the Republic Steel Corp. which owns a big plant 
in my hometown announced a multimillion dollar expansion pro- 
gram. Republic, I understand, owns ore deposits in Mexico. Navi- 

gation on this river system will make it possible to bring that ore by 
ship up through Mobile Bay and up this river to the plant at 
Gadsden. 

In addition to that the Goodyear Tire & Rubber Co. has in my 
hometown one of the biggest rubber plants in the world. 

We would like to see the raw rubber shipped up this river at a cost 
which would be much lower, of course. We have no doubt in our 
minds, very frankly, that the traffic survey will show that navigation 
would not ‘only be justified and feasible, but that it would appear to 
you to be a wise investment in the light of the fact that the Govern- 
ment is now having taken off of its back the expensive burden of 
building the dams. 

Mr. Anpersen. At that point, Mr. Rains, let me ask a question. 
You have not said who will take care of the cost of building the locks 
and the navigational features. 

Mr. Rains. The construction of the dams under Public Law 436 
making the overlapping pools of water from one reservoir to ¢ ala 
is the responsibility of the power company. Making the provisions 
in the dams for the locks to be put in is the power company’s expense, 
but the locks themselves have to be the expense of the Federal Gov: 
ernment. 
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Mr. ANDERSEN. Just how much do you estimate will be the pos- 
sible responsibility of the Federal Gov ernment in connection with the 
navigation phase of this / 

Mr. Rains. If you mean how much it will cost, I do not know. 

Mr. ANDERSEN. How much will the Government later be asked to 
contribute toward the construction of the locks themselves? 

Mr. Rats. I cannot give you that figure because I am not an 
engineer. I do not know what the cost of the locks would be. 

(Discussion off the record. ) 

Mr. Taper. What is the elevation ? 

Mr. Rais. I do not have that engineering data. 

Mr. Taser. What would be the fall that would have to be covered 
by the locks ¢ 

Mr. Ratns. I think you would need an engineer to tell you that. 
I would not know what the fall between the various locations 
would be. 

Mr. Taser. There would be several dams? 

Mr. Rarns. There would be a minimum of 5 dams to be constructed 
under Public Law 436 which would require locks. 

Mr. Taser. That would run $50 million or $60 million, probably. 

Mr. Rats. I do not know those figures. I wish I did, but I just 
donot have the information available. 

Mr. Kirwan. If I may interrupt, you want the planning money to 
determine the answers to some of these engineering questions. 

Mr. Ratns. That is correct. We want this money that we are asking 
for now to find out whether or not we can justify the expenditures for 
locks. 

Mr. Kirwan. That is right. 

Mr. Rains. As I said, we sincerely believe that the traffic would 
justify it, but we do not know. Therefore, we are not in a position to 
ask this committee or the Bureau of the Budget to recommend that 
money until we have a survey on which to base a judgment as to 
whether the cost of the locks can be justified. 

Mr. Kirwan. Let me go a little further. This is not a case of your 
requiring this. It is the Army Engineers who want to find out. 

Mr. Ratns. It is the Army Engineers. 

Mr. Kirwan. It is not you. They want to find out what it will cost. 

Mr. Ratns. They need to know. 

Mr. Kirwan. They need this money to make that survey. 

Mr. Rartns. That is correct. They need to know whether the traffic 
will be heavy enough to justify making the request for funds for locks. 

Mr. Kirwan. To find out whether they should build the locks. 

Mr. Ratns. That is correct. 

Mr. Marswaty. They do not have figures at the present time to show 
the amount of navigation contempl: ited on this river? 

Mr. Rains. Mr. Chairman, they have some out-of-date figures. 
They date back nearly 15 years ago. 

Mr. Lanna. Li imagine so. 

Mr. Taper. There would not be any return on investment directly in 
dollars to the Government ? 

Mr. Rarns. I do not know those facts. That is why we would like 
to ett traffic survey made to see if the cost of the locks can be 
Justified. 





36 


I wish I had the information, Mr. Andersen, that you were ask- 
ing for, but it is not available to me now. 
r. ANpEeRSEN. That would probably have to come at a later stage. 


Mr. Rarns. That is right. 

Are there any questions? I have not made this very clear. I am 
under the pressure of a vote in my committee on the bank holding bill, 
They say I have the deciding vote, and I must leave right away. 

Mr. Anpersen. I think you have made a very good presentation. 


STATEMENT BY CONGRESSMAN ROBERTS 


Mr. Rarns. At this time let me say that my colleague, Hon. Kenneth 
A. Roberts of Alabama, who also is greatly interested in this river, 
is home in Alabama, as an expectant father. He has a statement which 
he should like to have inserted in the record, if you would permit it. 

Mr. Marsuauu. The statement will be included in the record at this 
point. 


(The statement is as follows :) 


STATEMENT FOR THE COMMITTEE HEARINGS OF May 4, 1955, By Hon. KENNETH A. 
ROBERTS 


Mr. Chairman, I wish to urge this Subcommittee on Civil Functions of the 
House Committee on Appropriations, to appropriate the sum of $180,000 in 
order that the Corps of Engineers may make a navigation traffic survey of the 
Alabama-Coosa River. 

I have prepared a study on the Alabama-Coosa River which, in my opinion, 
demonstrates the great advantages to be enjoyed by the entire Nation when the 
Alabama-Coosa River Basin is fully developed. The development of this river 
basin has long been a matter of study. I hope that we have now reached a point 
where we can take action. 

I sincerely urge the committee to read this study and I trust they will see the 
great benefits to be derived from the development of this magnificent natural 
resource. 


THE ALABAMA-COOSA RIVER BASIN 
The river 


The Alabama-Coosa River is one of the principal rivers of the southeast extend- 
ing from the Blue Ridge Mountains of northwest Georgia and southeast Tennes- 
see southwesterly across the Piedmont Plateau to the lowlands of the Gulf 
Coastal Plain in Alabama and draining an area of 22,800 square miles. 

The river basin has all the natural and climatic resources essential for eco- 
nomic progress. It has a moderate climate with an abundant but well-distributed 
rainfall. It has fertile soil. It has many of the basic raw materials within its 
soil, so essential for future industrial progress. The human resource—an ade 
quate supply of labor—is also available for industrial progress. 

The potential hydroelectric development of the river basin is great. At the 
present time, there is an installed capacity of 564,000 kilowatts of hydropower 
in the 6 plants owned by the Alabama Power Co, together with the Allatoona 
plant built by the Corps of Engineers. This past session of Congress (83d) Public 
Law 436 was enacted which will permit the Alabama Power Co. to construct a0 
additonal 5 dams on the Coosa River and which is expected will add 360,000 kilo- 
watts to the Alabama Power Co.’s capacity; these dams are to be constructed 
within 10 years from the date of the commencement of construction of the first 
dam. 

At the present there are frequent floods in the river basin and though they are 
not severe, they cannot help but retard the economic growth of the basin. About 
526,000 of the acres are subject to overflow which could be avoided by the cot 
struction of certain flood projects in connection with the development of the 
dredging of the river and the construction of the proposed dams and hydro 
electric plants. 
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History 

The development of the Coosa River has been the subject of study by the Corps 
of Engineers for the past 80 years. The Corps of Engineers of the Army first 
began investigating and reporting on the practicability of improving the Coosa 
River for navigation in 1870. The Corps of Engineers made a study of the Ala- 
hama River in 1875. The first improvement was a series of locks and dams in 
the Coosa River to enable shallow-draft navigation to reach Rome, Ga. The first 
really significant step toward overall basin development in the Alabama-Coosa 
River system was the 308 report made in 1934. This report recommended a sys- 
tem of locks and dams on the Alabama River and on the Coosa River above the 
existing power dams, and locks in the power dams. It also recommended a 9-foot 
deep channel for navigation upstream to Rome, Ga., 65 miles above Mobile, and 
additional power. 

The feasibilty of several dams for power on the tributaries was also investi- 
cated. A system of levees was built at Rome to control floods, and another flood- 
control project has been built at Prattville, Ala. Great progress was made when 
the Allatoona Dam and Reservoir was built on the Etowah River, 48 miles above 
Rome. 

In 1941, the Corps of Engineers submitted a report recommending the adoption 
of a comprehensive program of development of the basin’s water resources in 
accordance with plans being prepared by the Chief of Engineers with such modi- 
feations thereon from time to time as seemed advisable. This was adopted by 
Congress and approved by the President in 1945 and is the present authorization 
for the Corps of Engineers program. 

The 83d Congress enacted Public Law 436 to permit the Alabama Power Co. 
toconstruct five dams along the river. 


Outline of legislative action 
The Corps of Engineers 308” report was made in 1934. It presented a long 
range plan for development of the river (H. Doc. 66, 74th Cong.). 
House Document 414, 77th Congress recommended a comprehensive project 
including a deeper channel for navigation. 
Hearings held on Alabama-Coosa River in 77th Congress before House Com- 
mittee on Rivers and Harbors. (November 5 and 6, 1941) 
Hearings held in 78th Congress : 
1. Before House Committee on Rivers and Harbors, October 19, 20, 1943. 
2. Before Senate Committee on Commerce, April and May 1944 (held on 
H. R. 3961). 
The Rivers and Harbors Act of 1945. It authorized appropriations for the im- 
plementation of the plans as set forth in House Document 414, 77th Congress. 
Public Law 486, 83d Congress authorized the Alabama Power Co. to build a 
series of dams on the river. 


The future of Alabama lies in the development of the Alabama-Coosa River 


One of the firmest cornerstones of Alabama’s future lies in the development 
of the great resources of the Alabama-Coosa River Basin. This promising future 
can be attained only by the eventual development of the Alabama and Coosa 
Rivers and the long hoped for and dreamed of 9-,oot deep water channel from 
Rome, Ga., to Mobile. 

_ The fulfillment of the dreams Alabamians have had for this magnificent river 
basin for these many years would provide a significant contribution to the defense 
bulwark of our Nation—allowing for the fast, safe, yet inexpensive movement 
of vital defense elements such as petroleum, chemicals, pulp, ore, and building 
haterials; it would provide economic advantages to the industries already in 
the area through lowering their operating costs; and it would attract new com- 
pene and industries to develop the abundant natural resources within the river 

ASIN. 

The present shallow depths of the Alabama River generally limit commerce to 
‘mall movements of gravel, sand, logs, and pulpwood. The Alabama and Coosa 
Rivers must be channeled because of the advantages which will accrue to 
Alabama and its people—the Nation and its citizens. 


RESOURCES OF THE RIVER BASIN 


Industry 


; Teetiles.—Cotton processing is important; silk and rayon knitting are promi- 
lent. There are approximately 130 textile mills employing about 43,000 workers. 
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Steel and iron.—There are steel and iron mills in the river basin towns of 
Gadsden, Anniston, and Rome which use coal and iron ore mined in the spr. 
rounding area. This industry employs about 10,000 men in 38 plants. 

The vast Cahaba coalfield of St. Clair, Bibb, and Tuscaloosa Counties which 
produce great amounts of coal would be made available if the coal had the adyap. 
tage of reduced transportation rates afforded by river transportation. The same 
situation would be true of the great Warrior coalfield lying in the counties of 
Walker, Blount, Cullman, Winston, Marion. Fayette, and Tuscaloosa. 

The steel mills would use Venezuelan iron ore and ore from other foreign coun- 
tries coming into Alabama through the port of Mobile, thereby giving the counties 
served by the Alabama-Coosa an equal and fair chance with the counties seryed 
by the Tombigbee and Warrior system which is now being made navigable. 

Paper.—Paper manufacture consumes vast quantities of water, involves a dif. 
ficult waste problem and requires low-cost, dependable bulk transportation to 
and from the mill. The waters of the Coosa River plus the nearby supply of pulp 
has aided in the success of the Coosa River Newsprint Co. 

Chemical.—In the river basin there are approximately 64 establishments en. 
gaged in the manufacture of chemical products, including fertilizer plants, the 
Childersburg powder works, and cottonseed oil mills. 

General.—There are about 70 concerns of the glass, clay, and stone group of 
industry which are engaged in the manufacture of cut stone, marble, building 
brick, and tile. 







































































Agriculture 


Abundant rainfall and fertile soil make farming desirable in this area. About 
40 percent of the population is engaged in agricultural pursuits. Cotton, corn, 
peanuts, potatoes, velvet beans, and cattle raising are the most important. 


Mineral resources 

















The Alabama-Coosa River Basin acreage contains many valuable minerals: 
bauxite, Selma chalk (for cement), clays, coal, arsenic ores, fluxing materials, 
fuller’s earth, gold, lead graphite, granite, marble, slate, mica, ochre, lime, man- 
ganese ore, iron ore (both brown and gray), gravel, sand, silica sand, and 
asbestos. 

At the present time because of the high transportation costs, only clay, coal, 
marble, lime, iron, gravel, and sand are being produced. Decreased water trans- 
portation costs would undoubtedly make it more profitable to mine bauxite. 
cement, coal, iron ore, fluxing materials, fuller’s earth, graphite, and manganese. 


Human resources 


There is an adequate labor supply in the river basin—much of it due to the 
influx of war workers, many of whom stayed on. The number of workers has 
also increased due to the movement of new industries into the area. 

It is interesting to note that populations demonstrate a tendency to follow 
water. In northern New York State where water transportation on the New 
York State barge canal system parallels the railroad, the population is 514 times 
greater than the population in southern New York which has only railway serv- 
ice. Almost three-fourths of the 100 largest American cities are either sea, Great 
Lake, or river ports with rail connections. Take the case of Houston, Tex., % 
miles from deep water in the Gulf of Mexico. In 1910 Houston’s population 
was 78,000. Today it is 600,000. The city is next to the largest port in the 
Nation, second only to New York and this is due to the dredged ship channel from 
the gulf to Houston. 



















































































The advantages of water transportation 


In recent years, freight business on the Nation’s waterways has been increas 
ing between 10 to 15 percent a year; in 1953 the waterways, excluding Great 
Lakes, transported 6 percent of the total ton-milage. Traffic on the inland water- 
ways has nearly tripled since 1946. Over the past 20 years, ton-miles have 
increased on the inland waterways at the average rate of 3.25 billion a year. 
On the Mississippi, traffic rose from 36 million tons in 1942 to 80 million tons 
in 1953. 

The greatest advantage water freight has over other methods of transporta- 
tion is cost. The average cost of railroad equipment to move 15,000 tons of 
freight would be $3,220,551. The average cost of equipment to move 15,000 tous 
of freight on the inland waterways would be $930,000. In the 22-year period 
ending June 30, 1948, the transportation savings on the 15 largest and most 
active waterways, as computed by the Army engineers, totaled over $2.5 billion 
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As another example, take the shipment of a ton of wheat from Minneapolis 
to Knoxville. By rail it costs $17.69 but by water costs only $5.55. 

This is why new industries moving south every day would prefer to settle along 
the banks of a river where it can take advantage of the low costs of water trans- 
portation rates. In the first 3 months of 1954, 85 waterside development proj- 
ects—all costing over $100,000 and some well into the millions—were announced. 
Within the last 2 years over $3 billion in new plant investments has been made 
along the banks of the Ohio River and its tributaries. 

In 1952 the midcontinent of the United States surpassed the industrial East as 
a producing area—and why? Because industries have been leaving the East and 
settling along the inland waterways. It should be remembered that the railroads 
serving the river port cities have also benefited by thousands of additional car- 
loadings from industry and by greatly increased movement of in- and out-bound 
consumer goods and passengers. 


\labama’s future lies in the development of the Alabama-Coosa River 


Full development of the Alabama Coosa River would bring the river basin area 
adequate hydroelectric power for industrial purposes ; employment for its people : 
cheap water rate transportation ; freedom from floods; and would provide won- 
derful recreational areas for its people to enjoy. The river and its basin possess 
all the natural resources of people, water, and minerals, and all it needs is the 
direction of man in order that this area can make a significant contribution to 
the national defense and general economic progress of the State of Alabama 
and the entire Nation. Every dollar spent will bring more than its own value in 
return. It is estimated that the river and harbor and flood-control program 
accomplished to date by the Corps of Engineers has returned to the Nation more 
than $2 in value for every dollar expended. 

I would like to urge that the State of Alabama and the Federal Government 
jointly pursue the full development of the Alabama-Coosa River including a 9-foot 
channel from Rome, Ga., to Mobile, Ala. Such an undertaking would be bene- 
ficial not only to the immediate people and industries within the river basin but 
to Georgia, Alabama, and to the Nation. 

I would like to encourage the State of Alabama and the Federal Government 
to undertake this project at the same time that the Alabama Power Co. is build- 
ing five dams along the river in order that the work might be coincided and accom- 
plished with the least amount of cost. Perhaps the State could assume the respon- 
sibility for building the docks in the various ports under the already established 
State waterways commission. The cities could also participate in the construc- 
tion of such docks and warehouses. The counties and State jointly could con- 
tribute to the building of access roads to service the ports. The Federal Govern- 
ment would dredge the river and build the channel, and work on the flood-control 
installations. 

Alabama should no longer ignore the bounty of this magnificent river system. 
Alabama must act now. 
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Mr. Ratns. I appreciate that very much, Mr. Chairman. 
Judge, if you will take over I hope I may be excused. Thank you 
very much for letting me come over. 
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Mr. Lanuam. Mr. Selden of Alabama is also on the river and js 
quite interested in this project. I should like at this time to call on 
him to present his statement, with your consent. 

‘ = Marsua.y. We would be glad to hear from you, Congressman 
elden. 


STATEMENT BY CONGRESSMAN ARMISTEAD I. SELDEN 


Mr. Sevpen. Mr. Chairman, I would like to join with my colleagues 
in urging the members of this committee to include in the 1956 public 
works appropriation bill the sum of $180,000 in planning funds to be 
used for a shipping survey on the Alabama-Coosa River system. 

The Coosa River, which forms the greater part of the easter 
boundary of the district I have the privilege to represent, is one of the 
greatest undeveloped rivers in this country. For more than a century 
efforts have been made to develop this waterway. As early as 1872 the 
Federal Government instituted the first improvement program on the 
Coosa. The plans called for development of navigation on this river 
from Rome, Ga., to Gadsden, Ala., by the building of 31 low-lift 
locks and dams. However, only locks 1, 2, 3, and 4 were built on the 
upper end of the rapids below Rome. In 1890 the Government aban- 
doned its program due to lack of funds. 

Later the Alabama Power Co, obtained permission fnom the Fed- 
eral Government to build three dams on the Coosa River. The first 
of these, Lay Dam, was authorized in 1907 and completed in 1914. 
Mitchell Dam was completed in 1923 and Jordan Dam was ready for 
use in 1926. These dams, the only ones on the Coosa River at the 
present time, have been operated as a source of electric power by the 
Alabama Power Co. since their construction. 

In the Rivers and Harbors Act of 1945, Congress vested authority 
for the further development of the Coosa exclusively in the United 
States Corps of Engineers. As a result, the Federal Power Commis- 
sion was deprived of the authority to issue the necessary permit and 
license for the construction of additional dams on the Coosa Water- 
way. 

Although the members of the Alabama delegation, as well as our 
distinguished colleague, Mr. Lanham of Georgia, made every effort 
to secure an appropriation so that the Corps of Engineers might begin 
construction on locks and dams for the Coosa, it was impossible to do 
so. This was due primarily, I believe, to the tremendous cost involved. 

In 1953 the Alabama Power Co. announced publicly that they were 
willing to construct five additional dams on the Coosa River to be 
financed by private capital at a cost of approximately $100 million. 
Realizing the improbability of obtaining Federal funds for the over- 
all development of the Coosa, the majority of our delegation from 
Alabema and the gentleman from Georgia, Mr. Lanham, introduced 
identical legislation that has cleared the way for this tremendous con- 
struction program on the Coosa River. This legislation granted to 
the Federal Power Commission the authority to issue the Alabama 
Power Co. the necessary permit and license to construct these five addi- 
tional hydroelectric dams. 

Since the passage of this legislation the power company has moved 
rapidly forward with its surveys and plans, and I have reason to be- 
lieve that construction of one or more of the Coosa River dams wil! 
begin in the next 12 months. 
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Now that private capital is to be used to pay for the construction 
of the remaining dams needed on the Coosa River, we hope if will 
be economically feasible for the Federal Government to add the neces- 
sary navigational facilities. The legislation giving the Alabama 
Power Co. permission to build dams stipulates that the company shall 
also take the necessary steps to make provision for the addition of 
navigation facilities at each of the dams. Under the terms of the 
measure, it is obviously anticipated that the Federal Government and 
the Alabama Power Co. will share in the full development of the 
Coosa. 

As you know, President Eisenhower has publicly stated his belief 
in treating resource development as a partnership undertaking and 
has used the Coosa River project as an example of such a partnership 
project. In his state of the Union message on January 6 of this year 
he described a partnership undertaking as, and I quote, “A partner- 
ship in which the participation of private citizens and State and local 
governments is as necessary as is Federal participation.” He further 
stated, “This policy has encouraged local public bodies and private 
citizens to plan their own power sources. Increasing numbers of appli- 
cations to the Federal Power Commission to conduct surveys and pre- 
pare plans for power development are evidence of local response. The 
Federal Government and local and private organizations have been 
encouraged to coordinate their developments. This is important be- 
cause Federal hydroelectric developments supply but a very small 
fraction of the Nation’s power needs. Such partnership projects as 
Priest Rapids in Washington, the Coosa River development in Ala- 
bama, and the Markham Ferry in Oklahoma already have the approval 
of this Congress.” 

We realize, of course, that there can be no Federal appropriation 
this year for constructing the locks at the five dams which will be built 
by the Alabama Power Co. However, believing it will be much more 
economical to build the locks and dams at the same time, we urge this 
committee’s approval of the necessary funds for a shipping survey of 
the Coosa River. Ifthe survey shows that the addition of navigational 
facilities is economically feasible, then the Corps of Engineers will be 
in a position to make their recommendations in time for 1957 budget 
consideration. 

Thank you, Mr. Chairman. 

Mr. Marsuauu. Thank you for an excellent statement. 

We would be glad to hear from our distinguished colleague, Mr. 
Lanham of Georgia. 


STATEMENT BY CONGRESSMAN HENDERSON LANHAM 


Mr. Lannam. Mr. Chairman, I appreciate your giving us this time. 
I promise I will not abuse it. 

I have no prepared statement. I do want to emphasize the fact that 
I and the people of my State and my city are intensely interested in 
the navigational feature of this development. When I was a mere lad 
the boats used to ply between Rome, my home city, and Gadsden, 
Albert Rains’ city. They hauled cotton and wood and all sorts of 
materials, but then the river silted in. The Government at one time 
built what is known as Mayo’s lock and dam on the Coosa between 
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Coosa and Gadsden. For atime we resumed traffic, but again the river 
has silted in. 

Without this major development there will probably no longer 
or never in the future be any traffic on the water between the two 
cities. There has just been built in my city, by the Georgia Power 
Co., a steam plant on the banks of the Coosa. They haul their coal 
from Kentucky by truck at great expense. They could transport it 
from Alabama much more cheaply by water. 

There has been built there a General Electric plant. They are 
making a medium transformer, in this brand new plant, one of the 
most modern in America. 

The Meade Corp. has built a big pulp mill right on the banks of this 
Coosa River. If navigation on the Coosa-Alabama were possible these 
and many other industries would profit by this mode of shipment. 

Republic Steel is very much interested in this development. Asa 
matter of fact, I understand they have had the matter up probably 
with the Bureau of the Budget; and, frankly, I think that some re- 
quest. will come down probably from the Bureau of the Budget not 
while you are considering this but by the time it gets to the Senate. 
I think it has the approval of the administration because this project’ 
has been singled out, as has been told you, not only by the President 
but by Mr. MeKay as an example of their philosophy of the way these 
river developments ought to be made; with private power companies 
building the power dams and the Government providing at the same 
time for the building of locks. 

Of course, as Mr. Seldon has said, it is much cheaper—I would say 
25 to 50 percent cheaper—to build those locks at the time the dams 
are being constructed, instead of having the Government go back later 
and build the locks. That is why we are so interested now in getting 
this money for this survey, so that if the traffic does justify the build- 
ing of the locks we can convince you and the entire committee that the 
money ought to be appropriated while the construction is going on. 
They are going to begin construction on the first of these dams, I 
understand, this fall. 

They have really moved rapidly. It was very interesting when 
we appeared before the Public Works Committee and advocated that 
this bill be passed deauthorizing the construction of these dams by 
the Government. I think the members of the committee almost fell 
out. of their seats when we made the proposal, after having it author- 
ized by the Government, to ask that it be deauthorized, and that the 
private power company be permitted to develop the power dams. 

Personally, I think it is the way that many of these rivers ought to 
be developed, especially where the private power companies have 
already begun development. 

I think in America there are great river systems that probably are 
best developed by the Government. But in this case, since the Ala- 
bama Power Co. has already built three dams and since they are will- 
ing to continue the construction of dams and since we need this power 
it seems to me a shining example of the present administration’s view 
or plan for this sort of development. While I cannot agree with them 
on all projects, I think it is wise in this case. 

As I say, the committee was surprised that we were asking that it be 
deauthorized, but we made it perfectly clear at the time that we would 
expect the Federal Government to assume the burden of developing 
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the navigational features of the project. Now we are asking that we 
be put in a position where we can show that the building of the locks 
is justified and that it would be cheaper this way. 

Mr. Taper. May I ask a question ? 

Mr. Lannam. Yes, sir. 

Mr. Tazer. Is the Alabama navigable up as far as Montgomery ? 

Mr. Lannam. Itis, 1 believe. Is that not correct ? 

Mr. Setpen. At times. I think there will have to be some dredging 
and possibly several locks and dams built on the Alabama River below 
Montgomery before navigation is possible all the way to Mobile. 

Mr. Taser. Asa part of this project 

Mr. SeLpen. Yes, sir! in order to make it navigable from Rome 
to Mobile. Of course, the addition of locks to the present and contem- 
plated dams on the Coosa River would make the Coosa navigable 
from Rome, Ga., to Montgomery, Ala. 

Mr. Anpersen. Of course, if the lower section is not navigable it 
would largely destroy the usefulness of this project. 

Mr. Sevpen. That is right. It would certainly have to be con- 
sidered in the overall plan. 

+ Mr. Taser. Is that part of the authorization ? 

Mr. Lanuam. That part of the authorization I am not familiar 
with, 

Gentlemen, that completes my statement. This Coosa River has its 
headwaters right in the heart of my city. Two smaller rivers con- 
verge in the heart of my city and the Coosa then flows on to Gadsden 
and is later joined by the Tallapoosa, to form the Alabama River. 
There is a great. industrial potential in this section. It is said to be 
one of the two or three best potentials in the whole country left unde- 
veloped. The whole section is growing rapidly. The raw materials 
are there. If we can get the power and the transportation there is no 
limit to the development of the section. 

Thank you very much. 

Mr. Marsuati. Thank you. Did you have something else to add, 
Mr. Selden ? 

Mr. Sevpen. Mr. Chairman, it is my understanding that the $180,000 
which we are requesting will be used for a traffic survey from Rome 
to Mobile. I believe this survey would necessarily be on the entire 
Coosa-Alabama River system. 

Mr. AnpEerRSEN. I would say it would have to be considered at the 
same time. 

Mr. Setpen. Yes, sir. 

Mr. Lanuam. I think so. Let me ask a question, since I am not too 
familiar with the situation in Alabama. Is there any connection be- 
tween the Warrior River and the Alabama at any point ? 

Mr. Setpen. The Warrior River flows into the Tombigbee River 
near Demopolis, Ala. The Tombigbee and the Alabama flow together 
and form the Mobile River north of Mobile, Ala. The Mobile River 
empties into Mobile Bay. 

Mr. Taser. Do they both dump into Mobile Bay ? 

Mr. Setpen. The waters from both the Warrior River and the Ala- 
bama River eventually flow into Mobile Bay. 

Mr. Lannam. To be fully effective there would have to be some 
work done below Montgomery. 
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Mr. Anpersen. It would seem to me the Alabama would have to be 
made navigable for barges, at least up to the point of junction. 

Mr. Sevpen. That is correct. 

Mr. LanuAm. That is our hope. 

Mr. Seitpen. The tremendous problem, as I understand it, however, 
is making navigation possible on the Coosa River. Adding naviga. 
tional facilities on the Alabama will, I believe, be much simpler. 

Mr. Anpersen. I do note in the hearings, Mr. Chairman, that this 
is known as the Alabama-Coosa River Basin project. 

Mr. Lannam. Yes, 

Mr. Anpersen. Undoubtedly the Alabama is considered an integral 
part of the overall project. 

Mr. Lanuam. Certainly that is true. If there are not any other 
questions at this point, Mr. Elliott of Alabama is also quite interested 
in this project. 

Mr. Marsuatu. We will certainly be glad to hear from Mr, Ellioti. 


STATEMENT BY CONGRESSMAN ELLIOTT 


Mr. Extiorr. Mr, Chairman and gentlemen of the subcommittee, I 
appreciate the opportunity to appear before you in behalf of the plea 
that has been eloquently made by Hon, Albert Rains and others for an 
item of $180,000 for a traffic survey on the Coosa-Alabama River. 

As you gentlemen know, I represent a district in north and north- 
west Alabama that does not touch, and is not drained by the Coosa- 
Alabama River system. However, the economy of the district I repre- 


sent has a direct connection with the Coosa River in this manner: The 
Seventh Congressional District of Alabama is drained, in largest part, 
by the Warrior-Tombigbee River system. A large part of the district 
I represent lies within the Warrior coalfield of Alabama. As you gen- 
tlemen have so many times heard me say, the coal industry has been 
inflicted with the greatest depression in recent years. 

The coal industry is today fighting for its life. 

Cheap water transportation will enable the Alabama coal industry 
to stabilize by regaining some of the markets it has lost and by 
gaining new markets that are developing with the increased use of 
coal for the generation of electric power and for industrial purposes. 
This latter use is gaining in direct proportion to the increase in cost 
of natural gas. As natural gas goes up, more industries begin to look 
at coal as a source of their energy requirements. 

Now, big things are in store for the Coosa River. Five new hydro- 
electric power dams are on the drawing boards. One or more of these 
dams will get under construction within the next year. The construc: 
tion of these dams will, in my judgment, make the Coosa River poter- 
tially navigable all the way up to Gadsden, Ala., and maybe further 
north than that. 

Of course, the making of this river navigable depends upon the 10- 
stallations of navigation locks at these dams by the United States 
Government. 

However, all we are asking for here is $180,000 with which to mak’ 
a traffic survey on the Coosa River to get this work underway. If! 
is found from this survey that the building of these navigation locks al 
the proposed five dams are uneconomical, then that will end the matter 
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I believe, however, that the survey will reveal that it is economically 
feasible for the Federal Government to build the navigation locks at 
these dams. 

Mr. Chairman, when that is done, it will open a vast new market 
for coal from the Warrior, Ala., coalfield in the area of Gadsden, 
Talladega, and Montgomery. Coal from the Warrior, Ala., coalfield 
will move down the Warrior River to Demopolis, thence down the 
Tombigbee River to the point where the Alabama and Tombigbee River 
run together, thence north up the Alabama and the Coosa to the points 
where the coal is needed for the generation of electric power or for 
other industrial purposes. It should be pointed out that Gadsden, Ala., 
is one of the chief industrial centers of Alabama. Its rubber plants, its 
steel mills, its electric generating industry, all, make potential markets 
for coal from the Seventh Congressiona! District of Alabama. 

I am interested in seeing this traffic survey made, and I ask that you 
gentlemen write into this bill an item of $180,000 for this traffic survey. 
This is one thing that the Federal Government can do to promote the 
development of our waterways and help to relieve conditions causing 
unemployment at the same time. Moneys spent for this purpose on the 
Coosa River will have a direct, beneficial result on the unemployment 
in the coal industry in the Seventh Congressional District of Alabama. 

The people of the United States have a right to know whether the 
building of locks at the proposed dams on the Coosa River are eco- 
nomically justified. I hope this committee will grant this request. 

Mr. MarsHaty. Thank you, Mr. Elliott for a very fine statement. 

Mr. Lannam. Mr. Chairman, I am sure that Congressman Grant of 
Alabama has additional information that would be helpful to the 
committee. 

Mr. Marswaty. Mr. Grant, we will be glad to hear any statement 
youmay wish to make on this subject. 


STATEMENT BY CONGRESSMAN GRANT 


[ unequivocally urge for inclusion in the 1956 public-works appro- 
priation bill the sum of $180,000 to be used in making a shipping 
survey of the Alabama-Coosa River system. 

Since the era of the canoe and river barge, when the Red Man 
prowled the shores in search of food and clothing, the momentous 
importance of the Alabama-Coosa River system for navigational pur- 
poses has been readily recognized. It has been reported that John C. 
Calhoun even proposed the construction of a canal connecting the 
Tennessee River with the Coosa-Alabama in order that traffic might 
flow via one uninterrupted course from Virginia and Tennessee to the 
Gulf of Mexico. 

_ With the arrival of the steamboat Harriett at Montgomery, Ala., 
in 1821, the significance of traffic on the Alabama-Coosa River took on 
even greater import. Wherever the great river turned and the steam- 
boat traversed there was tremendous economic and cultural develop- 
ment. The river with its fare and goods brought wealth and know]- 
edge to a frontier, accelerated the irresistible struggle of the pioneer to 
the banks of the Mississippi and the Louisiana Purchase. 

_ Yet the sweep of man’s progress soon surpassed the natural limita- 
lions of navigation on the Alabama-Coosa River. The demands of 
(ransportation grew in proportion to the population and the ex‘ension 
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of civilization, and the utility of the river as a natural waterway for 
navigation lost its practicableness. 

The imperative need for a comprehensive development of the 
Alabama-Coosa has produced in the past 150 years great effort on the 
part of farsighted-and imaginative individuals and organizations to 
elicit the necessary assistance from the Federal Government. In 1879 
the Federal Government launched its first improvements on the river, 
but due to lack of funds this program was abandoned in 1890 after 
the construction of four obsolete locks at the upper part of the rapids 
below Rome, Ga. 

Further progress in the development of this river system was not 
made unti] 1907 when the Federal Government authorized the Ala- 
bama Power Co. to construct the Lay Dam, which was completed in 
1914. By 1926 the Alabama Power had completed two other dams on 
the Coosa River, and to this day these three installations built and 
operated by the Alabama Power Co. are the only operating dams in 
the river system. 

The River and Harbor Act of 1945 provided for the exclusive initia- 
tion and ultimate development of the Alabama-Coosa system by the 
Army Corps of Engineers. Pursuant to the provisions of this act, the 
Corps of Engineers formulated plans for the construction of three 
dams and locks on the Alabama River which were proposed to extend 
9-foot navigation from Mobile to Montgomery, a distance of approxi- 
mately 200 miles. These installations would be located at Claiborne, 
Millers’ Ferry, and Jones Bluff. and would cost approximately 
$15,359,000, $44,337,000, and $48,648,000, respectively. The plans for 
Millers Ferry and Jones Bluff call for multiple purpose dams. 

These projects, together with one upstream known as the Howell 
Mill Shoals project, have been considered by the Corps of Engineers 
as the initial phase in the authorization of the 1945 act. I understand 
that the ultimate phase as still considered by the engineers would bring 
9-foot navigation upstream as far as Rome. Ga. 

Since enactment of the River and Harbor Act of 1945, persistent 
effort has been made to produce the funds necessary to proceed with the 
construction of facilities on the Alabama-Coosa River system. Mem- 
bers of the Alabama delegation have diligently pressed for appropri- 
ations to forge this great vision into a dynamic reality. 

However, with little evidence that Federal funds would be forth- 
coming for the development of the Coosa River, in 1953 the Alabama 
Power Co. proposed to construct five additional dams on the river at 
an estimated cost of $100 million in private money. Shortly there- 
after appropriate legislation was enacted to grant the Federal Power 
Commission authority to issue a preliminary permit under the Federal 
Power Act to the Alabama Power Co. for the construction of five sepa- 
rate developments on the Coosa River for the production of power. 
flood control, navigation, and other purposes. This legislation was 
enacted as Public Law 436, approved June 28, 1954, and on July 
27, 1954, the Federal Power Commission issued the preliminary permit 
to the Alabama Power Co. for a period effective as of July 1, 1954, and 
terminating June 27, 1956. 

Article 2 of the Terms and Conditions of the Preliminary Report 2s 
issued by the Federal Power Commission provides that “a license will 
be issued for the proposed project only if in the judgment of the Com- 
mission said project will be best adapted to a comprehensive plan for 
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the improvement and utilization of the site for purposes of naviga- 
tion, of water-power development, and for other beneficial public uses, 
including recreational purposes.” It is my understanding that the 
Alabama Power Co. is moving ahead with considerable dispatch to 
meet the specifications of the preliminary permit. 

In view of the present situation and contemplated progress respect- 
ing the overall development of this enormous river system, both in 
power, navigation, and recreation, I sincerely hope that the commit- 
tee will gts the requested funds for the proposed shipping sur- 
vey. In January 1953, the Corps of Engineers estimated that there 
was a potential commerce of 440,000 tons a year on the Alabama River 
between Montgomery and Mobile alone. “A shipping survey of the 
entire river system, I am sure, will reveal limitless possibilities for 
commercial traffic. 

I believe that it is not only economically advisable but technically 
feasible to provide the necessary facilities for navigation at the time 
the dams are being constructed. These planning funds will prepare 
for the ultimate realization of navigation from Mobile, Ala., to Rome, 
Ga.. a dream that had its genesis in the wilderness of another era and 
has been nurtured through the generations by men with a great vision. 

Mr. Marswati. Thank you gentlemen for a comprehensive presen- 
tation. 

Mr. Lannam. We appreciate your giving us the opportunity to pre- 
sent this matter to the committee. 





MANSFIELD AND Upper WapBAsH 
WITNESSES 


HON. EARL WILSON, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF INDIANA 

ROBERT KELLUM, SECRETARY, INDIANA STATE FLOOD CONTROL 
COMMISSION 

JOHN MELLETT, CHAIRMAN, INDIANA ECONOMIC COUNCIL 


Mr. Marsuauyt. At this time we will be pleased to hear from our 
distinguished colleague from Indiana, Congressman Wilson, who is 
appearing in behalf of the Mansfield and upper Wabash projects. 

Mr. Witson. Mr. Chairman, I have with me this morning two peo- 
ple who would like to testify in behalf of flood control and navigation 
projects for the State of Indiana. First I would like to present Mr. 
Robert Kellum, Secretary of the Indiana State Flood Control Com- 
Mussion. 

Mr. Marsua.u. We will be glad to hear from you, Mr. Kellum. 

Mr. Kettum. Mr. Chairman, we are coming to the committee this 
morning with a request for funds, of course, as you well know, for 
the civil works activities of the Cor ps of Engineers in Indiana. 

We have brought along, with the corps, work each year, we think, 
rather steadily. The projects along the Ohio River and the Vin- 
cennes are well along, and we now have ver y definite problems in the 
upper Wabash, and in the White River Basin. 

The White River goes through central Indiana, and the Wabash 
goes up the west side of Indiana, and across the north central part. 
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I mean that it goes in reverse. It starts in Ohio, and goes across the 
north central part, and down the west side to the Ohio River. It is 
the last major tributary of the Ohio which does not have any major 
construction on flood control. 

We are especially interested in the Mansfield Reservoir, which is 
on Raccoon Creek, a tributary of the Wabash in central western 
Indiana. This is a flood control project on which the Army Corps 
of Engineers is completing construction plans. It was authorized by 
Congress in 1938, and we feel very strongly, working on these things, 
that there has been too much of a lag between authorization and con- 
struction, and that the efliciency of the work is lost when there is so 
much of a delay. 

For that reason, we would like to then see you give consideration 
to a request for $500,000, as a construction fund for Mansfield Reser- 
voir, about which you have information there, in the papers which I 
shall leave with you. 

This project has a favorable ratio of benefit-to-cost. 

Mr. Taper. What is the benefit-cost ratio? 

Mr. Kettum. The Corps of Engineers has not completed it, but 
I think it is about 1.2 to 1. The Army is now completing plans. 
We had a little bit of trouble on one dam site after they got into the 
borings for the dam. 

They have now completed the borings, and have determined that 
another site, slightly upstream, will be good. 

It will not change the ratio any on the capacity of the reservoir. 
It is not what you may consider a large project, as such projects go, 
but it is important to us, and very necessary. 

I do want to point out that there are other topics here in which we 
are interested in Indiana, such as the Markland lock; the funds for 
a survey of the Wabash River, on which we hope to come back to you 
later, and of course for the authorization of three reservoirs in the 
upper Wabash. 

Then, there is the Calumet-Sag, and of course you are well familiar 
with that. There is in the budget now $65,000 for planning on the 
Niblack River, to protect 15,000 acres in Knox County, Ind. 

Those are some of the things which we do very definitely need. 

We need some surveys on the White River Basin, and on the 
Kankake River Basin in northwestern Indiana. We had a very 
severe flood there, within the last few months, in which losses were 
in the millions of dollars. 

I just wanted to put this information before you, knowing that 
you do have very definite problems in working these matters into 
the budget, but we feel that this is a justifiable request. 

I would like, if I may, to introduce Mr. Mellett, who will be able 
to give you a little background on the thinking. In addition to being 
a member of the Flood Control Water Resources Commission of 
Indiana, he is the director of the Indiana Economic Council, which 
is interested in the development and promotion of industry. 

Mr. Marsuatu. Thank you. 

Mr. Kettum. Thank you very much. 

Mr. MarsnHatu. Are there any questions at this point? 

If not, we will hear from Mr. Mellett. 

Mr. Metietr. Mr. Chairman and gentlemen, I have been before 
your committee a number of times in the last 15 years, and I would 
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like to say, first of all, that Indiana appreciates the attention which 
you have given us. 

" We have a good deal of work to do, and some of it seems to be 
properly in the field of the Army engineers. Seen 

' | would like to call your attention to the economic implications 
which are involved, which are a little different from anything, I 
think, perhaps, you have seen. It will take only a minute. 

This is a map of the Great Lakes area, showing population trends. 
You will note the Ohio River down at the bottom there north of Ken- 
tucky, and Ohio, Illinois, and Indiana to the north of the river. 
The white counties along the river, and all over that map, are counties 
which have lost population since 1930. 

In spite of the speed which we do things in the United States, the 
center of population took about 50 years to move from a spot north 
of Cincinnati in Ohio to get across Indiana, and over into Illinois, 
about 10 or 11 miles, showing that as a whole our population trend 
is rather stable, but in this large area notice the number of counties 
which are losing population. 

Mr. Taper. Where is Mansfield Dam located? Is it above Terre 
Haute ¢ 

Mr. Keitum. Yes, sir; just above it. 

Mr. Metiett. If you will give me just a minute, I will show it to you 
on another map. 

Mr. Chairman, from the beginning of surveys, our river valleys 
have traditionally been our richest and most productive areas, agri- 
culturally, industrially and commercially. We are making some 
improvement to the Ohio Valley, and we still have work to do. 

We in Indiana and the surrounding States and the Army engineers, 
have additional work to do. 

I traced in red the principal tributaries which drain into the Ohio 
in Indiana. Here is another way of looking at the economic implica- 
tions of this situation. This is a map of Indiana, and I have outlined 
our principal rivers. If you will notice, they all empty into the 
Wabash and then into the Ohio. This map shows where and how 
people undertake to make a living. The white counties are the coun- 
ties in which there are more people working at industrial jobs than 
there are jobs in the counties. That means that they are going some 
place else every day to make a living out of the river valleys; all of 
these large valleys which should be rich and productive, have peo- 
ple going to other counties in other areas to make a living, which 
means a lot of commuting and automobile travel, and so on. We 
are working on a program to try to develop there better jobs and bet- 
ter agricultural practices in these valleys, because if these people keep 
on driving back and forth, some of them get killed, and one thing 
and another, and a lot of them move away, and job opportunities 
shrink, and business establishments stagnate, and we have a bad situ- 
ation. 

We are attempting to control that situation now. 

_ We have in this area here [indicating] an area where our problems 
involve floods and water supply both. We are working to develop 
lakes locally by means of the cities and by means of the private indi- 
viduals. We have a dozen odd new, nice lakes down there, and we 
have a dozen more on the way. They will help with the flood-control 
»roblem, and also with the water-supply problem in that area. In 
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that area alone last summer something like 23 million gallons of water 
had to be hauled out to the farmers for their livestock. That is the 
supply problem. In the spring, we have flood troubles. This area up 
here, which should also be a rich one, the principal problem is floods, 
and that is why we are coming to the engineers and to your commit- 
tee for assistance. 

The Wabash River is an interstate river, and it is a big contributor 
of flood problems on the Ohio. 

The Mansfield project, which, as Mr. Kellum said, was authorized 
in 1938, is to be located on one of the streams, and it is a nasty con- 
tributor to the Wabash just above the city of Terre Haute. 

We have another situation to the north, near Chicago, of the Kan- 
kakee River, and we need, very badly, a study up there near Chicago, 

Mr. Taser. Can you tell us how much this dam is estimated to cost? 

Mr. Meutetr. Well, I do not think they have any actual construc- 
tion figures on these reservoirs. 

Mr. Kettum. About $4 million. 

Mr. Wutson. In order to save time, gentlemen, I think I can finish 
quickly, if Mr. Kellum and Mr. Mellett are through. 

Having served as chairman of the legislative Committee on Flood 
Control for 2 years, and also having served under Mr. Whittington, 
for many years who was chairman before the Reorganization Act, I 
am very familiar with the flood-control program, with the formulas 
used in calculating projects, or in selecting projects. I certainly be- 
lieve in our efforts in Indiana to help solve our own problems in flood 
control and also work with the Corps of Engineers in solving them. 
I am also 100 percent in favor of the Markland Dam, a navigation 
project on the Ohio River. 

Mr. Chairman, I am very much in favor of these projects, and highly 
recommend the appropriation with which to carry them forward. 

Mr. Marsuaty. Thank you, Mr. Wilson. 

(The following cane was submitted by the Indiana Flood Con- 
trol and Water Resources Commission :) 


STATEMENT BY INDIANA FLoop CoNTROL AND WATER RESOURCES COMMISSION 


The Indiana Flood Control and Water Resources Commission respectfully 
urges action by your committee to assure orderly and necessary progress on 
flood-control works in Indiana. 

First: The commission urges that the sum of $500,000 be included in the 
1955-56 Federal budget, Corps of Engineers, civil works, for start of construc- 
tion on the Mansfield Reservoir in Raccoon Creek Valley, Park County, Ind.: 
a tributary to the Wabash River. 

Second: The commission urges that the sum of $100,000 be included in the 
1955-56 Federal budget for a comprehensive resurvey of flood-control require- 
ments in the Wabash River Valley above the mouth of White River. 

Third: The Commission urges that your committee act favorably on Corps of 
Engineers civil works items for the new Markland Lock and Dam across the 
Ohio River near Vevay, Ind.,; the Calumet-Sag Channel improvements connect- 
ing Lake Michigan with the Illinois Waterway ; and the $65,000 budgeted item for 
planning a new Mason J. Niblack levee to protect 15,628 acres of valuable farm- 
lands along the Wabash River in northern Knox County, Ind. 

Fourth : The commission urges also provision for a $50,000 general survey fund 
for new examinations of flood-control requirements in the White River Basin 
in Indiana and $30,000 in the same classification for the Kankakee Basin 
in Indiana. The latter two items would be a part of the general investigations 
fund for the Corps of Engineers. 

The Indiana commission belives that one of the most serious handicaps to 
efficient development of water resources in the United States is the delay 
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between time of authorization, completion of construction plans, and the start 
of construction. 

The Mansfield improvement has a favorable benefit-cost ratio. The Corps of 
Engineers is now completing construction plans. They will be ready soon. Bids 
will be obtained before next year if the $500,000 is provided in the present budget. 
Otherwise, an unnecessary and costly delay would result. The project pre- 
viously was authorized by Congress. 

The Wabash is the last major river tributary to the Ohio which does not have 
a modern system of flood control. The Indiana commission is working with the 
Corps of Engineers toward very important accomplishments on the Wabash. 
The Mansfield Reservoir is one unit in such plans. 

Other parts of the contemplated improvements on the Wabash include a 
series Of 3 reservoirs in the upper central part of the State and 1 other 
in the midvalleys. The Corps of Engineers is completing an interim report on 
the three reservoirs preliminary to requesting their authorization by Congress. 
No petition for funds for them as such is being made in the present budget, due 
to the fact that authorization must be obtained as the next step. 

No major construction in Indiana as a part of the long-range Ohio River 
Basin program is underway at present. The State commission urges strongly 
that no serious break be made in the construction activities of the Corps of 
Engineers in Indiana. The New Albany flood wall and levees were completed 
last year and Vincennes protective works were advanced. 

We present these requests with the knowledge that your committee will give 
full consideration to them. 

Indiana Flood Control and Water Resources Commission members : 

Anton Hulman, Jr., Terre Haute, chairman 
Ralph Roessler, Marion, vice chairman 
Charles H. Bechert, Indianapolis 

H. Earl Capehart, Jr., Indianapolis 
Louie H. Dunten, Fort Wayne 

Ewing Emison, Vincennes 

John T. Hays, Sullivan 

tichard C .Heck, Madison 

Frank L. Jump, Walton 

Ted W. Legge, Bloomington 

Carlos A. Life, Peru 

John C. Mellett, Indianapolis 

Albert J. Peine, Brookville 

B. A. Poole, Indianapolis 

Robert F. Schnaus, Jasper 

Eugene C. Shireman, Martinsville 
Anson S. Thomas, Indianapolis 

Carl E. Vogelgesang, Indianapolis 
Kenneth B. Woods, LaFayette 

Robert W. Kellum, executive secretary 
Joseph I. Perrey, chief engineer, Indianapolis 2, Ind. 


INDIANA FLoop CoNTROL AND WATER RESOURCES COMMISSION 


GENERAL INFORMATION ON PROPOSED MANSFIELD RESERVOIR FOR FLOOD CONTROL IN THE 
CENTRAL WABASH RIVER BASIN OF INDIANA 


A reservoir on Raccoon Creek was authorized by Congress, in the Flood Control 
Act approved June 28, 1938, as a part of the general comprehensive plan for flood 
control and other purposes in the Ohio River Basin. The proposed dam site is 3% 
stream-miles and 3 road-miles upstream from the crossing of State Highway No. 
9 at the village of Mansfield, in Parke County, Ind., and 12 road-miles north of 
Brazil, Ind. Highway U. 8. 36 crosses the reservoir area 10 miles east of Rock- 
Ville, Ind., and 48 miles west of Indianapolis. The reservoir is being designed to 
provide flood-control storage equivalent to 101% inches of runoff from the water- 
shed of 220 square miles. 

Present plans call for a conservation pool at about elevation 640. A pool at 
that elevation would provide a lake area of 1,100 acres. It would have a depth 
of 40 feet over the valley floor at the dam. 

Flood protection would be provided for over 7,000 acres of good farm land in the 
Raceoon Creek Valley itself from the dam to the Raccoon Creek juncture with the 
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Wabash River. In addition, the project would contribute to reduction of sume 
floods on the main Wabash River, depending on storm actions and timing of 
rainfall upstream. 

Semiurban areas at the towns of Bridgeton, Rosedale, Coxville, and Mecca 
would receive a high degree of protection. 


GENERAL INFORMATION ON THREE UPPER WABASH RESERVOIRS (MISSISSINEWA, 
SALAMONIE, HUNTINGTON) AS KEY UNITS IN THE IMPROVEMENTS FOR THE ENTIRE 
WATERSHED 


The three reservoirs would regulate the flow of the Wabash River by containing 
runoff from 2,061 square miles. They would lower flood crests at several cities, 
notably Wabash, Peru, and Logansport. It is estimated informally by State 
engineers that a flood as severe as the 1913 disastrous high waters (maximum of 
record) would not cause any except very minor damages at Peru and Logansport, 
if the reservoirs were in operation. Other cities and large farmlands would 
receive similar benefits. Wabash Valley flood losses are estimated at an average 
annual figure of $7,077,700. The 1948 flood havoc in Logansport alone totaled 
over $1,000,000. Industries vital as manufacturers of parts and finished products 
in the motor, aircraft, electrical, construction, and related fields are located in 
each city which would receive vastly increased protection from disruptions due to 
floods. 

Also, local protective dikes and levees cannot be built at acceptable sites in 
Wabash, Peru, and Logansport because of prohibitive local costs and serious 
dislocations of roads and railroads. The functioning of a reservoir system would 
eliminate needs for such local walls and levees along the Wabash River banks at 
Wabash, Peru, and Logansport. 

The reservoir plans: 

Mississinewa: This reservoir would be on the Mississinewa River, tributary 
to the Wabash, at a point near Peoria, Ind. Control of runoff from 801 square 
miles would be provided. Storage would equal 8.02 inches of runoff for flood- 
control operation. In addition, there would be a pool of 1,300 acres for recrea- 
tional and other purposes. 

Salamonie: This reservoir would be on the Salamonie River, tributary to the 
Wabash, at a point near Dora, Ind. Control of runoff from 552 square miles 
would be provided. Storage would equal 7.70 inches of rainfall. In addition, 
there would be a pool of 950 acres. This would be available for recreational! uses 
and for possible augmenting of low-flow volumes in the Wabash during late 
summer and fall. 

Hantington: This reservoir would be southeast from the city of Huntington. 
It could have a relatively small conservation pool. Control of runoff from 708 
square miles of the upper Wabash River Valley would be provided. Storage 
would equal 4.08 inches of rainfall. 


DESCRIPTION OF PROPOSED TURKEY RUN RESERVOIR ON SUGAR CREEK IN THE 
MIDDLE WABASH BASIN 


(Proposed by the Indiana Flood Control and Water Resources Commission for 
detailed study in the near future) 


The dam for this reservoir would be located just east of the Turkey Run State 
Park. The conservation pool would extend upstream to Shades State Park, but 
it would be confined to the bottom of a narrow gorge through the latter park. 
The maximum flood backwater pool—temporary flooding—-would extend al- 
most to Crawfordsville. 

This reservoir should be designed not only to regulate the flow in the stream 
below it, but also to insure a proper stream flow through Turkey Run State 
Park during dry seasons. A conservation pool at about elevation 570 would 
create a pool of about 760 acres and provide recreational boating depth of water 
from the dam to Shades Park. 

Preliminary surveys indicate storage is available above that elevation equiva- 
lent to about 514 inches of runoff from the 692 square miles of drainage area 
above it. 

That amount of storage will provide large reductions in the peak of flood out- 
flows from Sugar Creek, which empties into the Wabash only 7 miles upstream 
from the mouth of Raccoon Creek. This reservoir would give assistance to the 
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presently authorized Mansfield Reservoir in reducing flood stages on the Wabash. 

The Indiana commission recognizes the possibilities at this site for a project 
to provide flood control, recreational and increased low flow benefits. 

The area of 692 square miles for which runoff control would be provided on 
Sugar Creek, added to the 220 square miles of runoff control for the Manstield 
Reservoir on Raccoon Creek, would provide a total of 912 square miles of runoff 
control in the midvalley of the Wabash River. This is about one-twelfth of the 
12,200 square miles of watershed of the Wabash River above Terre Haute. 
This compares favorably with the ratio for projects in other parts of the Ohio 
River Basin. 


MANSFIELD AND Uprrr WapasH 
WITNESS 


HON. CECIL M. HARDEN, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF INDIANA 


Mr. MarsHauy. We shall hear next from the able Congresswoman 
from Indiana, Mrs. Harden 

Mrs. Harpven. Mr. Chairman and gentlemen, I appreciate this op- 
portunity to speak in support of the recommendations made by the 
Indiana Flood Control and Water Resources Commission. I feel the 
commission has developed an excellent program for meeting both our 
flood and water resources problems and I support wholeheartedly the 
presentations made by Mr. Kellam and Mr. Mellett. 

My particular interest, of course, is in the Mansfield Reservoir proj- 
ect, located in my own district. The Mansfield project was, as you 
know, authorized by Congress in 1938 and the 83d Congress appro- 
priated funds for engineering and design studies. 

Corps of Engineers’ studies to date indicate a favorable cost-benefit 
ratio for Mansfield. Widespread interest in the project has been 
evidenced by residents of the area and I know of no opposition. 

It is my understanding that the Corps of Engineers has requested 
additional funds for completion of engineering and design studies, 
with the view of seeking construction funds in the next fiscal budget. 
1 naturally support the engineers’ request, although I hope the com- 
mittee will give consideration to inclusion of construction funds in the 
current budget as recommended by the Indiana Flood Control Com- 
mission, 

Construction of the Mansfield Reservoir is vital to the long-range 
plan for controlling the recurring floods which ravage the Wabash 
River Valley, the only remaining major tributary to the Ohio which 
does not have a modern system of flood control. Of more than inci- 
dental importance, moreover, is the recreational value of the lake 
which would be created in an area where sizable bodies of water are 
largely nonexistent. 

Your consideration of Mansfield is greatly appreciated. 

Mr. Marsuaty. Thank you for your statement, Mrs. Harden. 
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Upper Wapasu River Fioop Conrrot ARBA 
WITNESS 


HON. WILLIAM G. BRAY, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF INDIANA 


Mr. Marsnati. We will now be glad to hear from our colleague 
from Indiana, Mr. Bray. 

Mr. Bray. Thank you, Mr. Chairman. 

The only flood control project under Corps of Engineers construe- 
tion in the State of Indiana at this time is on the Wabash River in the 
Vincennes area. The waters which have inundated this area in the 
past are about to be contained. The amount provided to continue 
with this project during the next fiscal year is adequate to carry on, 
and this project is nearing completion. It is and will be of inestimable 
value in the protection of the property and lives of residents of that 
area. I want to reiterate the heartfelt thanks of the people in the area 
for the protection which they are now requiring. 

To get closer to the source of this trouble on the lower Wabash, the 
Indiana Flood Control and Water Resources Commission has made 
an exhaustive study of the upper Wabash Valley. This project now 
under consideration is eminently worthy of acceptance, and offers 
long-range plans for the best control and utilization of the Wabash 
River. Without adequate control along the upper Wabash, the flood 
control measures on the lower part of the river may be in vain—in any 
event, better control upstream would be of great help to those areas 
downstream which are unprotected. 

With an appropriation this year, construction can begin on the 
Mansfield Reservoir in Raccoon Creek V alley, a tributary of the Wa- 
bash River. I hope the committee will see fit to appropriate money 
for this construction now or in the near future. 

We in Indiana do not have the broad surging rivers of some of the 
Western States, or the vast reclamation potential. But in considera- 
tion of the fertility of the soil and the density of population, a small 
program in Indiana can be the equivalent of a large program in other 
regions. The upper Wabash project is one such program which would 
be of very great value in the protection of Hoosier life and property. 

Mr. Marsuaty. Thank you for your statement, Congressman. 


Upper Wapasn River Fioop Conrrot AREA 
WITNESS 


HON. JOHN V. BEAMER, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF INDIANA 


Mr. Marsuaty. We will be glad to hear from Congressman Beamer 
who I believe also has a statement on this subject. 

Mr. Beamer. Mr. Chairman and gentlemen, I support most heartly 
the recommendations of the Indiana Flood Control and Water Re- 
sources Commission. Any units in the improvements for the water- 
shed area which covers the upper Wabash River flood-control area 
affects most vitally 5 of the 10 counties in the Indiana Fifth District 
which I have the privilege to represent. 
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The proposal of the Army Corps of Engineers and the Indiana 
Flood Control and Water Resources Commission gives priority to the 
three reservoirs which would regulate the flow of the Wabash River by 
containing runoff from 2,061 square miles. The three reservoirs are 
indicated for the Mississinewa, Salamonie, and upper Wabash River. 
All of these are located in a very rich farming district which depends 
upon a water table for the maintenance of a water level. Industries 
also have been extending their operations and increasing their capacity 
in the counties served or transversed by these three rivers. 

This is an economic factor which would more than repay the cost 
of the construction of these dams and reservoirs in a very short time 
to the residents of this area. 

I live in the city of Wabash, Ind., on the banks of the Wabash River, 
and have witnessed the devastation that has been wrought by periodic 
floods. The cities of Wabash and Peru in the Fifth District, and 
Logansport in the Second Congressional District, have been subjected 
to the greatest damage along the upper Wabash River. Various types 
of floodwalls and other levees have been built, but none of these are 
adequate for even the present flood level of these rivers. The pro- 
posal of the engineers for the reservoirs would eliminate the necessity 
for the local cities to build or enlarge such dams and levees in their 
respective communities. 

The State of Indiana will most readily pay its required share be- 
cause it realizes and recognizes the extreme importance and the great 
necessity for the completion of this watershed-area program. 

Mr. Marsnaty. Thank you for your statement, Congressman. 


Prosects oN On10, WABASH, WHITE, AND GREEN RIverRs 
WITNESS 


HON. WINFIELD K. DENTON, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF INDIANA 


Mr. MarsHaty. We are happy to have before us at this time our 
colleague on the Committee on Appropriations, Congressman Denton. 
Mr. Denton, you have always shown a great deal of interest in secur- 
ing adequate funds for the projects which are so important to your 
area and we certainly will be glad to hear your testimony regard- 
ing this matter. 

Mr. Denton. Thank you, Mr. Chairman. 

My name is Winfield K. Denton, and I am Congressman from the 
Eighth District of Indiana. 

The district that I represent is bounded on the south and east by the 
Ohio River, on the west by the Wabash River, and on the north very 
largely by the White River. So, I am interested in these three rivers. 
In addition to this, Green River in Kentucky flows into the Ohio River 
at a point about 8 miles above the city of Evansville, and Evansville 
has been considered the principal port of river traffic going up and 
down Green River. For that reason, I am interested in the work 
now being done on Green River. 
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OHIO RIVER 


The Ohio River winds and meanders over 200 miles along the south- 
ern and eastern border of the district I represent. As this river, for all 
practical purposes, was the only method of transportation in former 
days, early settlements in Indiana were on the banks of this river. 
The river traffic today is still one of the most important arteries of 
commerce to the Eighth District of Indiana, and the river traffic is ex- 
tremely important to the very life of this district. 

The canalization of the Ohio River started before 1900, and it was 
completed in 1929. The completed project consisted of 46 dams and 
locks which are approximately 600 feet long. This provides an all- 
year channel of at least 9 feet. At the time these locks were con- 
structed, the principal traffic on the Ohio River was by packet—the 
picturesque stern and side wheelers—and small downstream tows. 

There has been a great increase on the Ohio River in the river traffic 
since the completion of these locks. It has been said that there is more 
traffic on the Ohio River than on any other inland body of water in the 
world. In mileage tonnage, the increase in traffic since 1929 has been 
sevenfold. The old river packet has been replaced by large tows— 
that is, barges pushed by towboats. They are generally over 1,000 feet 
in length and carry cargoes equivalent to 400 carloads of coal or 620 
tank cars. These barges are loaded and unloaded mechanically at river 
rail terminals instead of the much less efficient method of load- 
ing and unloading the packets by roustabouts. 

Since the locks are only 600 feet long, these tows must be broken 
up in order to go through the locks. This causes delay and damage. 

When the locks were built, it was estimated they would have to be 
replaced in 50 years. Today, 23 to 35 of these locks are over 50 years 
old; 21 to 35 of them are 35 years old; and only 2 of them are less than 
25 years old. Because of their age, traffic breakdowns on the locks 
are frequent and the cost of maintenance and operation has reached 
a point where it will be more economical to replace many of the old 
structures than to constantly repair them. 

The Army engineers have planned a long-range program which 
calls for replacing these 46 locks and dams with 21 dams and locks. 
The new locks are to be 110 by 1,200 feet with an-auxiliary lock 110 
by 600 feet. This will provide longer and deeper pools and an all 
year channel of at least 12 feet. This would permit larger cargoes 
and less frequent locking through the locks, which would expedite 
traffic and reduce the cost to the Government and the shipper. This 
program will take 20 years to complete and I heartily favor the proj- 
ects recommended by the engineers, as follows: 

1. New Cumberland locks and dam, New Cumberland, W. Va., $10 
million, to continue construction. 

2. Greenup locks and dam, Greenup, Ky., $10 million to continue 
construction. 

3. Markland locks and dam, Markland, Ind., $3 million to com- 
mence construction. 

In addition, for this year, I would favor the appropriation of $150,- 
000 each for advance engineering on New Richmond locks and dam, 
New Richmond, Ohio, and Lock and Dam No. 41, Louisville, Ky. 
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I feel that this improvement is sound economically ; that it is more 
economical to replace these locks and dams than to repair them; and 
that by cutting the number of locks in half the cost of operation and 
maintenance will be greatly reduced. 


WABASH AND WHITE RIVERS 


As stated, the Wabash River is on the western boundary of the 
Eighth District of Indiana, and the White River, one of the tributaries 
of the Wabash, is on a large part of the northern boundary of my dis- 
trict. The land in these river bottoms is very fertile. However, sum- 
mer floods occur about every third or fourth year on these rivers and 
the crops are destroyed. To avoid this hazard, levees or flood walls 
have been built along these rivers. Ever since I started practicing 
law in 1922, litigation has been going on in our courts between those 
who wish to establish levees and those who oppose it. Such litigation 
is now pending in one of our local courts. These levees have been 
built at great expense to the property holder affected by them, but 
I do not believe that levees are the best way to deal.with this flood 
situation. There is a tendency to build levees on both sides of these 
rivers. When floods come, water must go somewhere and it tops the 
levees and causes them to be destroyed. I believe the proper way to 
deal with this situation is to build reservoirs in the tributaries leading 
into this river. I, therefore, wholeheartedly approve the proposed 
appropriation recommended by the engineers for tentative flood- 


control study in the Wabash River above the White River. This 
appropriation calls for the sum of $25,000 this year and $161,200 after 


fiscal year 1956. 

The State of Indiana has cooperated in this matter and the last legis- 
lature appropriated $50,000 for this purpose. I think the Wabash is 
the only large tributary of the Ohio River where this reservoir system 
has not been completely planned, and I cannot think of a river in the 
United States where it is more necessary for flood control than it is in 
the Wabash Valley. 

I regret that no appropriation has been made for a study of flood 
control and reservoirs in the White River. It would be of little value 
to the people in the Eighth District to have flood control on the 
Wabash River above the mouth of White River if nothing was done 
of that nature on the White River. The State of Indiana has appro- 
priated $30,000 for this purpose, and I certainly hope that money will 
be appropriated by the Congress to complete the study of flood control 
onthe White River. 

GREEN RIVER 


[ wholeheartedly endorse the Government’s construction program 
of replacing the locks, now being carried out on Green River, and the 
canalization of that river. Lock No. 1 at Spottsville, Ky., was built 
in 1935, and lock No, 2 at Calhoun, Ky., was built in 1895. They are 
approximately 35 by 139 feet—too small for the ordinary packet and 
entirely inadequate for modern towing equipment. The new locks 
are 84 by 600 feet. This river flows through a rich coalfield, and with 
the completion of these locks coal can be carried down Green River 
and into the Ohio River for both the TVA and the Government’s 
atomie-energy plants. 
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Let me thank you for the privilege of appearing before this com- 
mittee. 
Mr. Marsuaty. Thank you, Mr. Denton, for an excellent state- 
ment. 
Apams anp Norrn ApaAms, Mass. 


WITNESSES 


HON. JOHN W. HESELTON, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF MASSACHUSETTS 

MISS HELEN M. DUBINO, SECRETARY TO REPRESENTATIVE 
HESELTON 

ROBERT H. HARP, CITY MANAGER, TOWN OF NORTH ADAMS 

HON. JAMES M. LILLY, MAYOR, TOWN OF NORTH ADAMS 

WALTER F. URBAN, CHAIRMAN, BOARD OF SELECTMEN, TOWN OF 
ADAMS 

FRED DABROWSKI, SELECTMAN, TOWN OF ADAMS 


Mr. MarsHatx. The committee will come to order. 

We have with us a group which appears here in support of the 
Adams and North Adams projects, and we will be pleased to have 
the statement of Congressman Heselton at this time. 

Miss Dubino, you may proceed, and then introduce the other wit- 
nesses. 

Miss Dusrno. Mr. Chairman, I shall read the statement of Con- 
gressman Heselton. 

Mr. Chairman and gentlemen, the committee has under considera- 
tion this morning budget recommendations for funds in the amount 
of $750,000 to begin and complete the third phase of flood-control 
work at North Adams, Mass., and funds in the amount of $1,900,000 
for the fourth unit at Adams, Mass. 

During the years 1927, 1936, 1938, and 1948, these 2 towns suffered 
damages in excess of $15,760,000 resulting from floods and which 
would have been avoided if the protective measures had been in 
operation. 

Authorization for these projects was enacted into law in the 1936 
and 1941 Flood Control Acts. In 1950, the two projects were started. 
To date $1,183,000 has been appropriated for work at North Adanis 
and $1,234,000 at Adams; a total Federal investment of $2,417,000. 

At the present time, the third phase of work is being completed at 
Adams. With the appropriation of the current recommendation and 
an additional appropriation of $2,276,000, the project is expected to 
be completely finished in 1957. 

It is estimated that the average annual benefits for the project at 
Adams would amount to $343,000 and the benefit-to-cost ratio is 1.25 
to 1. 

The protected area comprises 65 percent of the industrial and com- 
inateial section and 15 percent of the residential section of the town. 


Four of the town’s major industries, approximately 125 commercial 
establishments, 500 residences, and a number of public buildings, roads, 
bridges, and utilities stand to gain considerable benefits from the com- 
pletion of this project. 

In this connection, I would like to submit for the record four letters 


I have received from the industries in Adams urging approval of these 
funds. 
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Mr. Marsuatu. Without objection, those letters will be accepted 
for the record. 
(The documents are as follows:) 


USF-AspPINooK FINISHING DIVISION, GERA CoRP., 
Adams, Mass., April 29, 1955. 
Hon. JoHN W. HESELTON, 
House of Representatives, 
Washington, D.C. 

DEAR Mr. HESELTON: It is my understanding that representatives of the town 
of Adams, are to be in Washington, shortly in the interest of conditions of the 
tlood-control problem in the South Branch of the Hoosic River. 

Permit me to convey to you our thinking as regards this particular plant. 
We are very anxious indeed, to have this flood project continued to the point 
where it will eventually take care of our plant, which as you know, has given 
almost continued employment for approximately TO0O—750 people for the past 
25 years, omitting any slight curtailment, from a seasonal standpoint. 

We have several million dollars of copper rollers stored in the basement of 
one of our buildings, which would be subject to considerable damage, if we 
encountered flood conditions, as we have in the past. 

I trust you will do your utmost to have this continued, when the Appropria- 
tions Committee acts on this project. 

Very truly yours, 
W. J. Durocuer, President. 


BERKSHIRE HATHAWAY, INC., 
Providence 1, R. I., April 29, 1955. 
Subject: River Flood Control, Adams, Mass., area. 
Hon. JOHN HESELTON, 
United States Representative, 
Washington, D.C. 

Dear Str: This letter is to acquant you with the history of the damage that 
has been caused by floods in the area of our Berkshire division in Adams, Mass. 

Since 1936, there have been operational difficulties at this plant caused by 
lloodwaters as follows: 

1936, 2 interruptions: Estimated time of shutdown, 2 weeks. 
1988, 1 interruption: Estimated time of shutdown, 1 week. 

l'M4, 1 interruption: Estimated time of shutdown, 4 days. 

i949, 1 interruption: Time of shutdown, 2 weeks. 

This plant is equipped with approximately 4,000 looms capable of producing 
approximately 1,200,000 yards of cloth each week and employs approximately 
1700 people. 

All of the above interruptions proved costly, both from a standpoint of dam- 
age to buildings and equipment and in loss of production. 

Very truly yours, 
J. H. McMarton, Chairman of the Board. 


es 


Dewey & ALMyY CHEMICAL Co., 
Division oF W. R. Grace & Co., 
Adams, Mass., May 2, 1955. 
Hon. Joun W. HESELTON, 
Washington, D. C. 

DEAR Mr. HESELTON : AS manufacturers located in the flood area of Adams, we 
Wish to express to you our approval of your continued efforts to bring the proper 
flood control for this section to completion. 

As you will recall, the Adams plant of the Dewey & Almy Chemical Co., 
Division of W. R. Grace & Co., Which employs approximately 100 people, is 
located on the bank of the Hoosac River, and its only protection from high water 
is by a retaining wall. In the floods and near floods of recent years, we have 
only kept the water from the plant by extreme effort. 

. In common with the other industries and the citizens of Adams, we shall not 
feel safe until the proposed flood-control work is completed. Therefore, we urge 
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you to make every effort to see that enough money is included in the Federa} 
budget to continue this vital work. 
Sincerely yours, 
STEPHEN B. Nervey, Plant Manager, 


L. L. Brown Paper Co., 
Adams, Mass., April 28, 1955, 
Hon, JoHn W. HESELTON, 
Congress of the United States, 
House of Representatives, 
Washington 25, D. C. 

Dear JOHN: I am addressing you on the subject of flood control as it affects 
Adams. 

As you know, our mills are situated in what might be termed the center of the 
town. The location is not one that would normally be considered as a favorable 
manufacturing site. However, as this company was established in 1849, 106 
years ago, it has not seemed practical to abandon our present facilities and move 
elsewhere. 

In the past 20 or 25 years I believe we have experienced rather severe losses 
due to excess water because of the inability of the present south branch of the 
Hoosac River to take care of the precipitation on our hills and mountains, which 
drains off very rapidly into the south branch of the Hoosac River. 

The entire basement of one of Our mills has been flooded, as well as our main 
office. Much of our product has been spoiled, and many of our motors located in 
the basement have been underwater, resulting in considerable lost-time produc. 
tion, as these motors had to be removed and renovated. 

In the immediate vicinity there are four banks which have been flooded, par- 
ticularly in 1988, and many stores have been seriously affected. 

We employ about 150 persons. The Federal Government has seen fit to improve 
conditions to prevent future floods on the south branch of the Hoosac River 
below the area referred to above. I understand they are now considering the 
improvement of present day conditions through the area where we are located, 
and I write to urge an appropriation that will permit the completion of the flood 
program on the south branch of the Hoosac River. 


Sincerely, m 
ILLARD. 


Miss Dustno (reading) : 

At North Adams, it is estimated the average annual benefits would 
amount to $893,000 and the benefit to cost ratio is 1.20 to 1.0. 

This construction would afford protection to 85 percent of the 
industrial and commercial section of the city and about 25 percent of 
the residential section. Among the 15 manufacturing industries which 
are affected by floods is the Sprague Electric Co., considered to be one 
of the country’s largest producer of radar, electronic, and other elec- 
trical equipment vital to our national defense, as well as the Northern 
Berkshire Gas Co. which supplies not only the Sprague Electric Co. 
but the communities of North Adams and Williamstown with elec- 
tricity and gas. Five hundred seventy commercial establishments. 
580 residences, and many public buildings, roads, bridges, and utilities 
would receive protection against floods and high water. 

In recognition of the tremendous importance of these projects to 
the two communities, the Commonwealth of Massachusetts has ap- 
propriated $2 million to be used in connection with incidental work 
on bridges, roads, utilities, and for land damage. Lands, easements, 
and rights-of-way have been furnished by the Commonwealth and 
the town of Adams. 

I want to reemphasize the fact that the Federal Government has in- 
vested a total of $2,417,000 in these 2 projects. If the work on the 
projects cannot be continued and in the event of another flood, it would 
only mean a calculated risk to the existing construction and an addi- 
tional expense in the event this construction had been affected. 
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Senator Saltonstall and Senator Kennedy are both out of the city 
and are unable to appear before you today. However, I have been 
in touch with them and they have asked me to express their whole- 
hearted approval of these projects and to urge that the funds be 
appropriated. 

I cannot recommend too strongly the importance of this work and 
urge too vigorously that these amounts be approved. 

I want to thank the members of the committee for the consideration 
and attention they have given us in the matter. 

Miss Dusrno. I understand that Senator Kennedy is going to sub- 
mit a statement, and I see Mr. Reardon is here. 

Mr. MarsHati. Thank you, Miss Dubino, for a fine statement. 

We also have here a statement from Senator John Kennedy in sup- 
port of this project, which will be incorporated into the record at 
this point. 

(The statement is as follows :) 


STATEMENT OF SENATOR JOHN F. KENNEDY (DEMOCRAT, MASSACHUSETTS) BEFORE 
THE HOUSE APPROPRIATIONS COMMITTEE ON FEDERAL FUNDS FoR FLoop CoNnTROL 
PROJECTS AT ADAMS AND NoRTH ADAMS, MAss. 


I regret that I am unable to appear personally before your committee this 
year in behalf of the appropriations for the Adams and North Adams, Mass., 
flood-control projects. As I have indicated in my earlier appearances before you, 
I am satisfied that the two projects merit the continued support of the Federal 
Government. The technical merits of these projects have long been acknowl- 
edged by the Corps of Engineers, and the local participation and contribution 
have always been readily forthcoming. 

As I am sure the members of the committee know, our past experience, par- 
ticularly in the case of North Adams, has been that the House of Representatives 
has refused to agree with the Senate Appropriations Committee and the Senate 
that funds should be appropriated. I believe that in the past there may have 
been justification for this position inasmuch as the President did not request 
appropriations for the North Adams project. I am gratified, however, that in 
the President’s budget request for fiscal year 1956, $1,900,000 has been included 
for the continuation of the Adams project and $750,000 for the North Adams 
project. With this Presidential approval added to the Department of Defense’s 
engineering judgment, the fine record of local participation and the Senate’s 
continuing support of these projects, I am hopeful that this committee will 
recommend the appropriations requested by the President, and that these deserv- 
ing projects will at long last become a reality. 


Mr. Marsnaty. You may proceed, Miss Dubino. 

Miss Dusrno. Mr. Chairman, we have next Mr. Harp, of North 
Adams, who is city manager. 

Mr. Harp. Mr. Chairman and members of the committee, we have 
a prepared statement which we would like to submit, and some photo- 
graphic exhibits depicting what a flood had actually done to our city 
in North Adams. 

Mr. MarsuHauy. Without objection, the general statement of Mr. 
Harp will be accepted for the record. 

(The statement referred to follows :) 


FLoop ContTROL Prosect, NortH ADAMS, MAss., STATEMENT OF JAMES M. LILLY, 
MAyor, AND Rosert H. Harp, Crry MANAGER 


The city of North Adams appears before this committee today to support the 
recommendation contained in the President’s budget for the continuation of the 
Hoosiec River Basin flood control project in our city. We submit that the contin- 
uation of this propect is vital to the business, industrial, and residential life 
of our city, as well as our future prosperity. We come to you as representatives 
of a city of good hard-working people, who cannot command the necessary engi- 
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neering talent nor pay the construction costs for the flood-control work that 
has been started and needs to be completed. The need for the North Adams 
project has been well presented to this committee in preceding years, but we 
would like to present our case for a continuation of this project, 

As you may or may not know, North Adams has suffered five disastrous floods 
in the year 1927, 1986, 1988, 1948, and 1950. These five floods in 23 years 
resulted in losses exceeding $13 million. The same floods brought home the 
necessity for a continuing flood-control project to provide the 21,493 citizens of 
our city with adequate protection against a frequently rampant Hoosic River and 
particularly, the north branch of this river. 

An examination of the map, presented as exhibit A, will illustrate the effect 
of a typical flood on our city. This map was prepared after the destructive 
1948 flood and indicates the areas adjacent to the river channels, which are 
inundated each time the river overflows its banks. The inundated areas are 
indicated by the light blue color, industrial buildings in maroon, and public 
buildings in vellow. You will notice that all of our industries and most of our 
business areas are within the areas susceptible to floods. It will also interest 
your committee to know that more than 450 homes must be evacuated, during 
flood disasters. 

Following the 1948 flood disaster, Congress appropriated money to start the 
Hoosic River Basin flood control project. The total Federal appropriations, 
through fiscal year 1952, were $1,183,000, which is also the total amount appro- 
priated to date. This money has provided for two usable units of flood-control 
work, including channel excavation and the construction of a drop structure and 
stilling basin, plus necessary bridge abutments and the concrete chute or flume. 
The United States Corps of Enginers had hoped that this money would advance 
the work to a point beyond the confluence of the north and south branches of 
the river (see exhibit B). However, emergency work following the 1950 flood 
and overruns in construction costs have caused the planned work to be suspended 
at a point in the junction reach of the river. While the project has been carried 
to a point where its suspension is physically possible without normal danger or 
loss to the work already completed, the excellent beginning to this flood project 
could be threatened and seriously damaged by another flood disaster. 

The completed work has served our city well, but North Adams will not receive 
adequate flood protection, unless the planned project is carried to completion 
on the north and south branches of the river, particularly the north branch. In 
October 1953, Mr. Charles D. Curran, senior specialist in engineering and public 
works for the Library of Congress, had this to say about the North Adams 
project and I quote, “In a project of this nature, the benefits to be realized are 
generally small, until the full project is completed.” 

Our industrial and business areas are crowded into the bottom of a small cup- 
like valley. The North Branch of the Hoosic River, which has its origin in south- 
ern Vermont, comes down mountain with an irresistable and presently uncon- 
tained force, which destroys all before it. The elevation of this branch of the 
river descends 102 feet over a distance of less than 7,000 feet. The result is a 
stream velocity that creates a destructive force capable of destroying and dam- 
aging property und public utilities, including streets, waterlines, sewers, and 
other utility installations. With each flood, this destructive foree has been 
demonstrated with loss of life and property damage amounting to millions of 
dollars. We are presenting photographs with this statement that illustrate 
actual flood damage on the north branch of the river. A second branch of the 
river, the south branch, meanders down the Hoosic Valley from Hoosie Lake 
through Adams and part of North Adams, until it makes a junction with the 
north branch to form the Hoosic River. In floodtimes, a substantial portion of 
our residential areas and nearly all of our business areas are inundated by this 
water. The south branch, however, does not have a destructive force behind it 
and damage is restricted to normal water inundation damage. Our city is the 
only community located along the course of the Hoosic River that faces the 
threat of flood damage from a destructive north branch, a swollen south branch, 
and an overflowing Hoosic River. We submit that the continuation of the flood- 
control project along the north branch of the river is the most vital and important 
segment of the Hoosic River flood-control project. 

Located at the confluence of the two river branches are two of our main indus- 
tries, namely, the Sprague Electric Co. and the Northern Berkshire Electric Co. 
(see exhibits A and B). The Sprague Blectric Co. is our largest employer and a 
leader in the manufacture of capacitors and other electronic equipment, vital to 
the national defense potential of our Nation. Included in the photographs 
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attached to this statement is a picture of a collapsed wall in an industrial plant 
that resulted from the 1927 flood—this plant is presently one of the main plants 
of the Sprague Electric Co. The Northern Berkshire Electric Co. has its main 
transformer installation at the confluence of the two streams, which supplies 
North Adams and vicinity with its vital electric supply. All of our 13 indus- 
tries are located at some point along the Hoosic River. We want our industries 
to continue to grow and prosper, so that North Adams may continue to make 
progress. A continuation of the Federal flood-control program in our city will 
provide our industries with necessary protection from the frequent floods. 

All public-improvement programs do or should involve the determination of the 
henefits accruing from each project in relation to the costs. I am informed that 
fairly recent estimates of the ratio of benefits to costs, prepared by the Corps of 
Engineers, is greater than 1.24. In other words, for every dollar spent on the 
North Adams project, benefits will accrue to our city amounting to at least $1.24. 
It is our considered opinion that the project, as recommended, represents a sound 
Federal investment that will return annual dividends to our city, our State, and 
our Nation. These dividends will be returned in the form of a better and more 
productive city of North Adams—a city that would no longer live in fear of a 
flood disaster which could halt our progress forever. 

The Commonwealth of Massachusetts and the city of North Adams have given 
the appropriate Federal agencies assurances of local cooperation in this project. 
Detailed construction plans for the replacement of existing bridges, plus altera- 
tion, reconstruction, and relocation of city streets and utility lines, are now in 
the hands of the United States Corps of Engineers. All the necessary easements 
for the construction areas will be acquired by our Commonwealth. We are 
anxious to cooperate and work with our Federal Government in the continua- 
tion of the flood-control work in North Adams. 

The recommendation contained in the President’s budget would provide for the 
completion of the second usable unit and a necessary third usable unit. This 
appropriation, if approved, would provide for the extension of the concrete chute 
or flume in the junction reach of the river (station 141+35) along the 
north for a distance of approximately 900 feet to a point west of Marshall Street 
(station 151-++-00) along the south branch more than 300 feet to a point known 
as Johnsons Dam (station 148+ 50, see exhibit B). The completion of the above 
work will provide almost complete protection to the Sprague Electric Co. and 
the Northern Berkshire Electric Co.—in addition, substantial protection will be 
given to the business district, many smaller industries, and residential areas 
adjacent to this area. 

We conclude our case with the following statement of Mr. Curran: “The bene- 
fits to be realized from a project of this nature are generally small, until the full 
project is completed.” We, therefore, support the President’s budget recommen- 
dation of $750,000 for the North Adams project. It is our sincere hope that this 
honorable committee will approve the budget recommendation. 


Mr. Hare. This map, Mr. Chairman, which I am submitting to your 
honorable committee, was made up following the 1948 flood. “The 
areas in the dark blue indicate the normal course of the river and the 
light blue indicates those areas which are inundated each time we have 
a flood. There are several points, however, which I would like to 
illustrate. 

This is our south branch of the Hoosic River, which starts at Hoosic 
Lake, and meanders through the town of Adams, and eventually 
reaches our city. This is the North Branch, which comes from the 
southern regions of Vermont, and it comes downstream with a terrific 
force behind it. 

There is a drop of 102 feet in a distance of less than 7,000 feet. The 
result is that we have a stream with a terrific velocity. 

At this point we find that we have the confluence of the two branches. 
Our city is the only community along the Hoosic River where we are 
faced with two forces; one, a rather meandering stream, and the ethan 
isa stream with a terrific velocity behind it. 

The flood-control work has been located in the junction reach of the 
river. It consists of a stilling basin, and a concrete chute. Because of 








64 


the lack of additional funds, however, the work has been terminated jy 
that reach. 

The money which has been recommended in the President’s budge, 
calls for the extension of the work to a point known as Johnson Day 
on the South Branch, and then continuing the work along the Nort) 
Branch of the Hoosic River. 

Our city is a community of 21,400 persons, and we are primarily 
a small industrial community. We are made up of just plain, ord. 
nary, hard-working people. We have had damages estimated any- 
where from $13 million to $15 million in 5 floods in about 23 years, 
and we are very grateful to the Government for the start which it has 
made in connection with this flood-control project. However, we feel 
that the benefits of this program can only be attained unless the work 
continues along the North Branch of the river. 

About a year ago Mr. Curran, who is a specialist in engineering and 
public works for the Library of Congress, said that a project of this 
nature, that the benefits to be realized are generally slow, until the 
full project is completed. 

Gentlemen, I would call your attention to this picture. This picture 
was taken in 1927, and it indicates what the North Branch of this 
river can do, as well as its destructive force. You will notice that a 
side wall of one of our industrial plants was almost completely 
destroyed, with the result that it had to be rebuilt by one of our 
industries at a considerable cost. 

In the folder which I will leave for your honorable committee, we 
have other displays of pictures. I would also call your attention to 
this picture, which indicates another building along the North Branch 
of the Hoosic River which was completely demolished by the potential 
force of this stream. Most of our industrial installations are located 
along this stream, and we feel that the continuation of this project 
is very vital to the future growth and prosperity of our community. 

We cannot afford to command the necessary engineering talent, nor 
to pay for the construction costs for the flood-control work which is 
being started, and which needs to be completed. We appear here 
before your committee in support of the President’s recommendation 
for the continuation of this flood-control work in the Hoosic River 
Basin area, and I can assure you that both the mayor and myself will 
be most grateful if you will approve the recommendation. 

We will also submit a photostatic copy of a letter from Mr. James D. 
Wall, who is chairman of the Northern Berkshire Industrial Flood 
Control Committee. 

Mr. Marsnatu. The letter from Mr. Wall will be incorporated into 
the record at this point. 

(The letter referred to follows :) 


WALI-STREETER SHOE Co., 
North Adams, Mass., April 29, 1955. 
Mr. Rosert H. Harp, 
City Manager, North Adams, Mass. 


Dear Mr. Harp: As chairman of the Northern Berkshire Industrial Organiza- 
tion, I would like to be placed on record as strongly in favor of the continuation 
of the flood-control project in our area. It is vital that we receive the benefit of 
the continuation of this project, or it might become necessary for some of us t 
close our plants, as we can no longer withstand the losses which we have sustained 
in the three floods which we have experienced. 
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The risk of trying to do business under these unfavorable conditions is so great 
that North Adams can easily become a ghost town industrially. We urge that you 
ask Congressman Heselton and Senators Saltonstall and Kennedy to do every- 
thing in their power to secure the Federal aid to which we are entitled. 

The work which has already been done on the flood control is very satisfactory 
and beneficial, but the project must be completed in order to give us the protection 
to which we are entitled. 

I remain 

Yours truly, 


JAMES E. WALL, 
Chairman, Northern Berkshire Industrial Flood Control Committee. 


Mr. MarsHati. Does that complete your statement, Mr. Harp? 

Mr. Harp. Yes, sir. You will note from the letter that Mr. Wall 
supports this request and indicates that we could easily become a ghost- 
town if this project is not continued in order to afford us the necessary 
protection. 

There is one final fact which I wanted to point out, and that is that 
the city of North Adams and the Commonwealth of Massachusetts have 
operated in accordance with the directions from the Corps of Engineers 
in preparing all of the necessary data for the relocation of local utili- 
ties in connection with this flood-control work. 

The detail construction plans are now in the possession of the district 
engineer, and we have provided them with all of the necessary ease- 
ments to proceed with this work. 

Thank you for your time, and we earnestly hope that favorable ac- 
tion will be taken on this budget recommendation. 

Thank you very, very much. 

Mr. MarsHauu. Mr. Harp, we appreciate your excellent statement. 

Mr. AnpersEN. Mr. Chairman, might I ask what cash contributions 
are being made by the North Adams community toward this work ? 

Mr. Harp. We are providing engineering services for the relocation. 
of all local utilities which include sewers, water mains, and so forth. 
The Commonwealth has assumed, as the result of an enabling act, 
all the other costs of local cooperation, which includes bridgework 
and roadwork, in connection with this project. The Commonwealth 
of Massachusetts has assumed its obligation in regard to those matters. 

Mr. Anpersen. I see from the table submitted by the Corps of 
Engineers that the answer to my question is zero as far as cash 
contributions are concerned. 

Mr. Harr. That is correct. From the question of engineering 
service the answer is “Yes.” 

Miss Duprno. Mr. Chairman, next is Mayor James M. Lilly, of 
North Adams. 

Mr. MarsHauu. We shall be glad to hear from Mayor Lilly. 

Mr. Litty. The detailed statement has been filed, Mr. Chairman, 
but I shall briefly touch on some of the points involved. 

During the period from 1927 to 1950 North Adams suffered dam- 
ages in four major flood disasters. The North Branch, as was stated, 
is a stream which comes down from Vermont, a small stream, which 
comes down to the city in flood times, and we are unable to stop the 
velocity of the water. It has done much damage, coming down to 
the city through the industrial part, right through our factory loca- 
tions. It has done a tremendous damage in each of the four major 
floods which we have had in that period of time, and has caused the 
city damage in the amount of between $12 million to $13 million. 
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We have come down here today, Mr. Chairman, hoping that the 
committee will act favorably on the recommendations contained in 
the budget. Thank you very much, Mr. Chairman. 

Mr. Marsnaty. Thank you, Mayor Lilly. 

Miss Dustno. Mr. Chairman, our next witness is Walter F. Urban, 
chairman of the board of selectmen of the town of Adams. 

_ Mr. Marsnatt. Mr. Urban, we shall be glad to hear from you at this 
time. 

Mr. Ursan. Mr. Chairman, my name is Walter F. Urban, and I am 
chairman of the board of selectmen of the town of Adams. I havea 
written statement which I shall be glad to present for the record at 
this time. 

Mr. MarsHauu. We will be glad to incorporate your statement into 
the record at this point. 

(The statement is as follows :) 


Gentlemen, it does not take any extended discourse to bring the matter of 
Hoosaec River flood control within proper focus. For about 15 years this com- 
munity has appeared before you and your companion committee in the United 
States Senate for financial aid to save our town of 13,000 people from economic 
oblivion. 

The Congress of the United States has spent well over $1,550,000 on this proj- 
ect. War and war hysteria has interfered from time to time with the comple- 
tion of this justifiable work. Both Republican and Democratic majorities have 
made it a nonpolitical project. The amount of $1,900,000 which has been intro- 
duced into the 1955-56 budget by the President can be justified as an economic 
necessity. It has the full support of the United States Corps of Engineers. This 
particular segment of work will bring to a realization and fruition the substan- 
tial flood control which has been on blueprint these many years. 

We submit to you and your ample file on the statistics will further support 
the real necessity of the work in order to protect our local industries as well 
as private property, homes, and public improvements. No section of the country 
similarly situated can undertake this gigantic function alone. However, the 
State of Massachusetts has bonded itself to the tune of $5 million to take care 
of new bridges, public utilities, and public roads and installations. No part 
of the Federal money is used for these changeovers due to basic river water con- 
trol. We solicit your interest in helping us as a strong economic unit to remain 
solvent under these great stresses of nature’s ravages. The project has long 
since been tested of the United States Corps of Engineers, and its completion is 
now in your hands. Some 40,000 people in Adams, North Adams, and Williams- 
town rely upon your judgment to save us from this recurring blight of nature’s 
forces. 


Mr. Urpan. Mr. Chairman, we are also prepared with photographs 
here which show the conditions which exist during the flood periods, 
and I would like for the committee to see them. 

Mr. Marsuauy. Thank you. 

Mr. Ursan. I do not want to take too much of your time, because 
I know the committee is busy with other business, but I want to thank 
you for your time which you have made available to us, and we make 
an appeal for this appropriation. 

Mr. Marsuatu. Thank you, Mr, Urban. 

Miss Duszino. Mr. Chairman, our next witness is Mr. Dabrowski, 
who is a member of the board of selectmen. 

Mr, Marsuatyt. Mr. Dabrowski, you may proceed. 

Mr. Dasrowsxk1. Honorable Chairman and members of the com- 
mre I desire to go over some of the aspects of this project very 

riefly. 

We have had two phases of the project finished on the Hoosic 
River, and the third one is in process now, and is very vital and im- 
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portant. We are a community of some 12,700 people, and our most 
important industry is the cotton textile industry. That industry 
employed about 2,800 people, and it is of very vital importance, of 
course, as this committee knows, to continue this flood-control project. 

As we all know, most of our cotton industries are moving south, 
and it is vitally important for a small community like ours to safe- 
guard these industries in an effort to keep them. 
~T also want to thank this committee for the fine spirit of coopera- 
tion which they have shown to us throughout our community during 
the past several years an regard to our flood-control problems. 

I very earnestly request that you continue this project, and finish it. 
Thank you, gentlemen. 

Mr. MarsHati. We thank you for appearing before our committee, 
and furnishing us with some excellent testimony in regard to these 
matters. ° 

Miss Dusino. Thank you, Mr. Chairman. 


Buack River Harsor AND Oruer GREAT LAKES Harpors or Reruar 
WITNESSES 


HON. JOHN B. BENNETT, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF MICHIGAN 

HON. VICTOR A. KNOX, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF MICHIGAN 

GEORGE W. KORONSKI, VICE CHAIRMAN, MICHIGAN STATE WATER- 
WAYS COMMISSION 

HARRY S. SCHMIDT, MEMBER, MICHIGAN STATE WATERWAYS 
COMMISSION 

FRED B. LISTON, ACTING DIRECTOR, MICHIGAN STATE WATER- 
WAYS COMMISSION 


Mr. MarsHatu. We will now be pleased to hear from our distin- 
guished and able colleagues from Michigan, Congressman Bennett 
and Congressman Knox, who have a group with them appearing in 
behalf of various projects in the State of Michigan. 

Congressman Bennett, you may proceed in any way you desire. 

Mr. Bennett. All right, sir; thank you, Mr. Chairman. My name 
is John B. Bennett, and I represent the 12th Michigan District. Con- 
gressman Knox is here, as well as Mr. George W. Koronski, vice chair- 
man, Harry S. Schmidt, member, and Fred B. Liston, acting director, 
all of the Michigan State Waterways Commission. 

We have asked for this time in order to discuss harbors of refuge 
projects in the State of Michigan. I am, of course, primarily inter- 
ested in the harbors in my own district, which includes Black River 
Harbor. 

All of these projects which we shall discuss, as the committee knows, 
have been approved for years, and authorized for years, but unfor- 
tunately no funds have been made available either by this committee 
or by the Appropriations Committee in the Senate, or by Congress as 
& Whole, 

I think personally it is unfortunate that this program has been 
neglected as it has been over the years. In spite of the tremendous 
cost of our two wars we have had money to provide harbor facilities 
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in Wurope and Asia, while in my own hometown, for example, | 
have not been able to get Congress to give me enough money to dredge 
that harbor for the past 5 years. 

We have industries there, and we have a harbor which should have 
a 17-foot channel. We cannot hardly get in and out of it with a 
canoe. It seems to,me that it is a short-sighted policy which we are 
following. I am not blaming any particular Members of the Con- 
gress, nor any particular committee for it, but in my opinion it is a 
deplorable situation, and I believe one to which we should devote some 
attention. I am hopeful that the committee will at least, so far as 
Michigan is concerned, give us enough money to go ahead with three 
of the projects which have been approved by the Michigan State 
Waterways Commission, 

The sums are not large, and each of these projects will fit in with 
the development of the St. Lawrence seaway, as yeu can see from the 
map, which is on the wall. 

We have here today Mr. George Koronski, who is vice chairman of 
the Michigan Waterways Commission, who will speak for that com- 
mission. He is also county road superintendent of Gogebic County, 
Mich., in my district, where the Black River project is located, and 
is very familiar with this entire program. 

I would like to have Mr. Koronski given an opportunity to discuss 
the matter at this time. 

Mr. Marsuaty. We shall be very glad to hear from Mr. Koronski. 

Mr. Koronsx1. Mr. Chairman and gentlemen: I am going to ap- 

roach this subject from a rather unusual basis, and in order not to 
»e misunderstood, I will read the text. 

The St. Lawrence waterway is now being built at a cost of over $100 
million, and no doubt this Congress will, or should, appropriate 
another $100 million for the interconnecting channels so that the great 
waterway will be ready for oceangoing traflic, but will this complete 
this great marine highway ? 

Suppose the highway engineers, when they built the Pennsylvania 
Turnpike, when they ran out of good soil, placed mud on the shoulders, 
so that if you wanted to turn off the pavement, you got stuck in the 
mud? If you were traveling along this highway under those con- 
ditions, you would yell to high heaven, I am sure. 

Well, gentlemen, that is just what you will have on this great Great 
Lakes marine highway if you do not go one step further, and finish 
the job. 

This is a serious plea for saving lives, gentlemen, and should be very 
seriously considered. You surely should finish the job. The United 
States is spending $100 million on this great waterway and surely the 
United States can spend approximately only $6 million more to com- 
plete the job. 

The critical spots on this great highway where a small craft cannot 
turn out without being stuck in mud are shown on this map of the 
Great Lakes. Nineteen remaining harbors of refuge should be built, 
and in a distance of 1,940 miles, I do not think it is asking too much. 

Two harbors on Lake Ontario, with 200-mile coastline, 2 harbors 
on Lake Erie, with a 320-mile coastline, and on Lake Ontario, Port 
Ontario, and Oak Orchard; on Lake Erie, there is Grand View Bay 
and Barcelona; 5 harbors on Lake Huron, with 520 miles of shore 
line, which includes Port Austin, Point Lookout, Oscoda, Harrisville, 
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and Hammond Bay, and the only remaining harbor of refuge on the 
lakes of Michigan is St. James Harbor, but there are other serious 
problems which enter into that. 

There are many harbors along here like Mr. Bennett's harbor, 
who cannot get any money for maintenance of the harbor, which is 
very serious. 

Then, on Lake Superior, we have Whitefish Point, Little Lake, Big 
Bay, in Mr. Bennett’s district; Lac la Belle, Eagle Harbor, in Mr. 
Bennett’s district; Black River Harbor also in Mr. Bennett’s district. 

It seems to me, gentlemen, that if you do not appropriate the $6 
uillion to build these harbors of refuge, it would be like placing signs 
on a highway to this effect: “For great oceangoing transports only,” 
and “all small craft keep out,” because, gentlemen, the lakes are now, 
and always will be, too dangerous a coastline for small craft, unless 
the harbors of refuge are built. 

The need for the harbors of refuge on the Great Lakes is not new, 
und an exhaustive study was made by the Corps of Engineers by the 
authority of Congress and ordered printed in 1944, House Document 
6 of the 78th Congress, of which this is a copy. 

Four other harbors received special attention in this document, 
including Whitefish Point, Grand Traverse, which is now built; 
Black River, located in Gogebic County, and Barcelona, in New York. 

Quoting from this document: 


Where the general benefits to fishing and boating industries are sufficient to 
justify improvement with the United States paying the greater portion or all 
of the just costs. 


In 1947 the State of Michigan created the Michigan State Waterways 


Commission for the purpose of building harbors of refuge in Michigan, 
and to assist as far as non-Federal funds are concerned, in the building 
of these harbors. 

The commission has complied with all of the obligations imposed 
upon it in House Document 446, and recommended that the first three 
harbors should be built away from the centers of heavy population. 

Coming up from Detroit, we find Port Sanilac, Port Austin, and 
Port Sanilac is now built. Going away from the great population 
centers, the Congress then appropriated $300,000 for Port Sanilac, and 
Port Sanilac was built. At the same time the same appropriations 
committee appropriated $162,000 for Black River Harbor, but the 
$162,000 fell by the wayside for reasons I do not know. 

The Michigan State Waterways Commission is now again recom- 
mending three harbors of refuge, Port Austin, Black River, and St. 
James Harbor. It is hoped that Congress will see fit to finish the task 
which has been started on the Great Lakes, and then if that cannot be 
done, to at least start to finish the job by appropriating funds for 
Port Austin in the amount of $500,000 with which to start construc- 
tion, Black River, in the amount of $162,000, which will complete it 
with the sponsors’ contributions; and St. James Harbor in the amount 
of $25,000, which will complete it with the sponsors’ contribution. 

Port Austin is located on the extreme eastern limits of Saginaw 
Bay approximately 29 miles from Oscoda, where the Wurtsmith Air 
Base is situated, and it will be an ideal harbor for the installation of 
icrash boat station. It is a tourist haven for boating and fishing. It 
is 30 miles north of Harbor Beach, and for that reason was chosen 
by the Corps of Engineers as a harbor of refuge. 
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The Corps of Engineers, gentlemen, puts the distance of 30 milg 
from harbors of refuge from one end of the Great Lakes to the other, 
so that at no time a small craft would be no more than 15 miles from 
a harbor of refuge. 

Black River is a harbor which I developed as county engineer, and 
it is one of my parks known as Black River Park, which consists of 
1,174 acres of natural beauty. When the harbor facilities were com. 
pleted in 1936, the harbor swarmed with boats, but they soon found 
out that although this was a beautiful harbor with adequate depth 
of water at times, it also was erratic as Old Lake Superior itself, and 
that all of the boats must be sure to return before the storm, because 
if they happened to have to ride out the storm in the lake, the entrance 
to the beautiful harbor might be closed, and a few boats found this out 
to their sorrow, but luckily, they all finally were safe. 

Now, the harbor is closed. I wanted to show you 10 beautiful 
color slides of this harbor, and I wanted to show you the harbor with 
about 40 or 50 boats located up in there. 

In 1950 a 50-foot cruiser came up there, and found out the situation, 
and the owner of the boat told me one day “George, I cannot get out 
of the harbor after the northeast storm. There is a 240-foot reach 
down here, and as it piles onto these high banks, it piles the sediment 
into Black River Harbor.” I said, “All right; Swannaman; I will 
send out the dragline crew.” 

I had set up in the harbor equipment to drag it, and I have dragged 
it for the past 20 years, but now, a strange quirk of nature has taken 
place. I have studied shore erosion for 40 years, as a mining and civil 
engineer, because I was on this particular coast, and it is unpredict- 
able. The sandbar at the mouth has moved outward, so that there is 
no way that I can reach out far enough with my draglines, and the 
fishermen have to wait until a freshet comes along to open up the 
harbor. 

Last year the commercial fishermen were closed out of the harbor 
during their most profitable herring season, and they had to come 
and beg for assistance, and we have had to continually drag that har- 
bor. At that time they liked to drag it during a storm, because the 
storm riles up the water and the dragline can reach far enough so that 
they can scrape bottom, and they scrape bottom and go out. 

So, gentlemen, that is the reason I am here begging for $162,000. 

The St. James Harbor, located on this Beaver Island, is the most 
northern point of Lake Michigan. It is critical because it is in a 
strategic location at the crossroads, 38 miles from Harbor Springs, 
32 miles from Charleroy, 27 miles from Port Inland in the upper 
peninsula. 

Therefore, gentlemen, you should, in my opinion, recommend to the 
Congress the necessary $6 million appropriation to build all the har- 
bors of refuge on the Great Lakes, but if you cannot see your way cleat 
to doing that, at least appropriate $500,000 for Port Austin Harbor, 
$162,000 for Black River Harbor, and $25,000 for St. James Harbor. 

Mr. Taper. Where is Port Austin located ? 

Mr. Koronskr. Port Austin is right here on the map. The pink 
on this map, gentlemen, shows where a boat can traverse in safety; 
that is, if they have a knowledge of navigation, and they will never 
be more than 15 miles away from a harbor of refuge, but when you 
get up here, and when old Lake Huron starts kicking around, and if 
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you get caught in a storm there, you want to run for cover, but you 
cannot run for cover at Port Austin at the present time because of a 
barrier reef, and the lack of a channel coming into Bird Creek. So, 
that is the reason for Port Austin. 

Mr. Marsuaty. Has there been any loss of life during the past 
year because of the lack of proper facilities ? 

Mr. Koronsxt. I knew you were going to ask that question, but L 
could not contact the Coast Guard to find out, but I believe this sin- 
cerely, gentlemen : 

I go to Florida every winter, and spend about 6 months down there. 
You. can look at the harbor, and see $1 million worth of boats lying 
in front of your nose. They are going through, cruising from Maine 
to Key West, on the Intracoastal Waterway, around Key West, 
through Florida Bay, and up on the west coast of Florida, and then 
they have a bare spot, but then from New Orleans all the way down 
to Brownsville it is safe going, if you know the rudiments of naviga- 
tion. All of that Intr: acoastal Waterw ay is well marked, well dredged, 
and built, of course, by the Corps of Engineers, from appropriations 
from Congress. 

There is another project in which Senator Potter is interested, and 
that is the Indian and Crooked Rivers. This, however, is inland, and 
has nothing to do with the harbors of refuge on the Great Lakes, but 
provides a most beautiful waterway from near Lake Michigan to Lake 
Huron, across the top of Michigan’s Lower Peninsula. That is located 
right in here. 

T did not color that he: avily enough on this map. 

It goes through one of the richest tourist districts in the State of 
Michigan. This project, also, has been authorized by Congress, and 
the local interests have contributed generously to this project. 

The Michigan State Waterway Commission is prepared to sponsor 
the State share of this project. Lastly, gentlemen, is a subject which 
I have touched upon before. Do not forget that there is a great and 
serious maintenance problem existing on all of the harbors of the 
Great Lakes, where they do not have the commercial tonnage. The 
basis for appropriating money on commercial tonnages, and tons of 
fish which go out of that harbor, is certainly antiquated. The small- 
beat industry, gentlemen, constitutes billions of dollars worth of 
industry. It is not a little industry; it is a big industry, and if you 
gentlemen will all remember, or if you are old enough to remember, 
and probably if you were water minded, the way I was, you could 
see the change taking place. 

I lived on the east coast for 21 years, and 30 or 40 years agoeveryone 
had a boat. Then, the automobile came along, and people took to the 
highway. Now, the highways are so crowded and people are going 
back to boats. 

That fact is very evident, gentlemen, when you tour Florida, and 
see all of these large, palatial cruisers, which will eventually attempt 
to come into the St. Lawrence Waterway, I am sure, and if they 
attempt to cruise the rest of the way, they might get into serious 
difficulties. 

Gentlemen, I think I have taken enough of your time, and I thank 
you very much. 

Mr. MarsHauyt. We thank you, Mr. Koronski, for a very excellent 
and complete statement. 
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Mr. Koronskr. This, gentlemen, if I may introduce it, for a mat- 
ter of record, is the first biennial report of 1948-49 on the harbors 
of refuge in Michigan. It contains very pertinent facts. Some are 
a little antiquated, but they are very pertinent facts which are con- 
tained in that publication. 

Then, here is a brochure, prepared by our office of the Michigan 
Waterways Commission, and which contains pertinent facts about all 
of these features, which I would like to submit to the committee for 
its consideration. 

Mr. Marsnau. We will be glad to have that material. 

Mr. Koronskt. Thank you, sir. 

Mr. Bennett. Thank you, Mr. Chairman. 

Mr. Wolcott asked me to say that he intended to be here, but could 
not make it this morning. He is interested in the harbors of refuge 
project which Mr. Koronski described, in detail. 

My colleague from the upper peninsula, Mr. Knox, is here, and his 
interest lies in the last harbor which Mr. Koronski discussed, and I 
think he would like to make some statement at this time. 

Mr. Marsuaty. We certainly would be glad to hear from our dis- 
tinguished and able colleague, Congressman Knox. 

Mr. Knox. Thank you, Mr. Chairman. 

My name is Victor Knox, a Member of Congress from the 11th Dis- 
trict of Michigan. I came to this meeting for the sole purpose of 
supporting the State waterways commission’s position. 

The vice chairman of the commission, Mr. Koronski, has given you 
a detailed outline of all of the harbors of refuge along the Great Lakes, 
and has mentioned, lightly, a project which Senator Potter was in- 
terested in. 

I want to assure you that I, too, am very much interested in this 
project. I have had the privilege and the occasion to travel it. It 
is one of the most scenic waterways that we have in the State of 
Michigan. The people of the area have accumulated $30,000 of pri- 
vate capital from interested parties, and have deposited such funds 
in escrow for this project. 

I note here that in September 1954, President Eisenhower specifi- 
cally indicated that preference should be given to those projects where 
local interests are willing to participate. I am a firm believer in that 
same philosophy. 

This island waterway route is not a wealthy area. It is in northern 
Michigan, and the only wealth lines practically along the shorelines. 
The county of Emmett, where the waterway is located, and also ‘in 
Cheyboygan County, they are small counties with low assessed values, 
low in income, but wealthy in natural resources and beauty. 

I want to commend the Michigan Waterways Commission for rec- 
ommending the improvements of the inland water route in Michigan. 
I do hope that in your deliberations that you will give every considera- 
tion to the fact that the people in the community have pledged this 
financial support to the project in order to get it underway. I cer- 
tainly feel highly justified in recommending the harbors of refuge on 


our | 
whe 
tati¢ 
whi 
V 
hav 
has 
of t 
] 
just 
tou 
I 
wrl 
tio! 
Col 
En 
ap] 
giv 
oth 
Mi 
] 

; 

lie 
pr 
c0l 
fol 


all 
ch 
fr 


pI 
ge 


m 





mat- 
rbors 
@ are 
con- 


Ligan 
rt all 
e for 


73 


our Great Lakes. That is something which I feel-in this day and age, 
when more people are looking to the waterways as a form of transpor- 
tation and recreation, that they are entitled to the same consideration 
which we give those who use our highways for automotive travel. 

We have given a lot of consideration to the highways, and we still 
have to give much more, but the day is here, and I think possibly it 
has been here for some time, that people are looking to another medium 
of travel, and that is by our waterways. 

I think the Congress has a great responsibility and one that is 
just in seeing that these waterways are made safe for those who desire 
to use them as a medium of transportation. 

The people in the area of the inland water route have continuously 
written me relative to the position of the Congress. The authoriza- 
tion, of course, was approved, and last year 1 appeared before the 
Committee on Public Works, and testified, along with the Corps of 
Engineers, and the Corps of Engineers have also put their stamp of 
approval on this project. Therefore, I request that the committee 
give every consideration to the inland water route along with the 
other projects of harbors of refuge, which have been requested by the 
Michigan State Waterways Commission. 

I thank you, Mr. Chairman. 

Mr. Marsuatu. Thank you, Mr. Knox, for an excellent statement. 

Mr. Bennett. I have just one further word, Mr. Chairman: I be- 
lieve I am correct in saying, that the sponsor’s share for each of these 
projects in Michigan which has been recommended by the waterways 
commission, is available, and could be used. All we are waiting for is 
for the Federal Government to provide its share. 

Thank you very much, Mr. Chairman. 

Mr. Koronsxt. That is contained, gentlemen, in the statement that 
all obligations in House Document 446 have been made, and that in- 
cludes the sponsor’s contributions, land, and holding the Government 
free from injury and all the rest of it. 

Mr. Knox. Mr. Chairman, it is my request that this document, 
prepared by the Michigan Waterways Commission, known as Michi- 
gan Marine Highways, be made available for the use of the com- 
mittee during these hearings. 

Mr. Scumipt. Mr. Chairman, might I say that this report which 
Congressman Knox just handed you is not a duplication of the pres- 
ent conversation entirely. It lists all the costs, and the matching 
funds available by the State and local interests. You touched lightly 
on the death losses. Port Austin had 7 deaths in that area this past 
year, and I believe 27 persons in the harbors of refuge program area 
lost their lives by drowning, and that is based upon information which 
we received, and had compiled up until Monday night. 

This document to which Congressman Knox refers to contains all 
the information as to the maching funds and covers all information 
concerning these harbors of refuge, sir. 

Mr. MarsHati. Thank you, Congressman Bennett, and Congress- 
man Knox, for a very fine presentation. 
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Turtitx Creek Progecr, PENNSYLVANIA 


WITNESS 


HON. VERA BUCHANAN, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF PENNSYLVANIA 


Mr. Botanp. We are delighted to have Congresswoman Buchanan 
here to discuss a project she is very much interested in, the Turtle 
Creek project. 

Mrs. BucwHanan. Thank you very much, Mr. Chairman. 

Mr. Botanp. We would be glad to have your statement. 

Mrs. Bucuanan. I appreciate very much this opportunity to testify 
on the civil functions section of the public works appropriation bill, 
I am grateful to you for cutting short your lunch recess to make this 
time available for me. 

I want to assure you that it is a matter of great importance to my 
district. 

We have a very serious problem in the Turtle Creek Valley area of 
Allegheny County, which includes the towns of Turtle Creek, North 
Braddock, East Pittsburgh, Wilmerding, Pitcairn, and Wall, and the 
townships of North Versailles, Patton, and Wilkins. This area has 
a combined assessed valuation of well over $100 million. It is a great 
industrial section as well as being heavily populated as a residential 
area. 

Over the years Turtle Creek and its tributary, Thompson Run, have 
flooded periodically, causing great damage to property and extreme 
suffering and hardship to individual families. Two great industries 
essential to national defense, Westinghouse Electric Corp. and 
Westinghouse Airbrake Co. both have main headquarters plants in 
this area. 

Whenever there is a bad flood, and the latest one was just last Octo- 
ber, production at both plants is seriously curtailed and thousands of 
employees are laid off. 

As you may know, the Pittsburgh area has been a group 4 “distress” 
area from an unemployment standpoint ever since last summer. Con- 
sequently, any employment loss due to floods is doubly unfortunate for 
those involved. 

When you have a combination of a man losing work because of a 
flood shutting down a plant where he is employed and also losing his 
household furnishings or having his home severely damaged by that 

same flood, I think you will agree it is a hard thing to take. Yet that 
is exactly what happened in this area last October. I was there and 
saw it. 

I am giving you this background about the Turtle Creek project 
because I am, of course, very familiar with it, but I am sure the same 
thing can be said for many other areas of the country also in need of 
flood control, but held up from getting a flood-control program because 
of the big backlog of surveys and examinations and the insufficient 
amount of funds to carry them out. 

The Turtle Creek project is in a fortunate situation, however, in 
this respect: The Board of Engineers for Rivers and Harbors, before 
whom I appeared and testified last January, approved a recommenda- 
tion for a thorough survey of the area with a view to proposing a prac- 
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tical program for flood control. The Army engineers subsequently 
informed me that they were going to make provision in their 1956 
budget for a start on the Turtle Creek survey. I was very pleased to 
get our project included so quickly im view of the fact that there are 
about 1,000 awaiting initial funds. But the tentative commitment 
they have made me is only for $10,000 whereas the total cost of this 
survey will be about $61,500. At that rate it will be years before the 
survey is completed. 

The point is that the Turtle Creek area is a vital defense area and 
that very fine plans are underway for the redevelopment of this whole 
area but everything depends upon a workable flood-control plan. 

Now I know that one thing I could do would be to ask you to force 
the engineers to set aside the full $61,500 for Turtle Creek in this 
coming year without regard to the size of their budget or to the needs 
of other parts of the country. Of course, the Congress does not appro- 
priate funds for these individual surveys. We just appropriate a 
lump sum which the engineers can then use for surveys as they see fit. 
So while I could ask you to write something into the bill to require 
that the full $61,500 for the Turtle Creek survey be included, it might 
sound good to my people back home and show that I am working hard 
for their interest, but we know it would be fooling them since the 
Congress does not appropriate in that way. In addition, I know that 
the engineers in Pittsburgh are thoroughly aware of the importance 
of the Turtle Creek project and that the engineers down here also 
are doing their very best to get it underway. 

That being the case and this being a situation I know is duplicated 
inmany parts of the country, I would therefore urge upon this com- 
mittee very seriously that you give the engineers substantially more 
than the President has requested for the purpose of flood-control sur- 
veys and examinations. In view of the terrific backlog, I would sug- 
gest a minimum of $1 million for this purpose. 

This is of course the item on page 615 of the budget under the head- 
ing “General investigations” and under the breakdown by activities, 
which show $800,000 as the 1956 estimate for flood-control surveys, 
I would urge that you add at least $200,000 to that amount. If you 
do that, I am more than willing to take my chances with the Army 
engineers that we will get a fair share of the increase for not only a 
start but prompt completion of the Turtle Creek survey. 

And then I will come back here when that survey is completed and 
I will ask you to give us the money to build a real and effective flood- 
control project for the Turtle Creek Valley. 

I have copies here of resolutions from the boroughs of East Pitts- 
lurgh, Turtle Creek, and Wilmerding, and also a resolution of the 
city council of the city of Pittsburgh which I would like to submit 
for the record. The Pittsburgh Regional Planning Association and 
the Allegheny Conference on Community Development, which have 
played such a large role in the industrial redevelopment of Pittsburgh, 
are very interested in the Turtle Creek situation and in having this 
flood problem licked. 

I think we can trust the good judgment of the Army engineers in 
the use of this additional money if you will appropriate it. In Pitts- 
burgh we have a tremendous respect for their judgment and ability 
because of the outstanding job they have done in controlling floods - 
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threatening the city. The Turtle Creek problem is one of our mos 
serious remaining ones in flood control, 


Thank you. 


I should also like to submit for the record these resolutions. 


Mr. Botanp. They will be inserted in the record at this point. 


(The resolutions are as follows :) 


C1ry oF PirrssurGH, Pa., April 26, 1955. 
Hon. VERA BUCHANAN, 
House Office Building, Washington, D. C. 

DEAR CONGRESSWOMAN : I transmit herewith, for your information, copy of reso- 
lution adopted by council at a meeting held Monday, April 25, 1955, and approved 
by the mayor as of today, entitled: “No. 187: Resolution requesting the United 
States Senators and the Congressmen of Allegheny County to do everything 
within their power to assure that the sum of $61,500 is included in the national 
budget for the fiscal year of 1956 for the required restudy of the Turtle Cree 
flood problem, and that the Corps of Engineers, United States Army, also be pro- 
vided with all necessary authorizations for making such a restudy as an item 
of the highest priority.” 

Yours very truly, 
GEORGE BoOxHEIMER, 
City Clerk. 
No. 187 


Whereas large areas of the municipalities situated in the lower part of the 
watershed of Turtle Creek, in Allegheny County, Pa., have for many years suf: 
fered extensive physical damage, irreparable financial hardships, and intoler. 
able human suffering and loss of life all caused by the periodic flooding of Turtle 
Creek and its tributary, Thompson Run; 

Whereas the latest flood, which occurred on October 15-16, 1954, beside causing 
extensive general loss to residential and commercial areas, also resulted in dam- 
age to. the loss of man-hours of employment in, and the interruption of national 
defense production at the two principal industries in the area—Westinghouse 
Electric Corp. and Westinghouse Air Brake Co.—which aggregated many millions 
of dollars in value and as a consequence of which the communities face a possi- 
ble curtailment of local primary employment opportunities unless prompt steps 
are taken to prevent a recurrence of this flooding ; 

Whereas the Pittsburgh Regional Planning Association and the Allegheny 
Conference on Community Development have recently iompleted a comprehen 
sive long-range plan for the revitalization of the lower Turtle Creek Valley, 
which plan places the matter of flood prevention as basic to the future of the 
area; and 

Whereas an immediate restudy of the entire situation at once by the Corps of 
Engineers, United States Army, is imperative before the proper steps to correc 
this flooding can be determined, the said study is estimated by the United States 
engineers to cost approximately $61,500 and for which purpose no funds are pre* 
ently available: Now, therefore, be it 

Resolved by the mayor and the Council of the City of Pittsburgh, Allegheny 
County, Pa., and it is hereby resolved by and with the authority of the sam, 
That, acting on behalf of the residents and industrial and commercial interests 
of the municipality, it does hereby request of United States Senators Marti 
and Duff, Congressmen Buchanan, Corbett, Eberharter, and Fulton, and al 
other Pennsylvania Congressmen, that they do everything within their powe 
to assure that the sum of $61,500 is included in the national budget for the fiscal 
year of 1956 for the required restudy of the Turtle Creek flood problem ant 
that the Corps of Engineers, United States Army, also be provided with all 
necessary authorizations for making such a restudy as an item of the highes 

riority. 

, In council April 25, 1955, read and adopted. 
THOMAS J. GALLAGHER, 
President of Council. 


A ; 
rr Grorce BoxHetmer, Clerk of Council. 
Mayor’s office, April 26, 1955; approved; 
Davin L, Lawrence, Mayor. 
Attest : 


A. T. FenriIcH, Mayor’s Secretary. 
Recorded in resolution book, volume 13, page 515, 26th day of April 1955. 
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BoROUGH OF WILMERDING, Pa., March 17, 1955. 
Hon. VenA BUCHANAN, 
House Office Building, Washington, D. C. 

DEAR CONGRESSWOMAN BUCHANAN: Enclosed please find a resolution passed 
by Wilmerding Borough Council requesting your help in securing the full in- 
clusion of the $61,500 required by the United States engineers for the restudy 
of the Turtle Creek flood problem in the 1956 national budget. 

Anything that you can do to make the above a reality will be sincerely appre- 
ciated by the entire citizenry of the Turtle Creek Valley. 

Very truly yours, 
WItMERDING BorOucH CoUNCIL, 
MATTHEW WOJTON, 
Borough Secretary. 


BorouUGH OF WILMERDING RESOLUTION 


Whereas large areas of the municipalities situated in the lower part of the 
watershed of Turtle Creek, in Allegheny County, Pa., have for many years suf- 
fered extensive physical damage, irreparable financial hardships, and intolerable 
human suffering and loss of life, all caused by the periodic flooding of Turtle 
Creek and its tributary, Thompson Run; 

Whereas the latest flood, which occurred on October 15 and 16, 1954, besides 
causing extensive general loss to residential and commercial areas, also resulted 
in damage to, the loss of man-hours of employment in, and the interruption 
of national defense production at the two principal industries in the area— 
Westinghouse Electric Corp. and Westinghouse Air Brake Co.—which aggregated 
many millions of dollars in value and as a consequence of which the communities 
face a possible curtailment of local primary employment opportunities unless 
prompt steps are taken to prevent a recurrence of this flooding; 

Whereas the Pittsburgh Regional Planning Association and the Allegheny 
Conference on Community development have recently completed a comprehensive 
long-range plan for the revitalization of the lower Turtle Creek Valley which 
plan places the matter of flood prevention as basic to the future of the area; and 

Whereas, an immediate restudy of the entire situation at once by the Corps 
of Engineers, United States Army is imperative before the proper steps to 
correct this flooding can be determined, the said study is estimated by the 
United States engineers to cost approximately $61,500 and for which purpose 
no funds are presently available: Now, therefore, be it 

Resolved, That the borough council and burgess, of the Borough of Wilmerding, 
Allegheny County, Pa., acting on behalf of the residents and industrial and com- 
mercial interests of the municipality, do hereby request Senators Martin and 
Duff, Congresswoman Buchanan, Congressmen Corbett, Eberharter, and Fulton, as 
well as all other Pennsylvania Congressmen, to do everything possible to assure 
that the sum of $61,500 is included in the National Budget for the vear 1956 
for the required restudy of the Turtle Creek flood problem and that the Corps 
of Engineers, United States Army, also be provided with all necessary author- 
izations for making such a restudy as an item of the highest priority. 

Passed this 16th day of March 1955. 

Epwarp T. BARRETT, 
President of council. 
Burgess. 

Attest: 

MATTHEW WAYTON, 
Borough Secretary. 
C. H. Kiaustne, 


I do hereby certify that the above is a true and correct copy of a resolution 
passed the 16th day ef March 1955. 
MatTrHEW WAYTON, 
Borough Secretary. 
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BorouGH OF EAst PITTSBURGH, 
East Pittsburgh, Pa., March 17, 1955. 
Hon. Vera BUCHANAN, 
The House of Representatives, Washington, D. C. 


Deak REPRESENTATIVE BUCHANAN: On March 16, 1955, the officials of the 
boroughs of Turtle Greek, Wilmerding, and East Pittsburgh met in regard to 
regional planning, and particularly to consider the most critical problem of 
flood control in the Turtle Creek Valley. 

As a part of the course of action which was determined at this meeting, it 
was decided that the three boroughs would adopt and transmit to our Representa- 
tives in Congress the enclosed resolution for the purpose of strengthening your 
hands in your efforts to help us. We are sure that you already recognize the 
gravity of this situation to a considerable extent, but we must emphasize again 
and again the extreme peril in which we find ourselves. The simple fact is that 
the Turtle Creek Valley is threatened with extinction as an industrial area 
unless this flood-control problem is solved and solved promptly. We are confident 
that we will be able to carry through a course of action which will effectively 
prevent the major flood damage, but it so happens that no other steps can be 
taken unless the Army engineers can first restudy the problem. It would be a 
tragic thing if this program could not get off the ground because of the failure 
of Congress to appropriate the relatively small sum of money needed for this 
initial step. We hope that you will be able to persuade your colleagues that this 
small appropriation cannot wait until the next session. 

Respectfully yours, 
Ross NEsg, 
President of council. 


BorouGH oF EAST PITTSBURGH RESOLUTION No. 514 


Whereas large areas of the municipalities situated in the lower part of the 
watershed of Turtle Creek, in Allegheny County, Pa., have for many years 
suffered extensive physical damage, irreparable financial hardships, and intoler- 
able human suffering and loss of life all caused by the periodic flooding of Turtle 
Creek and its tributary, Thompson Run; 

Whereas, the latest flood, which occurred on October 15-16, 1954, besides 
causing extensive general loss to residential and commercial areas, also resulted 
in damage to, the loss of man-hours of employment in, and the interruption of 
national defense production at the two principal industries in the area—West- 
inghouse Electric Corp. and Westinghouse Air Brake Co.—which aggregated 
many millions of dollars in value and as a consequence of which the communi- 
ties face a possible curtailment of local primary employment opportunities unless 
prompt steps are taken to prevent a recurrence of this flooding; 

Whereas, the Pittsburgh Regional Planning Association and the Allegheny 
Conference on Community Development have recently completed a comprehensive 
long-range plan for the revitalization of the Lower Turtle Creek Valley which 
plan places the matter of flood prevention as basic to the future of the area; and 

Whereas, an immediate restudy of the entire situation at once by the Corps 
of Engineers, United States Army, is imperative before the proper steps to 
correct this flooding can be determined, the said study is estimated by the 
United States Engineers to cost approximately $61,500 and for which purpose 
no funds are presently available : Now, therefore, be it 

Resolved by the council of the Borough of East Pittsburgh, and it is hereby 
resolved by and with the authority of the same, That, acting on behalf of the 
residents and industrial and commercial interests of the municipality, it does 
hereby request of United States Senators Martin and Duff, Congressmen 
Buchanan, Corbett, Eberharter, and Fulton, and all other Pennsylvania Con- 
gressmen, that they do everything within their power to assure that the sum 
of $61,500 is included in the national budget for the fiscal year of 1956 for the 
required restudy of the Turtle Creek flood problem and that the Corps of Engi- 
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neers, United States Army, also be provided with all necessary authorizations 
for making such a restudy as an item of the highest priority. 
Duly adopted this 17th day of March 1955. 
Ross NESE, 
President of Council. 
Attest: 
JAMES L. OAKES, 
Borough Secretary. 
Approved this 17th day of March 1955. 
JAMES J. KELLY, 
Burgess. 
I hereby certify that the above is a true and correct copy of a resolution 
passed the 17th day of March 1955. 
[SEAL] JAMES L. OAKES, 
Borough Secretary. 


BorouGH TurTLE CrEEK, Pa., 
March 28, 1955. 
Huon. VERA BUCHANAN, 
House of Representatives, 
Washington, D. C. 


DEAR Mrs. BUCHANAN: Turtle Creek Borough Council met in special session on 
March 16, 1955, and adopted the attached resolution. Any support that you may 
be able to muster in handling this matter to an equitable conclusion would be 
appreciated. 

We are deeply grateful for your assistance in the past in having the sum of 
$61,500 appropriated for the survey, but realize that we must have immediate 
rather than delayed action to prevent another October 15 disaster. 

Very truly yours, 
PAUL J. KINGSTON, Jr., 
Borough Secretary. 


RESOLUTION, BOROUGH OF TURTLE CREEK, PA. 


Whereas large areas of the municipalities situated in the lower part of the 
watershed of Turtle Creek, in Allegheny County, Pa., have for many years suffered 
extensive physical damage, irreparable financial hardships, and intolerable 
human suffering and loss of life all caused by the periodic flooding of Turtle 
Creek and its tributary, Thompson Run: 

Whereas the latest flood, which occurred on October 15-16, 1954, besides caus- 
ing extensive general loss to residential and commercial areas, also resulted in 
damage to, the loss of man-hours of employment in, and the interruption of 
national defense production at the two principal industries in the area—West- 
inghouse Electric Corp. and Westinghouse Air Brake Co.—which aggregated 
many millions of dollars in value and as a consequence of which the communi- 
ties face a possible curtailment of local primary employment opportunities unless 
prompt steps are taken to prevent a recurrence of this flooding ; 

Whereas the Pittsburgh Regional Planning Association and the Allegheny 
Conference on Community Development have recently completed a compre- 
hensive long-range plan for the revitalization of the lower Turtle Creek Valley 
which plan places the matter of flood prevention as basic to the future of the 
area ; 

And whereas an immediate restudy of the entire situation at once by the 
Corps of Engineers, United States Army is imperative before the proper steps 
to correct this flooding can be determined, the said study is estimated by the 
United States Engineers to cost approximately $61,500 and for which purpose no 
funds are presently available; Now therefore, be it 

Resolved, that the borough council and burgess of the borough of Turtle Creek, 
Allegheny County, Pa., acting on behalf of the residents and industrial and com- 
Inercial interests of the municipality, do hereby request Senators Martin and 
Duff, Congressmen Buchanan, Corgett, Eberharter, and Fulton, as well as all 
other Pennsylvania Congressmen, to do everything possible to assure that the 
sum of $61,500 is included in the national budget for the fiscal year of 1956 for 
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the required restudy of the Turtle Creek flood problem and that the Corps of 
Engineers, United States Army also be provided with all necessary authorizations 
for making such a restudy as an item of the highest priority. 

Passed this 16th day of March 1955. 

Urpan W. FRrescn, 
Burgess. 

Tuomas A. YAKIN, 
President of Council. 

Attest: 

PAuL J. KINGSTON, Jr., 
Borough Secretary. 

I hereby certify that the above is a true and correct copy of resolution passed 
the 16th day of March, 1955. 

Pav. J. Krneston, Jr., 
Borough Secretary. 

Mr. Bonanp. Your concern is to try to get $61,500 for the comple- 
tion of this survey ¢ 

Mrs. Bucuanan. Yes, of course that is our objective. I have 
$10,000 now that they have tentatively allotted. I felt very fortu- 
nate. They tell me I should feel very fortunate that it has been 
pushed ahead so quickly after authorization, particularly when there 
are so many projects awaiting any funds. Naturally, my people feel 
that such a small amount is involved that we should try to get the full 
$61,500. 

Mr. Botanp. Why did they put in $10,000? 

Mrs. BucHanan. That is to start the survey. Only a few new sur- 
veys—I think only 10—are included in the budget. I do not feel that 
the budget amount of $800,000 is enough. That is why I ask that 
they be given more money, so that we can get more of these projects 
underway and get more, too, for those like Turtle Creek that are so 
desperately needed. 

Mr. MarsHati. The distinguished Congresswoman from Pennsyl- 
vania, Mrs. Buchanan, has been most diligent in looking after her 
constituency and attempting to get the necessary funds for this proj- 
ect. Repeatedly she has called the attention of the members of the 
committee to the need and desirability of this project. We are cer- 
tainly pleased that you have made this fine presentation. 

Mrs. Bucuanan. Thank you, Congressman. This is an urgent mat- 
ter for us. We appreciate your interest. I know the engineers recog- 
nize the importance of this project and will treat us fairly if you will 
just give them enough money to do the job properly. 





GREEN Bay Turntne Basrn, Wisconsin 
WITNESSES 


HON. JOHN W. BYRNES, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF WISCONSIN 

W. F. KERWIN, SECRETARY, GREEN BAY HARBOR AND INDUSTRIAL 
AUTHORITY, GREEN BAY, WIS. 


Mr. MarsHati. We will be very pleased to hear from you at this 
time, Congressman Byrnes, with relation to the Green Bay Harbor. 

Mr. Byrnes. Mr. Chairman and members of the committee, we are 
going to try to be as brief as possible, recognizing that the members 
of the committee, like myself, have certain interest in legislation pres- 
ently on the floor. 
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I have with me Frank Kerwin, of the Green Bay Harbor and Indus- 
trial Authority. oth 

We have come here on the project involving a turning basin in the 
harbor of the city of Green Bay. Sometimes I wish that the project 
involved a large sum of money and was a bigger item, because I think 
then it might be more likely to capture the imagination of the Bureau 
of the Budget and also it might be easier to attract the attention of 
Congress itself. However, it is a comparatively small project as dol- 
lars go. But it is not small as far as its importance not only to the 
city of Green Bay but a large area beyond Green Bay. 

I think the chairman might be interested in a little clipping from 
the Green Bay Press Gazette of May 2 showing a picture of a ship 
arriving in the harbor from Holland with binder twine, which is 
destined for the Farmers Union at Minneapolis, as evidence of the 
fact that what we do in this harbor is not necessarily limited to the 
benefit of that community. 

So far as the need for and justification of this project is concerned, 
Mr. Chairman, I will leave most of that to Mr. Kerwin. Let me give 
you some evidence of the need by calling attention to the fact that in 
this project the city of Green Bay will pay a part of the cost; in fact, 
$30,000 will be paid by the community itself. 

Also, the city has from time to time since the authorization in 1945 
expressed its willingness—and in fact started negotiations—to ad- 
vance the other necessary funds so that the project could be completed 
and the Federal Government could repay that advancement when the 
financial condition of the Federal Government improved. 

You will recall that there was provision under Public Law 585, of 
the 68th Congress, which did provide that under certain circumstances 
there could be advancement of funds by interested parties, but I 
think the committee wisely put a stop to that. However, when they 
put a stop to it they, of course, immediately terminated the negotia- 
tions which were then in progress with the Corps of Engineers for 
this community proceed under that authority to get this work done. 

This simply shows that the people there recognize the real need for 
it and are willing to advance all the money for it. But, of course, we 
could not do it because of the position the committee took. 

Then back in March 1952 I appeared before this committee urging 
that maybe some other arrangement could be made similar to the 
provisions of Public Law 585 but which would give the committee 
control over what projects a community might be permitted to advance 
funds for, recognizing all the time the problem we had so far as finding 
money to make necessary improvements. With the war and various 
other problems I just could not expect that the Congress could provide 
funds for all the projects, and sachets even some that were necessary, 
where they did not directly relate to defense. We found, however, that 
there were a great many difficulties in trying to work out a method 
for advancement of funds. There were just too many problems, ap- 
parently, to do that, so the matter went over. 

Another item which shows the interest of the community is the 
fact that they went ahead and spent a considerable amount of time 
and money and effort to obtain the various easements and rights-of- 
way and spoilage areas and so forth. Now, unfortunately, we are 
faced with an emergency. In fact, it is an emergency I did not realize 
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existed until just recently. I am frank to say I doubt very much 
that the Bureau of the Budget realizes that this emergency exists or 
that the Corps of Engineers does. 

The easements and all the various rights-of-way that were obtained 
were obtained with an expiration date of June 30, 1956. Therefore, 
if this is not done within the coming year all of this work and every- 
thing goes for naught and we have to start all over again. 

I might call your attention to the fact that it was not the community 
that put in the date of June 30, 1956, in the easements. That was the 
War Deparment recommendation as contained in a letter from the 
War Department under date of July 10, 1946. 

Mr. Marsuauy. How are those easements worded? If construction 
starts does that satisfy it? 

Mr. Byrnes. No. It has to be constructed by the date of June 30, 
1956. Either it is constructed or when that date arrives, whichever 
is first, then easements and rights-of-way terminate. In other words, 
if they had done the work in 1950 and the work had been completed 
there the easements would have terminated at that time. But the date 
is 1956 at the latest. 

They had to put the date in the easements so that they did not keep 
encumbering the property indefinitely as a possible cloud upon the 
title. That date was fixed by the Corps of Engineers, as I say, back 
in this letter of July 10, 1946. In fact, they say— 

In case the landowners feel that the 10-year period is too long, a closer study 
of the entire situation can be made and possibly the time limit can be shortened. 
We are glad they did not shorten the time limit, because we have at 
least 1 year left. 

Mr. Kerwin. If I might interpose, this date of June 30, 1956, was 
fixed first because of these initial easements, which we began to secure 
in July of 1946. That was 10 years after we had begun to get these 
easements, and the presumption was that we certainly would be 
through with this thing in 10 years. 

Mr. Byrnes. But we all recognize that we ran into trouble. Even 
then the Corps of Engineers had no idea that this project would have 
to wait this long. 

I think this committee knows, because some of the members have 
been on it for some considerable period of time, that I have not tried 
to harass this committee with respect to this project, important as 
it is, because I have always had an appreciation of the real problem 
facing this committee. There is no question about it. I do not think 
there is any committee that faces a more arduous job than that of 
culling through the various project to determine which ones will be 
carried through in the prospective fiscal year. You are under pres- 
sure from every Member of the House all the time. 

Mr. MarsHauu. It is an unpleasant task, because every project has 
some worth. 

Mr. Byrnes. Certainly. It is a most difficult job. 

I should like to say that as districts go, I probably have one of 
the districts in the country that has the greatest shoreline and the 
most harbors of any district in the country. But I have just tried 
to avoid asking the committee or the Congress or the Corps of Engi- 
neers to do anything that was not directly connected with the defense 
effort and commensurate with what the Government could afford under 
the circumstances it has faced during the last 10 years. 
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Mr. MarsHati. Your attitude is sincerely appreciated by the com- 
mittee. 

Mr. Byrnes. I have tried to recognize the problem that you have. 
But now I would hope that maybe what-has happened is that I have 
not been insistent enough, let us say, or have not pressed you enough, 
because now all of a sudden I find the community is faced and the 
area is faced with this dealline next year. I would hope that the 
committee, even though this item is not in the budget, would take 
recognition of the time element we face. 

Mr. Botanp. How much is the item ? 

Mr. Byrnes. It started out as $86,000. 

Mr. Kerwin. $86,000, $30,000 of which was to be contributed by 
the local community. As a consequence, it will be $56,000 of Federal 
funds. 

Mr. Byrnes. Let me say this, Mr. Chairman: The most recent esti- 
mate of the Corps of Engineers is now $163,500 for the Federal con- 
tribution and $30,000 for the city of Green Bay. That is a total of 
$193,500. 

Mr. Botanp. $163,000 plus $30,000 of local contribution ? 

Mr. Byrnes. Yes. It isa total of $193,500. That is their estimate. 

That, Mr. Chairman, concludes my remarks. 

Mr. Botanp. I think you have been very persuasive in the matter. 
As you know, because you have been here a lot longer than I have, we 
have many problems with regard to these projects. What bothers me 
is that some of the projects are worthy and ought to be started, par- 
ticularly in view of the attitude of Members of Congress like yourself, 
who forewent projects during the war years because we had other 
things to get done that were more important in the defense effort. It 
would seem to me that the Bureau of the Budget ought to take that into 
consideration. 

Mr. Byrnes. Frankly, I do not think the Bureau of the Budget is 
acquainted with the facts. I must assume responsibility for that, I 
suspect. I do not think the Corps of Engineers is aware of that, 
either. I donot think they have gone back to question “When do these 
easements run out?” 

I did not realize until very recently that we had this deadline. Ido 
not think the Corps of Engineers realizes that today, or the Bureau 
of the Budget. The matter might be referred to them, to see if they 
were conscious of that and whether that would have changed their 
attitude toward the budget they did submit to you in the President’s 
message. 

Mr. Botanp. I would think, Mr. Chairman, that that is a good sug- 
gestion. I think we ought to call the attention of the engineers to the 
fact that the easements do expire in 1956. On that basis they ought to 
at least reappraise the project and determine whether or not it ought 
to be started before that time. 

Mr. Byrnes. I think that would certainly be a good first step to take. 

Mr. Botanp. I would think it would be a good idea. I see no 
reason why we cannot do it. 

Mr, Byrnes. On our part we certainly have no objection to that. 
As I say, I do not think they are acquainted with that fact and that 
fact might change their attitude completely. However, I do hope 
that the committee itself will take cognizance of it. Although we 
have to depend upon the Bureau of the Budget to a certain extent for 
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assistance and help, frankly I must say that sometimes I am afraid 
that the tail wags the dog. I am not necessarily speaking of this 
committee, but of the legislative process. Very often the Bureau of 
the Budget, I am afraid, has a little too much control. I think their 
advice in this and in all other matters should always be sought, but 
it should not necessarily be controlling. 

Mr. Kerwin has a short statement he would like to present to the 
committee. 

Mr. Botanp. We would be glad to hear from him. 

Mr. Kerwin. My name is W. F. Kerwin. I am secretary of the 
Green Bay Harbor and Industrial Authority, Green Bay, Wis. My 
business address is 203 Columbus Building, Green Bay, Wis. 

Green Bay Harbor is the lower 6 miles of the Fox River, which 
enters Green Bay, an arm of Lake Michigan, about 180 miles north of 
Chicago. The city of Green Bay is along the lower 214 miles of the 
Fox River. The city of DePere, Wis., is approximately 314 miles 
above Green Bay. The existing project in the Green Bay and DePere 
districts provides for a channel 22 feet deep through the city of Green 
Bay and a channel 18 feet deep from Green Bay to DePere. 

House Document 95, 76th Congress, 1st session, recommends modi- 
fication of the existing project for Green Bay Harbor, Wis., to provide 
a turning basin 22 feet deep at the confluence of the East and Fox 
Rivers, at an estimated cost of $86,000 for initial dredging, with main- 
tenance estimated at $1,500 annually, subject to the condition that 
local interests release the Federal Government from any and all 
liability resulting from endeavors to make such improvements and 
to the provision that local interests furnish free of cost to the United 
States, all lands, easements, and rights-of-way and spoil-disposal 
areas for the initial work and subsequent maintenance as required 
and, in addition, contribute $30,000 toward the cost of the improve- 
ment. This recommendation was adopted by the River and Harbor 
Act approved March 2, 1945. 

There is attached hereto and made a part hereof some aerial photo- 
graphs of parts of Green Bay Harbor, marked “Exhibits A, B, and C.” 

Exhibit A is an aerial photograph showing the juncture of the Fox 
and East Rivers. The area outlined in ink shows the location of the 
proposed turning basin, and the unretouched photograph bring into 
sharp relief the bar at the mouth of the East River. 

Exhibit B is an aerial photograph showing the Green Bay Harbor 
looking downstream in the Fox River from just above the Mason 
Street Bridge. This shows how the grain elevator on the west bank 
of the Fox River juts out into the stream, shutting off the view of 
vessels passing either through the draw of the Main Street or Green 
Bay & Western Railway Co. bridges from ships navigating up or 
down the river, as the case may be. This is opposite the site of the 
proposed turning basin and is at the point where the bar at the 
mouth of the East River forces the navigation channel in the Fox 
River to the west bank, causing the dangerous bend in the stream. 


Exhibit C is an aerial view of a part of Green Bay Harbor. The up-, 


river area circled in ink is the turning basin upriver about a mile 
through three bridges to which point the larger vessels have to go te 
turn at the present time. 

I just thought that that might assist you better in following this 
statement as I go along. 
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(The photographs were filed for the information of the committee. ) 

Mr. Kerwin. The River and Harbor Act of March 2, 1945 (sec. 2), 
among other things, provides that no project authorized under the 
act shall be appropriated for or constructed until 6 months after the 
termination of the present wars, in which the United States is engaged, 
unless the project has been recommended by an authorized defense 
agency and approved by the President as being necessary or desirable 
in the interests of the national defense and security and the President 
has notified the Congress to that effect. 

This provision has operated to delay the appropriation of the small 
amount of Federal moneys necessary to consummate this project. 
Likewise, the requirement of local cooperation and local financial par- 
ticipation in the cost of the improvement has caused further delay. 

Securing the necessary spoil-disposal easement was an expensive, 
time-consuming matter as it required vacating a city platted area, 
executing the necessary documents, examination of abstracts and 
mortgages of six corporations including three railway companies and 
the municipality of Green Bay. It was also necessary to secure from 
all of the involved parties full releases from all liability on the part 
of the United States of America, its officers, agents, contractors, etc., 
of any and all liability for damages to the involved premises by reason 
of the deposit of such spoil or other material. 

Rights-of-way easements for the purpose of constructing and main- 
taining a pipeline to be used in connection with the proposed improve- 
ment required the same search of the several ean corporations’ 
records and releases to the United States of America. 

Under date of February 23, 1950, the mayor and the common coun- 
cil of the city of Green Bay passed a resolution releasing the United 
States of America and its agents from all liability for damages, or 
claims for damage, to lands, revetments, structures, and subaqueous 
installations adjacent to and in the channels of the Fox and East 
Rivers attributable to dredging and maintaining a turning basin at the 
mouth of the East River; gave assurance that local interests would 
furnish spoil-disposal areas for subsequent maintenance as required 
and agreed to contribute $30,000 toward the cost of the improvement , 
all said indemnity and financial contributions being in accord with 
the conditions for the Green Bay Harbor project as set forth in House 
Document No. 95, 76th Congress, Ist session, adopted by the River 
and Harbor Act approved March 2, 1945. The cash contribution of 
$30,000 was subsequently appropriated and placed in a special fund 
to be used as the city’s portion of the cost when the Federal Govern- 
ment would appropriate the necessary Federal funds and was ready 
to proceed with the work and the United States Army engineers were 
so advised. ‘ 

Thus, all required local cooperation has been complied with and 
the instruments conveying certain interests in land and other rights 
required by the United States forwarded by the Office of the District 
Engineer, United States Army, Milwaukee, to the Office of Chief 
of Engineer, United States Army, Washington, D. C., under date of 
September 15, 1950. These easements and other documents expire 
June 30, 1956. 

Failure to make available the small amount of Federal funds neces- 
‘ary to consummate this project. continues to subject the large and 
rapidly growing waterborne commerce of the port to hazards and 
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impediments: (1) Because of natural physical conditions adjacent to 
the turning basin site; (2) because of transportation and industrial 
requirements; and (3) because of the continued growth of the water. 
borne commerce of the port of Green Bay. 

That the waterborne commerce of the port is substantial and grow. 
ing rapidly is evidenced by the following tonnage figures covering a 
period of 40 years: 

Total waterborne commerce 
Net tons of cargo 


TI aac ntecine wae odes ore eattngnhannedii api ated chatiemeneestntersadcintchnii 1, 010, 449 
Fa cetite rng site apie nueenrenintemeequarnnatetiieiiiemndmansamtionntinkis 1, 127, 774 
vice treeticn aruneer yon csenepeananhneonigetinamanouiddenomamrmse akeg ils onteah oven eeeencn dial 1, 809, 802 
Dn lhe e cine dnidamn sca mibeh beboeinddcbneg eimnc meant 2, 579, Tid 
Ns tite nic killa hc Ak Ta ln dn ws nice cok 3, 480, 411 


Notr.—1954 tonnage figures are not available at this time. 


Mr. Bonanp. What particular products comprise the bulk of this 
commerce ? 

Mr. Kerwin. It is quite a diversity of commerce. 

Let us take the 1953 figures, for example, considering the com- 
position of the commerce. 

Of that commerce inbound there were 176,000 tons of either export 
or import commerce, foreign commerce. That is pulpwood and out: 
bound powdered milk and dairy products and things like that. 

Bituminous and anthracite coal was 1,717,000 net tons. 

In the case of petroleum products, they had inbound 687,000 tons 
of gasoline, 268,000 tons of fuel oil, 40,000 tons of kerosene, and 6,270 
tons of residual fuel oil. That is over 1 million tons of petroleum 
and petroleum products. 

Portland cement was 84,069 tons. 

Crushed limestone was 120,765 tons, from which is burned the lime 
that is used by paper mills in the manufacture of pulp. And that is 
typical of the commerce of the port. It is widely diversified. 

In addition to that there is a great deal of miscellaneous com- 
merce. I do not have that here. Those are the principle items that 
go to make up the 314 million tons. 

Does that answer your question ? 

Mr. Boranp. Yes, thank you. 

Mr. Kerwin. The great bulk of the waterborne commerce of the 
port moves to points beyond the port city; the resulting savings of 

raterbourne commerce thus being passed on to shippers in the hinter- 
land; thereby impressing this commerce with a great widespread 
public interest. 

I might say right there that the commerce of Green Bay is im- 
pressed with a greater public interest, because Green Bay is a gate- 
way port through which this commerce passes; greater than any 
other port, certainly, on Lake Michigan. 

That this is a natural consequence of the harbor’s location and us 
as a true gateway port is evidenced by the following statement, begit- 
ning at page 15 of House Document No. 585, 69th Congress, second 
session, Report From The Chief of Engineers on Preliminary Exan- 
ination and Survey of Green Bay Harbor, Wis., dated as far back 
as December 14, 1926: 

The geographical location of Green Bay is such as to give it great commercial 


advantage. It is nearer the territory comprising the middle zone of the State 
of Wisconsin than any other harbor, and is about as favorably located as any 
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other harbor on the Great Lakes with respect to shipments as far west as 
Nebraska and the Dakotas, The paper mills along the lower Fox River and 


along the Wisconsin River, about 90 miles directly west of Green Bay, form 
one of the largest paper manufacturing centers in the United States. These 


mills use large quantities of coal in addition to waterpower for the production 
of power and heat. The territory tributary to Green Bay Harbor is prosperous 


and of great extent. The present transportation facilities to points inland 
are ample and capable of taking care of a much greater volume of commerce 
than that carried at present. The railway lines have wharfage and trackage 
along the waterfront suitable for the expeditious transfer of freight from 
vessels to cars, and vice versa. The terminal facilities of Green Bay Harbor are 
adequate for existing commerce and could readily be increased to care for any 
probable increase in vessel traffic * * * 

The physical conditions of the Fox River at the location of the 
proposed turning basin are such that there exists natural causes of 
navigation hazards. 

The shoal at the mouth of the East River (outlined in ink on map 
marked “Exhibit A”) is to be removed in dredging the proposec 
turning basin. Presently this shoal forces the navigation channel 
in the Fox River to the west side of the river resulting in a bend in 
the channel of at least 35 degrees. A bridge is located downstream 
and another bridge is located upstream from the bend in the river near 
the turning basin site, for each of which bridges ships must line up 
in passing up or down the river. A grain elevator built at the bend 
of the Fox River on the west bank cuts off the view from ships ne- 
gotiating the draw in either bridge when passing up or down the river. 
Ships passing in this particular section of the harbor are subjected 
to great hazards because of the narrow channel at the bend in the Fox 
River and consequent lack of room to maneuver especially under ad- 
verse wind, current, and high water conditions. The East River is 
subject to sudden and heavy discharges of flood water and there is 
no regulation of the flow of this river. These flood waters, racing over 
the shallow bar and through a narrow slip paralleling the Northern 
Paper Mills dock directly into the navigation channel of the Fox 
River, at times set up currents of strong velocity, which are a serious 
hazard to masters navigating this section of the harber even when 
such ship masters are familiar with general conditions. 

Approximately 70 percent of the present 314 million tons of com- 
merce of the port either finds its destination or origin in this particular 
section of the harbor or passes this section to reach up-river wharves. 

The above-described hazards and impediments to navigation in 
the involved area have resulted in grounding of vessels on the east 
bank of the Fox River Channel; numerous collisions with the down- 
river Green Bay & Western Railroad Co. bridge and collisions or 
near collisions of vessels. They are a constant hazard of such magni- 
tude that under a combination of readily conceivable circumstances, 
a collision of the utmost seriousness could result between vessels 
attempting to pass in this section. The hazard continues to increase 
in ratio to the increase in commerce of the port and consequent increase 
in the passage of vessels up and down the river. 

Removal of the bar in question is not only necessary to provide a 
turning basin in this section of the harbor for the safety, convenience, 
and economical operation of the vessels serving this section, but to 
remove a serious and continuing hazard to all of the waterborne com- 
merce of the port that is forced to pass through the involved area. 
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Under the circumstances, it is our very sincere hope that the con- 
mittee will look with favor upon providing the necessary funds for 
this project in the 1956 appropriations for the Corps of Engineers. 

Mr. Botanp. We appreciate your statement and your persuasive 
ability with regard to this project. 

Mr. Kerwin. You are very gracious, and we appreciate your kind- 
ness and graciousness. 

Mr. Botanp. The committee appreciates your appearance. 

Mr. Byrnes. Mr. Chairman, may I ask that this resolution of the 
common council of the city of Green Bay be inserted in the record ? 

Mr. Botanp. The resolution will be inserted in the record. 

(The information is as follows:) 


GREEN Bay, Wis., January 18, 1955. 


By the Common Council of the City of Green Bay, Resolved: 

Whereas, under authorization of the River and Harbor Act of Congress 
approved March 2, 1945, provision was made for the improvement of Green 
Bay Harbor and Fox River, Wis., by dredging a turning basin, 22 feet deep, 
at the confluence of the East and Fox Rivers, in accordance with a project 
set forth in House Document No. 95, 76th Congress, Ist session, subject to 
prior compliance with the local cooperation requirements of said document, 
viz: “That local interests furnish free of cost to the United States, all lands, 
easements and rights-of-way and spoil-disposal areas for the initial work and 
for subsequent maintenance as required and contribute $30,000 toward the cost 
of the improvement”; and 

Whereas all required local cooperation has been complied with and the in- 
struments conveying certain interests in land and other rights required by the 
United States forwarded by the office of the district engineer, United States 
Army, Milwaukee, Wis., to the Office of the Chief of Engineers, United States 
Army, Washington, D. C., under date of September 15, 1950; and 

Whereas the necessary Federal funds for construction of this project have 
not been forthcoming because section 2 of the act of 1945 authorizing the im- 
provement, among other things, provides that no project authorized under the 
act shall be appropriated for or constructed until 6 months after the termina- 
tion of the present wars unless the project has been recommended by an au- 
thorized defense agency and approved by the President as being necessary or 
desirable in the interests of the national defense and security and the President 
has notified the Congress to that effect. .There was no basis upon which to 
prove that this project was an integral part of the defense effort and, as a 
consequence, the qualification for the appropriation of funds could not be met; 
and 

Whereas the waterborne commerce of the port approximates 314 million tons 
annually, composed principally of bituminous coal, petroleum and petroleum 
products, pulpwood, wood pulp, and miscellaneous traffic. More than 70 percent 
of the total commerce moves to points beyond the port city; a large part of the 
commerce finding its destination at the port is used in the production of electric 
energy, most of which is transmitted to points in the hinterland and more of the 
local commerce is used in the production of paper and paper articles distributed 
to markets in every State of the Union. It would, indeed, be difficult to find a 
comparable volume of commerce impressed with a more widespread public in- 
terest ; and 

Whereas the investigation of the United States War Department finds that 
the desired improvement is economically justified as an aid to navigation and 
commerce of the port; that the bar at the mouth of East River presently forces 
the navigation channel to the west bank of the Fox River where the Chicago & 
North Western Railway Co. elevator, located on a point of land jutting out from 
the west bank of the river, obstructs the view of vessels negotiating the draws in 
the Main Street and Kewaunee, Green Bay & Western Railway Co. bridges over 
the Fox River: that, as a consequence, a very hazardous condition is created 
insofar as vessels attempting to pass in this area is concerned and with con- 
siderable commerce originating and terminating in the area between the two 
bridges, serious impediments to commerce of the port are created due to the dan- 
xer of collisions, groundings, damage to bridges, and other accidents, in the 
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involved area ; that during periods of high water in the East River a large volume 
of water rushes across the bar at its mouth setting up strong currents in the 
navigation channel in the Fox River so that masters leaving the port light have 
great difficulty keeping their vessels under control because of adverse winds, 
strong currents, and lack of adequate room to maneuver properly in the in- 
volved section; and 

Whereas this large volume of commerce, so vital to the public well-being, 
continues to be exposed to these serious hazards and the movement of ships 
greatly impeded, as well as having to contend with inadequate turning facilities 
due, no doubt, in the past to lack of available Federal funds because of the fiscal 
requirements of war and essential defense efforts: Therefore, be it 

Resolved by the mayor and council of the city of Green Bay, Wis., That the 
Honorable John W. Byrnes, our Representative in Congress, be urged to use his 
good offices in an earnest effort to have this project included in the budget of 
the Corps of Engineers, United States Army, and the necessary Federal funds 
appropriated by the Civil Functions Subcommittee of the Appropriations Com- 
mittee when the appropriation for the Corps of Engineers, United States Army, is 
being considered by the committee in order that the necessary Federal funds may 
be available so that the involved project can be undertaken during the fiscal year 
196 beginning July 1, 1955; and be it further 

Resolved, That a certified copy of these resolutions be forwarded to the Chief 
of Engineers, United States Army, and the chairman of the Civil Functions Sub- 
committee of the House Appropriations Committee, Washington, D. C. 

Adopted January 18, 1955. 

Approved January 19, 1955. 

DoMINIC OLEJNICZAK, Mayor. 
CLIFFORD A. CENTEN, Clerk. 
CERTIFICATION OF CLERK 

1, Clifford A. Centen, the duly elected, qualified, and acting city clerk of the 
city of Green Bay, Wis., do hereby certify that the above and foregoing resolu- 
tion is a true, correct, and compared copy of a resolution adopted by the mayor 
and council of the city of Green Bay, Brown County, Wis., at a regular meeting 
held January 18, 1955. 

CLIFFORD A, CENTEN, 
City Clerk. 

Dated at Green Bay, Wis., January 19, 1955. 

Mr. Borann. Thank you very much, 

Mr. Byrnes. Thank you, Mr. Chairman. 


Port Royat Sounp 
WITNESSES 


HON. L. MENDEL RIVERS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF SOUTH CAROLINA 

T. CARLISLE CRUMP, ON BEHALF OF THE SOUTH CAROLINA STATE 
PORTS AUTHORITY AND THE PORT ROYAL PORT AUTHORITY 


Mr. Botanp. We are delighted to have our distinguished colleague 
from South Carolina, Mr. Rivers, with us. We would be glad to have 
any statement you desire to make with relation to the project, Congress- 
man. 

Mr. Rivers. Mr. Chairman, I should like to present as my one and 
only witness Mr. Carlisle Crump, representing the South Carolina 
State Ports Authority. 

I will speak first, if you do not mind, and then let Mr. Crump sub- 
stantiate the presentation, putting in the concrete evidence obtained 
by the State ports authority justifying this project. 

The project to which I address my remarks, Mr. Chairman, is the 
channel at Port Royal Sound, Beaufort, S.C. In 1945 we, by an act 
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of Congress, as your records will indicate, had this project authorized, 
and it was necessary to find out what it cost, and in the last rivers 
and harbors bill it was approved and reported, and it is now an an- 
thorized project. 

Let me give you a brief statement as to what this is. 

Port Royal Sound, an arm of the Atlantic Ocean, in South Caro. 
lina, is 18 miles northwest of Savannah Harbor and 57 miles south- 
west of Charleston Harbor. Beaufort and Port Royal are located 
near Beaufort River, a tributary of the sound. 

The report was authorized by the River and Harbor Act of March 
2, 1945. 

As to the existing project, there is none for Port Royal Sound. The 
Intracoastal Waterway, which has a project depth of 12 feet at mean 
low water, traverses that part of Beaufort River in which 24-foot im- 
provement is desired. 

The plan of recommended improvement, now asked for, is the pro- 
vision of a channel 27 feet deep by 500 feet wide from the ocean across 
the bar to Port Royal Sound; and in Port Royal Sound, for approxi- 
mately 13.2 miles; then 24 feet deep and 300 feet wide in Beaufort 
River and Battle Creek for approximately 7.5 miles to a turning basin 
27 feet deep and 600 feet wide opposite the wharf of the Charleston 
& Western Carolina Railway, at Port Royal. 

That is all I will read. I would just like to say this, Mr. Chairman: 
Without possibility of a question this is the finest harbor on the At- 
lantic coast, with all deference to the great harbors up in your part 
of the country. 

In 1562—mind that date. It is quite a few years before your Port 
of Boston, in 1620; a considerable number of years before Virginia, 
which was 1607; and almost 100 years before Charleston, which was 
1660. 

In 1562 Jean Ribault, a Frenchman, sailed into this harbor and 
established the first white settlement in our part of the world, to the 
glory of the then King of France, Charles IT. 

At that point, now known as Parris Island—the big military base 
with which I am sure you are familiar—is where he established what 
was known as the Port Royal colony. 

I mentioned to you the sound through this traverses, of unlimited 
depth. It is of stupendous size. I would venture the opinion that 
the — Atlantic Fleet of the United States Navy could get into this 
sound. 

In order to get to the mainland, the dock at Port Royal, which I am 
now talking about, would necessitate the cutting of this channel which 
has been neglected over the years, since the turn of the century, when 
there was a navy yard at now Parris Island. That was moved to 
Charleston right at the turn of the century. It has been neglected 
and consequently is has silted up. 

What we want is to drain that former channel. We say to you if 
we get it the commerce will keep it open, because it is a self-liquidating 
project, virtually. 

It is an unusual thing. It is a very unusual thing. I hope that 
some day you can go to Parris Island, where that stupendous Marine 
base is, and look out into this sound from the dock which I have just 
mentioned to you. Without making comparisons, because I want to 
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present my case on its own merits if we get-this project, let me say that 
[am from Charleston and if we get this project and the commerce is 
set up, Which I am sure it will be, because a lot of industry is moving 
tomy part of the world from everywhere—from the North, the East, 
and a fot from France, for we have 2 or 3 French wool industries in 
South Carolina now—the commerce which will come to that port will 
be self-liquidating. It is at least 2 or 3 times as cheap as maintain- 
ing the Charleston Harbor, and at least 5 or 10 times as cheap as the 
Savannah Harbor. It is remarkable. 

You know, the Savannah River silts up a great deal, because Savan- 
nah is a great distance from the ocean. 

It is amazing to me why the Army engineers would not jump at 
this project. 

Mr. Botanp. How long has there been agitation to develop this? 

Mr. Rivers. Since I have been in Congress I have been trying to get 

authorized. 

Mr. Botanp. What would be the total cost ? 

Mr. Rivers. The total cost, Mr. Chairman, is $765,000. 

Mr. Botanp. That would complete the whole job ? 

Mr. Rivers. That would complete the whole job. The maintenance 
is some little bit of money. 

Mr. Crump. I think it is about $104,000. 

Mr. Botanp. Is that the Corps of Engineers’ estimate for the annual 
cost of maintenance ? 

Mr. Rivers. I can get that for the record. 

(The information is as follows :) 

A recent check with the Army engineers indicates it is estimated that the 
annual maintenance for this project will be in the neighborhood of $136,000. 

As the committee well knows, this entire amount would then come from the 
funds annually appropriated to the Department of the Army for maintenance of 
rivers and harbors on a national basis, therefore it would never require a special 
appropriation for this particular item. 

Mr. Botanp. Maintenance would be relatively low because it is such 
a natural harbor ? 

Mr. Rivers. It is such a natural harbor and it has such a capacity 
for draining. There is also the makeup of the underlying marl, 
which is phosphate rock. It is a remarkable thing. It is a stupen- 
(ous sound. 

They have this little channel. Before they moved the navy yard. 
to Parris Island from Charleston the battleship 7ewas was in drydock 
at Charleston and was in the navy yard. It came right through 
there. ‘They could run troop ships up to the dock at Parris Island. 
They could take the troop ships out and hunds of thousands of dollars 
in transportation. 

We are building just 10 miles as the crow flies on a beeline, not 
over 10 miles from this very dock, a $50 million airbase now for the 
marines, where they just moved out of Miami, Fla. That is at least 
‘00 million. That is a large base. 

We could bring our tankers up to this dock and have dockside fuel 
\ransportation with a pipeline connecting, which is only found at 
one other base in the United States, Brookley Field, Mobile, Ala., 
where they have deep water at the end of the runway, practically, 

Mr. Crump will tell you what the economies will be by way of the 
ommercial traffic at the terminus of this Charleston & Western Caro- 
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lina Railway at this place. This is the terminus which taps the great 
Northwest section. 

Had there not been a war between the States this port would have 
been the port where that projected railroad would have tapped the 
great West. It had a magnificent history and a great future, but the 
war broke up a lot of the planning. 

From this point, as the crow flies on a beeline the railroad goes 
straight into the interior now. 

Mr. Botanp. You are 18 miles from Savannah ? 

Mr. Rivers. From the harbor, yes; 18 miles. 

Mr. Botanp. From the Savannah Harbor ? 

Mr. Rivers. Yes. 7 

Mr. Botanp. Would it injure the business at Savannah, if you 
developed this area? 

Mr. Rivers. I cannot see how it would. It is 18 miles. I would 
not think it would make much difference. I do not think it would 
injure Charleston. I think it would give us this potential which we 
know exists because we have our railroad now there with the terminus. 
We have our big marine base there for our own use. 

Mr. Crump can justify to you now what would be the possibilities 
of future expansion by his organization, the State Ports Authority of 
South Carolina at Charleston. They have three ports. They include 
this port, Port Royal, and Charleston, and Georgetown. That is 
where Lafayette landed when he came to this country, at George- 
town. Those are the only three ports. 

What I should like to say to you, Mr. Chairman, is that anybody 
who knows anything about engineering, if he were going to establish 
a port, would pick this as his site. It is foolproof. Here we have 
the marine base. Here we have the airbase. And here we have the 
sound that could hold as many ships as any harbor anywhere. Al 
we need is the dredging of this one little thing I have indicated. The 
turning of the propellers would keep it free of the inevitable silt 
which accumulates when you do not have traffic on a water highway, 
as you know. 

I say that for the future of this country and for the potential of 
the marine base at Parris Island and the airbase, plus the possibility 
of the advantages, concrete evidence on which Mr. Crump is prepared 
to give you, that I urge you to approve this project. 

If you cannot approve the project, give us enough to get a start 
this year. Then we can justify whatever expenditure you give 
I would be willing to accept what you think is a good start. I be 
lieve half of it would be all right. Then you could not go wrong 
with $300,000, or whatever half of it would be, to start it. 

Next year if the Army engineers report it is a bad proposition, 
terminate it. I wish you could see it. You would make it available 
to the economy of our part of the world if you could. 

Let me present Mr. Crump, who will give you the concrete evidence 
from the investigations of the South Carolina State Ports Authority. 

Mr. Botanp. I want you to know the committee appreciates yoll 
very convincing statements. 

Mr. Rivers. Thank you very much. I certainly appreciate yout 
letting me come up. 
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Mr. Botanp. Will you identify yourself for the record, please, sir. 

Mr. Crump. I am T. Carlisle Crump, of the South Carolina State 
Ports Authority, appearing jointly for that body, and the Port Royal 
Port. Authority. 

The South Carolina State Ports Authority, an organization duly 
constituted by the legislature of our State, as is also the Port Royal 
Port Authority, is very interested in this project. 

Mr. Chairman, I am going to be very brief. Mr. Rivers has given 
you the descriptions and so on. So much has been put in the record 
over the past 2 years, primarily beginning in February of last year, 
when the House Committee on Public Works was holding a hearing, 
that I do not think that excess material is necessary. All of the pre- 
vious information is available to you, so I am not going to impinge 
upon your time by giving more of that. 

Following one of the suggestions Mr. Rivers has made concerning 
the Government operations or projects in the area, here [indicating] 
is the Marine jet airbase to which he has alluded, Parris Island. 
Again, I shall make reference to a memorandum that was submitted 
to the committee. There is the naval hospital. There is the prox- 
imity of this area to the atomic energy plant, the Savannah River 
project. 

Mr. Rivers. The railroad goes in a straight line. 

Mr. Crump. This Charleston & Western Carolina Railroad is only 
a straight line of about 75 miles from the open water to them. 

Mr. Rivers. It is made to order. 

Mr. Crump. In addition there are facilities that would use the other 
military installations. There is the storage depot at Albany, Ga.; 
Warner Robins; Macon; Fort McPherson, Atlanta; Shaw Air Base; 
Fort Jackson; Greenville Air Base, Greenville, S. C.; Camp Gordon, 
Augusta. Again, that is just within 10 miles of the atomic-energy 
plant. 

Sir, I have no apologies for appearing in the dual role, talking for 
Charleston on the one hand and Port Royal on the other. This is a 
State project in which we are all interested. Charleston will not hurt 
Beaufort or Port Royal. Port Royal will not hurt, in our opinion, 
Savannah. In other words, there is a necessary integrated place for 
these various facilities along the way. 

Allusion to the testimony adduced at the various hearings last year 
prior to the time that the Congress included this project in the rivers 
and harbors bill showed the industrial potential of South Carolina. 
Off the record, please. 

(Discussion off the record.) 

_ Mr. Crump. We in South Carolina have had some unusually good 
industrial development within the past year of the type susceptible 
to South Carolina. Of course, we are not a great, huge industrial 
area. We know that. Let me give you these some half-dozen in- 
dustrial developments which are not nebulous things but practical 
things that are in effect. 

Toward the end of 1954, 2 large wool-scouring plants were com- 
pleted at a cost of $6 million, in an area within 40 to 50 miles of 
Charleston. 

The Wellman plant of Nichols & Co. settled at Johnsonville, S. C. 
Itis completed and in operation, with a $4 million plant. 
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The Santee River combing plant of Provoust & Co., a French 
concern, has located at Jamestown, S. C., 20 miles away from Johnson- 
ville, at a cost of $2 million. They are actually in operation. 

These things have taken place since last fall. 

The Bowater Southern Paper Corp. is at Calhoun, Tenn. I quickly 
ask your indulgence when I mention Tennessee. This plant was com- 
pleted in the fall of 1954 at a cost of $60 million and is at the present 
time the largest woodpulp plant in the entire South. It is an English 
concern. Their selection of Calhoun, Tenn., just over the Carolina 
line, was largely brought about by the close proximity to Charleston 
and the deep water, because every pound of the pulp produced goes 
into export. At the present time we are averaging two ships a month. 
They charter the vessels and send them over and take complete cargoes 
of that woodpulp. So I think we can reasonably claim that South 
Carolina is pretty closely allied with that Tennessee plant just across 
the line. They never in the world would have gone up into there 
if they had not been within that area of export possibility. At the 
current rate it is anticipated they will be shipping 55,000 tons of kraft 
paper annually. 

The Asten-Hill Manufacturing Co. of Philadelphia announced 
on December 27, 1954, that work would begin immediately on a plant 
at Waterboro, S. C., 41 miles from Beaufort. 

Mr. Rivers. Right up the road. 

Mr. Crump. They will be manufacturing asbestos blanket rolls 
for the printing industry. Their export outlet would logically be 
Port Royal, 40 miles away from deep water, if we had Beaufort. It 
should logically go to Beaufort. 

The Dewey & Almy Chemical Co., a division of the W. R. Grace 
& Co., are presently engaged in the erection of a multi-million-dollar 
chemical a at Simpsonville, near Greenville, S. C., a multi-million- 
dollar plant. 

Just 1 week ago the Superior Textile Engraving Works, of Pat- 
erson, N. J., announced that work would begin at once on a sizable 
textile plant in an industrial area known as North Charleston, about 
10 miles from the heart of town. 

Two days later General Electric Co. announced the selection of 
Irmo, S. C., 9 miles from the State capital, as the site for a $6.4 million 
plant, on which work will begin within 30 days. This plant will pro- 
duce capacitor-condensers and will employ some 700 to 1,000 persons. 

Mr. Chairman, these are not just things we are hoping for. They 
are things there operating, building, or going. There are two wool 
plants located, going and operating. 

I am not at liberty to divulge any more than to say this: A third 
wool-scouring plant is about ready to make the announcement of 
their location, and the site that is presently under option will be 3) 
miles from Beaufort. 

Now, Mr. Chairman, as you well know, coming from the State oi 
Massachusetts, all of this wool is imported. We had ship cargo come 
into Charleston for this Wellman plant the 1st of April, with 8,00) 
bales of wool from Australia. South Africa is sending wool in. If 
this plant goes in—please note that I am saying these are not actual- 

ities yet, but they are very much on the border—Beaufort would be 
the normal port for bringing these imports in. 
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A large refining operation for the production of bunker C oil may 
be announced toda iy. I have not heard since 10 o’clock this morning, 
but the announcement may be out today. They are going to locate 
‘na collateral area within less than 50 miles of Beaufort, Port Royal. 

For those reasons, Mr. Chairman, and many others which I can- 

not enumerate to you—but [ do not feel it is necessary—we are urging 
vith all the sincerity at our command that we get this project under 
way if it is at all possible. The Army engineers have gone into the 
thing for 2 years actively. Yes; it had been going on more or less 
sporadically for the last 4 or 5 years, but for 2 years energetically 
they approved, and approved wholeheartedly and without any —_ 
bling about it at all. You approved it in the Congress last ye 

If we could get this project rolling this year, as Mr. Pinar, says, 
I rather think that the Army engineers will confirm to you, sir, that 
$300,000 or $325,000 would let the project get under way with benefits 
inuring to Port Roy: al by the end of 1956. 

Mr. Rivers. May I interject to say that the South Carolina State 
Ports Authority has committed to this community that they would 
rehabilitate the docks, with, I believe, warehouses. 

Mr. Crump. Mr. Chairman, we have gone farther than that. There 
has been a tremendous interest. As you well know and can verify, 
in the use of molasses for feed purposes, in agriculture they are pro- 
ceeding with a very aggressive program. We committed ourselves 
unequivocally as the State Ports Authority to erect 5 half-million- 
gallon tanks at Port Royal within 60 days from the time any funds 
are appropriated. In other words, we will do the thing simul- 
taneously. 

I might just inject this: I have discussed this project with the Armed 
Services Petroleum Administration over a period of 6 to 8 months. 
They are intensely interested as a potential storage space for fuel for 
this jet airbase that is now under construction, ‘for which you have 
already appropriated some $10 million or $12 million. 

Mr. ‘Chairman, I apologize if I have overstepped. I am grateful 
and we appreciate your consideration. 

Mr. Botanp. The committee thanks you for your appearance. You 
have made a most effective statement and we e appreciate } your appear- 
ance as well as that of our distinguished colleague from South 
Carolina. 

Mr. Rivers. Thank you very much, Mr. Chairman. I would like to 
say just this: From this port as the crow flies up a beeline on a direct 
line, this railroad leads to the H-bomb plant in South Carolina with 
which you are familiar. 

Mr. Botanp. What is the mileage ? 

Mr. Crump. About 70 miles to Augusta. 

Mr. Rivers. Yes; it is about 70 miles. Itisa straight beeline. The 
road just goes right up through Allendale along the ‘Savannah River. 
There is a billion-dollar plant ‘there of the H-bomb plant. 

Before you get there, about 30 miles, there is the big plywood and 
plastic business. Now W estinghouse has bought it. They make hel- 
mets for the military and all kinds of things. 

I can say this to you. I know the military is going to use this 
if we get it started. I can tell you that, because I happen to be on a 
committee where I can speak with authority on that subject. 
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It is a crime, Mr. Chairman, for me as a Member of Congress not 
to bring these things to your attention for the benefit of the economy 
of this Nation. God knows if there is a port with possibilities in the 
United States, this is it. 

Thank you, I am grateful for your courtesy. 

Mr. Botanp. Thank you for coming. 

(Norre.—Subsequently the committee received the following tele. 


gram to supplement the information given above :) 
CHARLESTON, S. C., May 11, 1955. 
Hon. FRED MARSHALL, 
Chairman, Appropriations Subcommittee on Public Works, 
United States Capitol, Washington, D. C.: 


Supplementing testimony Congressman Rivers and myself before your com. 
mittee, May 4, in the matter of dredging channel, Port Royal, 8. C., record wil 
show I stated a very large woolen mill was about to choose location near Beavp. 
fort-Port Royal. Formal announcement made today by Robert L. Huffines, Jr, 
president Amerotron, Inc., that a 400,000 square-foot plant employing 1,00 
persons would be constructed at once at Barnwell, 8. C., some 60 miles from 
Port Royal; Lockwood Green & Co., engineers, contract awarded Daniel Con. 
struction Co., Greenville, S. C. to build. This is further concrete evidence 
soundness and genuine need of project approval. Wool imports would move 
through Port Royal. 

Respectfully urge affirmative action your committee. 


T. CARLISLE CRUMP, 
South Carolina State Ports Authority. 


CatLerrspure, Ky. 
WITNESSES 


HON. EARLE C. CLEMENTS, A UNITED STATES SENATOR FROM THE 
STATE OF KENTUCKY 

HON. BRENT SPENCE, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF KENTUCKY 

JAMES E. ADKINS, CITY ATTORNEY, CITY OF CATLETTSBURG 

CHARLES RUSSELL, BUSINESSMAN, CITY OF CATLETTSBURG, PRESI- 
DENT OF THE KENTUCKY FARMERS BANK 

ROBERT HUTCHINSON, BUSINESSMAN, CITY OF CATLETTSBURG 

JAMES RICHARDSON, BUSINESSMAN, CITY OF CATLETTSBURG 

WINN FIELDS, PRESIDENT, CHAMBER OF COMMERCE 

THOMAS E. PHIPPS, ATTORNEY, CATLETTSBURG, KY. 

HON. E. K. ROSE, CIRCUIT JUDGE, CATLETTSBURG, KY. 

HAROLD FRIEDMAN, CATLETTSBURG, KY. 

KELLEY HARPER, BUSINESSMAN, CATLETTSBURG, KY. 

REESE BRASSEL, ISLAND OIL & REFINING CO., CATLETTSBURG, KY. 

CHARLES GIBBS, COUNCILMAN, CITY OF CATLETTSBURG 

HON. JACK WILSON, MAYOR, CATLETTSBURG, KY. 


Mr. Botanp. The committee will come to order. We are delighted 
to have with us the distinguished Senator from Kentucky, Senator 
Clements, and our distinguished colleague from Kentucky, the Hon- 
orable Brent Spence, who are accompanied by a very distinguished 
group of gentlemen, who appear on behalf of projects at Cattletts- 


burg, Ky., and Maysville, Ky. 
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Mr. Spence, please proceed in whatever order you believe the 
testimony can most effectively be presented. 

Mr. Spence. Mr. Chairman, the gentlemen here who are represent- 
ing Catlettsburg, have prepared some statements, and they have some 
pictures as to the effects of the flood in Catlettsburg. 

Catlettsburg is a town which has been sorely devastated by the 

floods of the Ohio River. I do not have to tell you gentlemen that 
the Ohio River is an unpredictable and a very treacherous river. 
During the last 90 years, there have been 45 major floods, and the cities 
along the river, which have had no flood protection, have suffered 
greatly. 
Catlettsburg is one of the cities which has suffered great damage. 
It is located at the confluence of the Big Sandy River and the Ohio 
River. It is a narrow town; it lies low, and the floods have almost 
entirely covered it. 

These people who have accompanied the Senator and me have come 
here to ask for an appropriation for the project at Catlettsburg. 

What have the Army engineers asked for on this project at Cat- 
lettsburg ¢ 

Mr. Botanp. The tentative allocation in the budget for fiscal year 
1956? 

Mr. Spence. Yes, sir. 

M. Bonanp. This is for advance engineering and design. The total 
cost of the project is $4,560,000. It is my recollection that the allot- 
ments prior to fiscal year 1956 amount to $52,000, and they are asking 
for $50,000 in fiscal year 1956. 

Mr. Srence. Will this appropriation complete the planning and 
design ? 

Mr. Botanp. When we had the Army engineers before us, they said 
this $50,000 would be sufficient to complete the planning to the point 
that construction on the project could be begun. 

Mr. Spence. There has been $50,000 appropriated for the planning 
and design ? 

Mr. Bouanpb. $52,000; yes, sir. We have already expended $52,000, 
and they are asking for $50,000 in fiscal year 1956. 

Mr. Spence. Well, now, the gentlemen here have some photographs 
as to the damage which has been done by the floods of Catlettsburg. 

Mr. Bonanno. We would be very glad to have them submit such 
pictures to the committee. 

Mr. Spence. We also have a motion picture which will take a few 
minutes to present, but which I think would be most worthwhile for 
the committee to view. Here are some of the other pictures. 

Mr. Botanp. Is there anyone present who would like to give us a 
description, a verbal description, of this project, as we look at the 
pictures ¢ 

Mr. Spence. Yes; I think they can run some pictures on the machine 
which they would like to show you. There is no question about the 
ellect of floods at Catlettsburg. 

Mr. Apkins. Gentleman, we have a movie which runs about 8 min- 
utes which we would like to show. Pardon me, Congressman, for 
interrupting there. 

Mr. Seence. That is perfectly all right. 

Mr. Boranp. If the motion picture is only 8 minutes long, we would 
certainly like to see it. 








98 


Mr. Srence. Who desires to make the statement as to the damages! 

Mr. Apxr1ns. Congressman Spence, I will cover that. 

Mr. Botanp. Will you identify yourself for the record, please? 

Mr. Apxins. My name is James E. Adkins, and I am the city attor. 
ney for the city of Catlettsburg, Ky. I desire to make a statement at 
this time, and to introduce some of our delegates who are present, and 
if it meets with your approval, to show this little movie which we 
have later. 

Mr. Boxtanp. We will be glad to have your statement and will be 
very glad to see the film also. 

Senator Clements, do you have anything that you wish to offer at 
this time? 

Senator Cements. Mr. Chairman, I do want to make a statement 
in regard to this engineering situation later. 

Mr. Botanp. Very well, sir; you may proceed, Mr. Adkins. 

Mr. Apxins. Before beginning our statement, we would like to ask 
you this question : 

The Department of Conservation of the State of Kentucky desires to 
enter a paper for your consideration in this matter, and I understand 
Mr. Ward, who is the director of that department, has prepared such 
a paper, and that it will be submitted to you tomorrow. 

We would like to place that in the record for your consideration of 
our request. 

Mr. Botanp. Without objection, it will be done. 

(The matter referred to follows :) 


STATEMENT OF HENRY WARD, COMMISSIONER OF CONSERVATION, COMMONWEALTH 
OF KENTUCKY, CONCERNING THE CATLETTSBURG, Ky., FLOODWALL 


I am Henry Ward, commissioner of conservation for the Commonwealth of 
Kentucky, and I am representing Gov. Lawrence W. Wetherby. 

The Commonwealth of Kentucky recognizes that there should be a proper divi- 
sion of functions for the benefit of the public between the local, State, and Federal 
Governments. Rampaging floodwaters ignore local and State boundary lines and 
create problems with which these agencies of the people cannot cope. Therefore 
flood prevention and flood control constitute proper and reasonable prograws 
which should be carried out by the Federal Government. 

Pursuant to this policy, we wholeheartedly endorse the recommendatiols 
which have been made to this committee for the appropriation of funds to pro- 
vide flood protection for the city of Catlettsburg, Boyd County, Ky. There have 
been frequent devastations in this community from high water caused by flood: 
ing of the Big Sandy and Ohio Rivers. We recommend that $700,000 be appro- 
priated to the United States Corps of Engineers so that construction of this 
floodwall may be started July 1, 1955. 

The Federal Government has provided relief from floods for other commiuti- 
ties in that vicinity. Catlettsburg deserves the same consideration. 


Mr. Botanp. You may proceed, Mr. Adkins. 

Mr. Apxins. Gentlemen, we have here a representative group froi 
the city of Catlettsburg, and I would like to get their presence on tlie 
record, if it meets with your approval. 

We have here at my right Mr. Robert Hutchinson, a businessma! 
from the city of Catlettsburg; we have Mr. James Richardson, a bus 
nessman from the city of Catlettsburg; we have here Mr. Charles Rus 
sell, who is the president of the Kentucky Farmers Bank; next we have 
Mr. Winn Fields, who is the president of the chamber of commerce fo! 
the city of Catlettsburg ; next we have Mr. Thomas E. Phipps, a prom! 
nent attorney in our area, and town; next we have the Honorable F. K- 


Rose, county judge, Boyd County, who has a courthouse located in ow! 
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city ; next we have Mr. Friedman, who is vitally interested in this ques- 
tion, and next, we have the county jailer, a prominent citizen of our 
town and community; we have Mr. Reese Brassel, of the Island Oil & 
Refining Co., who I am sure is vitally interested in this matter along 
with the balance of us; we have Mr. Kelley Harper, businessman, who 
has gone through these floods for a number of years; next we have with 
us Mr. Charles Gibbs, councilman from the city of Catlettsburg and 
last but not least, as you can see his size, we have the Honorable Jack 
Wilson who is the mayor of the city of Catlettsburg. 

Mr. Botanp. We appreciate your introduction of these people, and 
we are delighted to have them all here. 

Mr. Apxrns. This group is not a large group, because we did not 
want to bring a large group up here to burden you, but we would like 
to emphasize the fact that we could have brought enough people to 
have crowded the room, and the hall, but we felt that by bringing a 
representative group here, that you would feel that the people of Cat- 
lettsburg are sincere about the construction of this floodwall. 

With that preliminary remark, we will get into our discussions. 

Catlettsburg is located at the junction of the Big Sandy and the 
Ohio River, and it is one of the first settlements in this area. It isa 
town of old standing, and not too long ago we celebrated our 100th 
birthday—our centennial celebration. 

From year to year we have had numerous floods in our city. The 
largest one occurred in 1937, and if you will pardon me for getting into 
a little personal refiection, I was living on the corner of 23d Street 
and Center, which you will see in the pictures here, which depict that 
area, and we were compelled to move from the downstairs to the up- 
stairs part of our home. 

We got varying reports on the height of the water, but eventually 
the water began to creep up toward the second floor, and we were all 
compelled to move out. However, before moving, we placed all of 
our furnishings up on wooden horses and chairs, and did everything 
which we could to try to get them out of the way of the water. How- 
ever, before the crest was reached, we lost all of our household be- 
longings. We sat there in the window, and counted the houses that 
floated down the river, gentlemen. The house directly across the 
street from us was broken half in two. After the water went down 
and receded, in our garden plot behind our house we had three small 
frame cottages. One whole block of our property which lay north 
toward Ashland, was completely wiped off the face of the map, and 
it has never been replaced. 

It seemed to us, however, at the time when we were going through 
it, that the most miserable part is the cleaning up afterward. This 
occurred in January, and the weather was very cold. We had to actu- 
ally take shovels and picks to cut the mud out of our house in order 
to get it out, and on top of this, the water got in our gas pipe, and 
cut off our gas supply, and for several days we were without any heat 
whatsoever. 

_ We had to take the gas meter off our house, and build a fire under 
it, and thaw it out, so that we could get the gas to flow through it. 

We had no more than done that when the water in the main which 
runs down the street center was plugged up, and all of that had to be 
relieved before we could get any heat. 
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We hovered over a big kettle with some coal which the Govern. 
ment was kind enough to send on side cars for the purpose of keeping 
warm. 

We have estimates to the effect that if such a flood had occurred in 
March of 1955, and if we had had the same type of water, that we 
would have suffered in our town $1.9 million in damages. 

Gentlemen, since the year 1897 we have had the average of two 
floods every year. 

We have had five floods which were higher than the ones which you 
will see on this movie. 

Mr. Botanp. Was the highest flood in 1937? 

Mr. Apxins. Yes, sir; that is correct. We had one in 1937 which 
was 10 feet higher than what you will see here today in the movies, 

You need only to walk around our city, as I did, at the time of the 
flood which occurred in March and look into the eyes of these people 
who have been run out of their homes into these public buildings, into 
the churches, into the courthouse, into the city buildings, and into 
other places, and see the regret in the faces of these people. 

The people who work there for the Red Cross will tell you that they 
never saw such a desolate group of people. Ordinarily, the people in 
Catlettsburg will come back after a flood, and say, “Well, maybe we 
have to expect it,” but these people seemed to have lost interest; they 
did not want to do anything. You would hear the little children 
crying because they had to sleep in strange beds, or no beds at all; the 
conditions are miserable and deplorable, and I am sure yow could 
not hardly realize the picture, from what I am told. 

During the 1937 flood, 80 percent of our town was covered with 
water, to a depth of an average of 17 feet, throughout. Now, we feel 
that the miserable aspect of these things merits a great amount of 
weight, but that is not the only thing that we are offering you here. 

Catlettsburg is located in the heart of an industrial area. We are 
located in an area which produces steel, in an area which produces 
petroleum, in an area which produces coal, and the byproducts of coal, 
as well as an area which produces chemicals. We are a residential 
city, and all of our people work in these plants. 

When the water gets up into the city, these plants are afflicted with 
absenteeism to a great extent. These plants proved their worth in the 
last war, and we feel that a wall to protect the city is very important 
for our country from the standpoint of national defense. 

We have two very important highways which pass through our 
town, U.S. 23, and U.S. 60. These highways are vital to the defense 
of our country in time of war. We have the C. & O. Railroad, which 
passes through our town, and during times of flood the railroad is also 
cut off. 

We know that we do not have to be told, because we can see it, that 
the erection of a flood wall is very important, and that the lack of 
such a flood wall is retarding our city. We need only to look up the 
river to other cities where we see an industrial development going 01 
behind flood walls. We can look up to Huntington, W. Va., which 
is located further up the river, and there we see industrial develop: 
ment going on, and we look over into the Ohio section, and we do not 
begrudge our friends benefits, but we can see what is happening down 
there. Our friends at Portsmouth have a wall, and down at Russell, 
our friends have a wall, and flood protection, but we are in the middle 
of this great industrial area which is very important to us. 
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We feel that unless we can get some flood protection that our town 
is going to shrivel up and die on the vine, so to speak. 

We can see the expansion which is going on about us, in these other 
cities, and we see our retardation. 

Gentlemen, in closing, I would like to leave this thought with you: 

The figures and facts show that we have a flood every 2 years, on 
the average, within the city of Catlettsburg. Are we going to have 
another flood in 2 years? I think the answer to that is going to be 
up to you. 

We appear here today to ask you for construction money in the sum 
of $700,000. We have been told by the engineers that this project is 
economically feasible. We have facts to show you that for every dol- 
lar which the Government spends, it will reap a benefit of $1.25. We 
have a favorable benefit-to-cost ratio. 

We are not here to ask you to give us something for an unreasonable 
cause, and at the same time for us not to do our part. Perhaps you 
have a lot of people who come up here and say, “We are here to ask 
you to do all of this,” but in addition, we are here to tell you that we 
are not asking you to pull us up completely, because we have gone 
out and in our own way have made an effort to do what we thought 
was required of us. 

We have voted a bond issue and are ready to provide the money 
necessary to meet the requirements placed upon us, as a result of this 
project. 

We have gone out, and we have made surveys, and we have gotten 
options, and we can sell the bonds tomorrow, I suppose, not tomorrow, 
but within a few days, or within the ordinary length of time, if you 
say to us that you are ready to help us out in building this wall. 

We are not here saying to you that we want you to do it all, because 
we have gone out, and we have tried to do our best. 

If you will bear with us a few minutes, I will get you to look at 
these films which we have, and which show the conditions which ex- 
isted in 1955. 

Mr. Botanp. Would the Senator from Kentucky like to make a 
statement at thistime? We are honored to have you with us, Senator. 

Senator CLements. I have a statement which I am not going to take 
the time of the committee to read, because some of it is repetition of 
what Mr. Adkins has said, but I will submit it for the record. How- 
ever, there is an observation or two which I would like to make to the 
committee at this time. 

I live in an area which is adjacent to the Ohio River. I served asa 
county judge, as does Judge Rose in his county, in a county which had 
« town that was ravaged by the Ohio River until 1947, when a flood 
wall was initiated there. This flood wall had its beginning some time 
ago, and I believe the discussion on this particular flood wall at Cat- 
lettsburg began before the last flood. 

Mr. Apxrns. That is correct. 

Senator CLements. This last flood has brought very forcefully to 
the minds of the people, Mr. Chairman, the need for expediting the 
tiation of this work. 

[ would like to read to the chairman of this committee, and it is not 
too long a letter, a letter which I received from the district engineer of 
the Huntington district. The letter is addressed to me, and dated 
March 25, 1955. 
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It says: 


Reference is made to your letter of March 21, 1955, requesting data additiong 
to that furnished by telephone on March 16, 1955, relative to the Catlettsbur: 
committee local protection project. 


I am not going to read all the items which contain the detail, be. 
cause they have no particular bearing on the present question. Hoy. 
ever, he sets out that the $50,000 is the amount requested. He further 
says: 


Following a major flood on the Ohio River earlier this month, which resulted 
in severe damage to Catlettsburg, an estimate was made at your request as t 
what money could be used if Congress should decide to expedite the project, and 
a feasible expedited schedule follows: 

Fiscal year 1956, $700,000; fiscal year 1957, $2 million; fiscal year 1958 
$1,808,000. 


What it would mean, Mr. Chairman, as I see it, and based upon 
my discussions with the Corps of Engineers, is that this initial contract 
can be performed just as well in 1956 as it can be performed in 19%i, 
and that being the case, action taken this year will provide insurance 
to this community just 12 months ahead of a schedule which was laid 
out before the last flood, which has really almost nearly destroyed 
the morale of a lot of people in this community. I know what Jimmy 
Adkins is talking about. I saw it on the faces of the people in Union- 
town. I also saw it in the 1937 flood, and the 1913 flood. 

I cannot urge this committee too strongly to give serious considera- 
tion to this project. I will be before you some more during your 
public-works hearings, but there is not any project in Kentucky which 
1s more deserving, in my judgment, and which needs to be expedited 
and finished, than the Calleitabens floodwall. 

I would like to submit this letter for the record. 

Mr. MarsHatbL. Without objection, it will be so ordered. 

(The letter referred to follows :) 


Corps oF ENGINEERS, UNITED STATES ARMY, 
OFFICE OF THE District ENGINEER, HUNTINGTON DrIsTRICT, 
Huntington, W. Va., March 25, 1955. 
Hon. Earite C. CLEMENTS, 
United States Senator, Washington, D. C. 


Dear SENATOR CLEMENTS: Reference is made to your letter of March 21, 1955, 
requesting data additional to that furnished by telephone on March 16, 1955, 
relative to the Catlettsburg, Ky., local protection project. 

The project will consist of approximately 3,900 feet of concrete wall, 6,500 
feet of earth levee, 4 pump stations and appurtenances. The current estimate 
of Federal costs is $4,560,000 and non-Federal costs $300,000. The total cost 
to date against the project is $51,600 which was expended for preparation of 
a definite project report completed in May 1951. The benefit-cost ratio is 
1.26 to 1. 

The budget for fiscal year 1956 now before the congressional Appropriation 
Committees contains a request of $50,000 for the Catlettsburg project. These 
funds would be used for preparation of plans and specifications for a levee 
section at the upper end of the project which would be placed under contract 
early in fiscal year 1957 and the entire project would be completed in the sprié 
or early summer of 1959. However, following a major flood on the Ohio River 
earlier this month which resulted in severe damages at Catlettsburg, an estimate 
was made at your request as to what money could be used if Congress should 
decide to expedite the project. A feasible expedited schedule follows: 
Fiscal year 1956, $700,000 

Preparation of plans and specifications for entire levee and concrete wall 
sections, July 1, 1955 to June 30, 1956 (hired labor), $110,000. 


Preparation of plans and specifications for pump stations, December 1, 195%, 
to June 30, 1956 (architect-engineer ) , $40,0000. 
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Award continuing contract for construction of all levee and concrete wall, 
April 30, 1956, $500,000 (the total contract price is estimated at $2,845,000 and 
a minimum of $500,000 available funds is desirable to promote more competitive 
bidding, resulting in savings to the Government). An estimated $150,000 would 
be expended toward contract payments in fiscal year 1956. The schedule could 
therefore be met even though this item were reduced as much as $300,000 and 
subsequent appropriations increased. 

Supervision and administration, including overhead (hired labor), $50,000. 


Fiscal year 1957, $2,000,000 


Continue construction of levee and flood walls under the continuing contract, 
July 1, 1956, to June 30, 1957, $1,300,000 (the estimated carryover of $350,000 
from fiscal year 1956 would also be expended). 

Award a continuing contract for construction of pump stations and equipment, 
September 1, 1956, $457,000. 

Engineering and design, July 1, 1956, to June 30, 1957 (hired labor), $70,000. 

Supervision and administration, including overhead (hired labor), $173,000. 


Fiscal year 1958, $1,808,000 

Complete construction of levee and flood wall under the continuing contract, 
July 1, 1957, to June 30, 1958, $1,045,000. 

Complete construction of levee and flood wall under the continuing contract, 
July 1, 1957, to June 30, 1958, $1,045,000. 

Supply electric power to pump stations by contract, March 1 to June 30, 195s, 
$70,000. 

Complete engineering and design work, July 1, 1957, to June 30, 1958 (hired 
labor), $41,000. 

Supervision and administration, July 1, 1957, to June 30, 1958 (hired labor), 
$152,000. 

I trust that the foregoing information will meet your present needs. Should 
you have questions regarding other phases of the project, I shall be glad to 
supply any available data. 

Sincerely yours, 
G. T. Drerpy, 
Colonel, Corps of Engineers, 
District Engineer. 


(The prepared statement Senator Clements referred to follows:) 


STATEMENT BY SENATOR EARLE C. CLEMENTS IN SuPppPorT OF CATLETTSBURG FLOOD 
WALL PROTECTION WorRKS 


I appreciate the privilege afforded by the committee in providing time with 
which those interested citizens from Catlettsburg, Ky., as well as members of 
the Kentucky congressional delegation may present what I consider to be com- 
pelling reasons for approving the Bureau of the Budget’s recommendations with 
respect to appropriations for Catlettsburg flood wall for fiscal year 1956, and in 
addition the necessity of further providing extra funds with which to initiate 
construction during that same period. 

The city of Catlettsburg lies in the eastern part of Kentucky in Boyd County, 
near Ashland, Ky., and has a population of 5,000 persons within its cooperate 
area of 850 acres. Situated in a corner of land formed by the convergence of the 
Big Sandy River and the Ohio River the city presents exposed fronts of about 
144 miles to each of these streams. 

Since 1887 the city has experienced damaging floods on the average of 1 every 
2 years. Starting with the record flood of 1937 up until and including the first 
quarter of this year a total of 10 major floods have caused damage estimated 
by the Corps of Engineers to be at present-day price levels approximately $4,736,- 
000. The most recent floods (1952 and 1955) which have occurred were 15.3 feet 
and 10 fee, respectively, under the record flood of 1937 which inundated 80 per- 
cent of the developed area of the city to an average depth of 17 feet. The latest 
flood in March of this year brought water and silt into virtually all of Catletts- 
burg’s business district and forced more than 200 families from their homes. 
Of little consolation is the fact that this flood did not reach the height of, nor last 
48 long as the 1937 disaster which turned 4,000 residents into refugees. In this 
pr flood season alone the estimated damage was set at $400,000 by the Corps 
of Engineers. 
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In view of the foregoing it is not at all surprising that the Corps of Engineers 
have determined that the favorable cost-benefit ratio (1.26 to 1.00) justifies 
construction of the planned flood-protection works. 

Thus far we have talked about actual property damage in Catlettsburg which 
does not include the loss of time occasioned by workers kept from their jobs, 
of the incidental damage occasioned by the disruption of travel because of 
flooded highways, the inconvenience and suffering brought about by the flooding 
of heating facilities, of the delay and incidental damage wrought by the discon. 
tinuance of court sessions, schools, public transportation, and of the curtailed 
effectiveness of medical, hospital, fire-fighting and police services, all of which 
attended this year’s rising waters. Nor does the cost-benefit calculation take 
into effect these intangible but nevertheless important factors. 

Under the present schedule upon which the Corps of Engineers is operating 
with respect to the planning and construction of this project $50,000 now recom. 
mended in the budget for fiscal year 1956 would be spent completnig plans and 
specifications for a levee section at the upper end of the project which would 
then be placed under contract early in year 1957 enabling the entire project to be 
completed in the spring or early summer of 1959. To date the sum $51,600 has 
been expended in the preparation of a definite project report completed in May 
1951. 

From information supplied by the Corps of Engineers following the major 
fiood in March of this year it is indicated that it would be feasible to expedite 
the project by the preparation of plans and specifications for the entire levee and 
concrete wall sections between July 1, 1955, and June 1956 that preparation of 
plans and specifications for pump stations could be completed by June 1956 and 
that a contract for construction of all levee and concrete wall could be let as 
early as April 1956 by a total expenditure of this work of $700,000 in fiseal year 
1956. By providing the $700,000 in the appropriations for fiscal year 1956 it 
would then be practicable to proceed on a schedule which would allow completion 
of the protection works in fiscal year 1958 rather than fiscal year 1959 as presently 
scheduled. 

Accelerating the program as suggested will provide insurance for an additional 
flood season. For these reasons I urge the subcommittee to make an additional 
provision of $700,000 in the appropriation for this project in order that the 
revised schedule so vital to the residents of the area may be followed. 


Mr. Botanp. We appreciate very deeply your statement, and I know 
the committee appreciates the fact that you have taken time from a 
very busy schedule, both you and Congressman Spence, to come here 
and give us your views, and the evidence which you have both pre- 
sented. We also appreciate the people who live in Cattlettsburg 
coming here and showing us the photographs. I think they are pretty 
good testimony of the severity of the damage in the area. 

Senator Ciements. ‘Mr. Chairman, I would like to see this film 
which they plan to present. 

Mr. Spence. I would like to join in the request of Senator Clements. 
If this project can be gotten under way in 1956, it should be done. | 
know there is a danger at all times of a repetition of these floods, and 
one flood might cost the city more in damages than the appropriation 
to start the construction of the wall. If that could be donk T join 
in that request, because I realize that these people who live along the 
Ohio River never know when the floods are coming. 

A flood wall not only protects the property and saves the people 
from material damage, but it also allays their fears of future floods 
which makes them apprehensive and unhappy. 

There is no way, in my opinion, by which the Government can spend 
money from which more gain would come than the construction of 
flood walls to protect our cities. 

We hope that you will expedite the survey and that the construction 
of the flood wall at Cattletsburg will be started at the earliest possible 
moment. 
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The Army engineers here have informed me that the preliminary 
survey could be completed within 3 or 4 months, and I hope that the 
appropriations for construction may be available at that time. Expe- 
dition is certainly desirable and the failure to exercise it may bring 
damage and suffering to many good people. 

Mr. Bouanp. The letter from the orps of Engineers indicates that 
this project could be started this year? 

Senator CLements. Yes, sir. The letter indicates that it could be 
started in 1956, and it further says that the $700,000 can be wisely 
expended in fiscal year 1956. 

Mr. Botanp. Thank you very much. 

We shall now be glad to view the moving-picture film which you 
desire to present. 

Mr. Apxins. Gentlemen, there will be a break 3 times in this picture, 
and the scene which you now see represents Center Street, when we 
were prepared to evacuate our town. You will notice the snow and 
the rain coming down there. 

Then, on Monday, we had a continuation of the evacuation. That 
is another break there, and then, Tuesday, when it crested, there is 
another break. In other words, there are 3 breaks which represent 
3 different days during which this movie was taken. 

However, the streets were inundated for several days longer than 
that. We had people from the State highway department, as you 
can see, helping to move the people out of the high water. 

Senator thus May I say, that this is one of the major floods 
which we have had here. 

Mr. Apxrins. Senator, we have had some floods which were worse. 

Mr. Bouanp. This is a picture of the flood which occurred in 1955? 

Mr. Apxrins. Yes, sir; in March 1955. 

You can see the snow coming down there, in that movie, I think, 
if you look closely. 

Mr. Botanp. What flood preceded the one in 1955? 

The one in 1950? 

Mr. Apxins. Yes, sir. These are earlier. If you will notice there, 
sir, they are arranged by the amount of damage which each caused, 
rather than their chronological order, according to time. 

Mr. Botanp. Is practically all of the damage caused by the flooding 
of the Big Sandy River, or does the Ohio River give you trouble? 

Mr. Apxins. The Ohio causes the trouble, mainly. We receive most 
of our flood problems, in my experience, from the Ohio, and I think 
that is correct. 

Senator Ctements. The flood conditions are so much worse when 
both rivers are flooded. 

Mr. Apxins. This year we had a big runout on both streams, and 
vou will notice the flood mark there in the window. That was kind 
of a trick situation. 

Here is the Federal building which would be protected. I think 
we had one term of that court disrupted by the high water. You will 
notice, also, how muddy the water is. This flood left more debris 
and filth around than floods which we have had for several years. 
Everyone was complaining about how dirty this one was. This is the 
city building here. You can see that we had the problem of fire 
protection, because we had to divide our fire-fighting equipment up 
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into ae groups in order to cover the town and place it out on high 
ground. 

~ "There is a picture of Mr. Hutchinson, which shows the people at 
the funeral home, and if you will look down the street, you can see 
the water. I believe Mr. Hutchinson had to turn around and go back 
out the back way in order to get the sick people out. You can see 
how swift the current is. It breaks out windows, and does considerable 
damage, and washes off the siding of your home. 

I think, if you will look closely, you can see the top of the parking 
meters, and see how swift the current flows around the buildings. 

When the next break comes, within that break, you will have the 
crest of the water. You will have the height that the water achieved, 
and the next break which you see in this film. It is just discouraging, 
gentlemen, and no one wants to improve their property or to do any- 
thing to it for tomorrow you may have water. I got blamed for 
this flood. I built a little office building, and before I had the front 
door on it, I had 16 inches of water inside. This scene is looking down 
the main street of town, and you can see how high the water is. 

Mr. Botanp. What was the vote on the bond issue ? 

Mr. Apxtns. We had to carry the bond issue by 38 to 1, majority, 
and we want to say we went a way over that. 

T think if you will look closely here, somewhere you will see the 
signs which we made, and put out, saying “Vote yes for the flood 
weer and people put them out to emphasize the fact that we really 
need it. 

This is the beginning of the third day, and that is Government 
property, gentlemen, at the locks. All of that represents the money 
of the taxpayers there to repair. 

That is Government property. 

This scene shows the situation going up into the area which faces 
the Big Sandy River. This yellow house which you see there is one 
where the water has gotten in the gas pipes, and those people were 
without any heat all during the flood. 

On this day, the water crested, and we would like to emphasize to 
you that the 1937 flood, if you will look at those buildings, was 10 feet 
higher than that water, and that we had 6 others, including the 1932 
flood, which were higher than that one. 

This is the courthouse, on which we have spent considerable money 
remodeling, and we just about had it done when the flood came, and 
we had water all around, and in the basement, which interfered with 
one term of circuit court. Is that not correct, Judge Rose? 

Judge Ross. Yes, sir. 

Mr. Apxrns. If you will put 10 feet on top of that water there, 
gentlemen, you can see what we had in 1937. 

Senator CLements. You were up in the second floor of that build- 
ing which is shown? 
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Mr. Apxins. Yes, sir; we were up on the second floor of all of those 
buildings. 

If you will look closely, you will see the sign which says, “Vote yes 
for the flood wall.” 

The lady whom you see in the picture now is a lady by the name 

of Belle Smith, who lives there. She has been running a hotel for 
years, and she is really up in the air over this water situation. 
" The scene which you now see shows where the city had its station 
over at the depot. This is one of the first buildings which gets sur- 
rounded and inundated by water, and then there is the post office. 
The scene which you now see is an aerial view, and you can see from 
the aerial view that we are practically all surrounded by water, and 
the whole town is practically covered with water. 

The next scene shows the area crossing the Big Sandy bridge and 
going down to U.S. 60. All of U. S. 60 was completely covered, and 
U.S. 23 was completely covered with water. 

It is just impossible for people who live on either side of Catletts- 
burg to get up to the Ashland Oil & Refining Co., or down to the 
American Rolling Mill during the time of this water, without going 
back out around through the country, and some of them get com- 
pletely cutoff. 

Gentlemen, we thank you for your time, but if you have any ques- 
tions, maybe we can attempt to answer them. 

Mr. Botanp. I think the questions have been very emphatically 
answered by the photographs and by the film. 

We certainly appreciate the appearance of Senator Clements and 
Congressman Spence, Mr. Adkins, and the Mayor, and all of you 
distinguished businessmen from this area. 

We recognize the problem which you have, and we appreciate the 
arguments which have been furnished to us today. 

Thank you very much for your appearance here. 

Senator CLEMENTS. Mr. Chairman, you have another delegation out 
here from Maysville, and I would like to tell you what my position is 
on that matter. 

We will have a hearing this afternoon in the Senate with this same 
group, and I want to go with them, but I want to tell you of the 
confidence which I have in this committee, and in the subcommittee. 

The full committee approved the budget estimate for the Maysville 
flood-control wall, and the allocation of funds in fiscal year 1956 
will complete it. I have no doubt in my mind but what the committee 
will approve it. We are as anxious, really, as the people at Mays- 
ville, to see it completed. 

Mr. Boranp. Senator, the committee appreciates the confidence 
which you have in us. 

Mr. Spence. Mr. Chairman, we appreciate very much the cour- 
tesies which have been extended to us here today. 
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FLoopwaL., Maysvin.e, Ky. 
WITNESSES 


HON. BRENT SPENCE, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF KENTUCKY 

MRS. R. H. HORD, MAYOR, MAYSVILLE, KY. 

KENNETH T. HARDYMAN, MEMBER OF FLOODWALL COMMITTEE OF 
MAYSVILLE, KY. 

W. B. MATTHEWS, MEMBER, FLOODWALL COMMITTEE OF MAYs. 
VILLE, KY. 

TOM DONOVAN, MEMBER, FLOODWALL COMMITTEE OF MAYSVILLE, 
KY. 

BERNARD COUGHLIN, MEMBER, FLOODWALL COMMITTEE OF MAYs. 
VILLE, KY. 


Mr. Botanp. The next item which we have for consideration is tha 
request for funds in connection with the Maysville, Ky., project. 

We are delighted to have such an attractive mayor with us. 

Mrs. Horn. Thank you very much. 

I would like to present the gentlemen of the Floodwall Committee, 
Mr. Chairman. 

Mr. Botanp. You may proceed. 

Mrs. Horp. I would like to present Mr. Bernard Coughlin, Mr. 
William Matthews, Mr. Thomas Donovan, and Mr. Kenneth Hardy- 
man. 

Mr. Coughlin has a prepared statement which he leaves. 

Mr. Botanp. The committee notes that the appropriation request 
for fiscal year 1956 will complete the project ? 

Mrs. Horp. That is correct. 

Mr. Botanp. The committee also notes that the project was started 
some time ago. I think the first appropriation was made in 1954, 
and the appropriation budgeted for 1956 by the Bureau of the Budget 
would complete the project. 

Mrs. Horp. Yes; by the spring of 1956. 

Mr. Botanp. The appropriation request is in the amount of 
$1,540,000. 

Mrs. Horp. That is correct. 

Mr. Spence. We have already expended, I think, about $5.5 million. 

Mr. Botanp. I want the deheation here to know that your Con- 
gressman has spoken to the members of the committee long before 
this hearing, and, of course, as you know, he was active on this par- 
ticular project since its inception. We are grateful to acknowledge 
his presence here. We are also grateful to acknowledge the presence 
of his constituents. If there are any statements which you want to 
leave with the committee, or brief statements which you might want 
to give orally, we would be delighted to have them. 

Mr. Spence. I knew we had an appropriations committee respon- 
sive to our needs. 

Mr. Botanp. Without objection, the statement which has just been 
handed to the chairman will be entered into the record at this point. 
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(The statement is as follows :) 


STATEMENT OF THE REPRESENTATIVES OF THE CiITy OF MAYSVILLE, KyY., TO THE 
SENATE CIvIL FUNCTIONS SUBCOMMITTEE 


WasHIneTon, D. C., May 4, 1955. 
May It Please Your Honorable Committee: 

We appear before you representing the city of Maysville, Ky., requesting an 
appropriation to continue the building of a flood wall on the Ohio River at 
Maysville, Ky. 

The authority for the local protection project for Maysville, Ky., is the Flood 
Control Act of 1938, Public No. 761, 75th Congress, 3d session and House Docu- 
ment No. 306, 74th Congress, Ist session; House Committee on Flood Control, 
Document No. 1, 75th Congress, 1st session; and Report No. 2353, 75th Congress, 
3d session. 

The project consists of flood walls and levies. 

The urgency for the appropriation for the project is apparent for these 
reasons : 

(1) The flood stage at Maysville is 51.6 feet which has been exceeded during 
the past 40 years 25 times on the average of 1 each 19 months, 

(2) The estimated annual loss saved is approximately $250,000. 

(3) Floods practically isolate Maysville’s hospital. 

(4) The city water pumping station is submerged by all major floods. 

(5) Many homes, industries, mercantile establishments and banks are flooded. 

(6) Maysville, the ‘second largest burley looseleaf market in the world, is 
demoralized by the floods. 

(7) The farming area produces more than 1 million pounds of milk daily, 
all of which is lost. 

(S) There would be considerable protected railroad trackage in Maysville. 

(9) Maysville voters voted 10 to 1 to issue bonds to pay its part of the cost. 

We wish to thank you for your courtesy in affording us an opportunity to 
appear before you. 

Sincerely, 
F'LOODWALL COMMITTEE OF MAYSVILLE, Ky., 
W. B. MatTHEws, 
Member. 
Tom W. DUNOVAN, 
Member. 
KENNETH T. HARDYMAN, 
Member. 
D. BERNARD COUGHLIN, 
Member. 
REBEKAH H. Horp, 
j : , Mayor. 

Mr. Spence. The Army engineers have asked for just what it takes 
to complete the project. 

Mr. Botanp. That is right. They have asked for an amount which 
will complete the project in toto. 

Long before I became a member the committee was aware of the 
necessity for doing the work there and has made provision for it. 

Mr. Spence. With the assistance of these gentlemen, you will never 
have any trouble. 

Mrs. Horp. Gentlemen, I have been in office for 5 years, and these 
gentlemen have been pursuing you, and the money which you are 
providing for us. We are so very grateful to you for what you have 
done for the past 6 years. They were in before I was elected, but I 
have come up here for 5 years, and this is a golden opportunity for 
you, and I will talk, because I was elected to do that, and whenever 
I get in, they cannot get me out until I say something. 

You are familiar with our situation, but I would like to leave with 
the committee a copy of a paper, and I think it is dated as of March 10, 
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which gives a picture of the flood which we experienced this year, the 
ninth major flood in Maysville, or the ninth highest flood. 

If it had not been for the flood wall which we now have, and the 
methods which were adopted by the engineers, we would have lost 
hundreds of thousands of dollars, and that did protect us. In this 
area which was protected, there were 2 new buildings which had just 
been erected, at a cost of over $150,000. They erected dams, and in- 
stalled pumps, and the water stopped at 60.3 feet. If it had gone 
9 inches higher, the engineers told us that they could have given no 
protection, and the protection for which they had spent their money 
would have been of no avail. 

However, if we can get this money now, this $1,540,000, and get this 
project put through by 1956, you will not have to worry with any of 
us any more. You are going to do all of that for us; are you not? 

Mr. Boranp. You may be sure the matter will be given most careful 
consideration, and that we are always glad to see anyone from Ken- 
tucky here. 

Mr. Horp. I want you to realize that Maysville is a most impor- 
tant industrial center. We have three of the world’s biggest indus- 
tries of their kind. Weare the second largest burley looseleaf tobacco 
market in the world, and these floods always occur during the tobacco 
season. 

If the markets are closed, we lose those sales and experience con- 
siderable unemployment. We have a retail center for 5 counties in 
Kentucky, and 2 other counties in Ohio. We have a radius of 7 coun- 
ties, as a retailing center, and in the area of marketing, we are a center 
of 100,000 people. 

Mr. Spence. I suggest that when we complete this project, we have 
a great celebration and invite the subcommittee down. 

Mrs. Horp. Yes. Thank you, gentlemen, so much, 

Mr. Botanp. Thank you for taking the time to come up here. 

Mr. Marsnarv. I would like to make one statement: 

I would like to say for the record that, having served in the Con- 
gress with Congressman Spence, I know of no one who is held in any 
higher regard and admiration than your Congressman. 

Mrs. Horp. Well, we feel that way about it, too. 

Mr. Spence. Thank you very much. 

Mrs. Horp. We feel that way because we have sent him up re- 
peatedly, and we will continue to do so. 

Bless his heart ; we not only think highly of him, but we love him. 
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Frioop WALL FoR THE ENnpicorr-JOHNSON Crry-VESTAL AREA 


WITNESSES 


HON. W. STERLING COLE, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF NEW YORK 

HORACE EVANS, NEW YORK STATE FLOOD CONTROL COMMISSION 

HON. WARREN W. ANDERSON, STATE SENATOR 

P. CLAY KNICKERBOCKER, BROOMS COUNTY CHAIRMAN, WESTERN 
FLOOD CONTROL COMMITTEE 

ROBERT AUSTIN, ASSISTANT TO THE VICE PRESIDENT, INTERNA- 
TIONAL BUSINESS MACHINES 

MARRY MOORE, PLANT ENGINEER, ENDICOTT-JOHNSON SHOE CORP. 

EDWARD QUIGLEY, ENGINEER, VILLAGE OF ENDICOTT 

PAUL METACEK, CHAIRMAN, TOWN OF VESTAL FLOOD CONTROL 
COMMITTEE 

HARRY JACKSON, COUNCILMAN, TOWN OF UNION 

HON. CARLTON POPPLE, JUDGE, TOWN OF UNION 

WILLIAM BARNES, PLANNING DIRECTOR, TOWN OF UNION 

NICK ENGLISH, SUPERINTENDENT OF PUBLIC WORKS, ENDICOTT 


Mr. MarsHatu. The committee will come to order. 

We are very happy to have before us our distinguished and able 
colleague from New York, Congreeman Cole. 

Congressman, do you have a statement which you wish to make? 

Mr. Corr. Mr. Chairman, only a very brief introductory statement 
to quickly picture the situation in the minds of the members of the 
committee. 

The item which this rather large group of local citizens is interested 
in is the appropriation of approximately $4 million for a flood and 
levee wall in the Johnson City-Endicott-Vestal section of the upper 
watershed of the Susquehanna River, and an area which was formerly 
represented by our colleague, Edwin Arthur Hall, whom I am sure 
you all recall. 

Within the past 3 or 4 years a resurvey has been made by the 
Army engineers, and because their recommendations of a couple of 
years ago provided for 3 or 4 new large dry dams, among them a 
dam known as the Mount Upton Dam, there was a rather large and 
substantial protest against that dam. 

Had the Army engineers’ recommendation been adopted, and the 
dam been constructed, it is my own personal viewpoint that the need 
for levees and flood walls downstream would have been materially 
lessened, at any rate. 

A most important factor in the decision to eliminate the Mount 
Upton Dam was the position taken by the former chairman of the 
Appropriations Committee, Mr. Taber, in whose district the Mount 
Upton Dam was to have been located. He argued that it was an 
unnecessary expenditure of money to build this large dry dam, 
amounting to $15 million or $20 million in cost, and felt that it would 
be much more logical to spend a lesser amount in appropriate areas 
for flood walls and dikes, and that is the situation at Johnson City 
and Endicott area. 

_ Not having the dry dam, it makes it all the more necessary and 
imperative to have a levee and flood wall in this area. 
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Mr. Horace Evans is the secretary of the New York State Flood 
Control Commission. He is here, and will speak, and he, in turn, 
will pass the ball along to the various representatives, who are repre- 
senting the three communities, the large industries which are af- 
fected by this flood hazard, the schools, and the local interests. 

Mr. Chairman, that completes my part of the statement, and now, 
Mr. Evans, who is the New York State director for flood control, wil] 
take over. 

Mr. Evans. Mr. Chairman, I am executive director of the New 
York State Flood Control Commission, which is the official State 
agency, created to cooperate with the Federal Government on all 
flood-control matters. 

The commission is highly in favor of this project. On several 
occasions, it has expressed its willingness to participate, as might be 
required. 

Congresman Taber is very well aware of our attitude. In corre- 
spondence which I have had with him, he is highly in favor of this 
project also, and I am not going to take any more of your time, 
except to say that the project was authorized last year in 1954, in the 
Federal Flood Control Act, at a cost of some $4.5 million to the 
Federal Government, and some $789,000 non-Federal costs. 

We are willing, eager, and desirous of accepting the responsibility, 
if allowed by the Congress to do so. 

These gentlemen who will appear very briefly before you will sub- 
stantiate my remarks. : 

At this time I would like to introduce New York State Senator 
Warren M. Anderson, of Binghamton, who is a member of the New 
York State Flood Control Commission. 

Mr. Botanp. Will someone pinpoint this particular project for us! 

Mr. Evans. I will take this drawing from the congressional docu- 
ment, and use it to illustrate the location. 

In the upper right-hand corner is New York State, and_ Endicott, 
Johnson City, and Vestal are located on the Susquehanna River just 
downstream from Binghamton. 

Mr. Botanp. What is the total cost of the project ? 

Mr. Evans. The total estimated cost is $5,258,000, of which #4,- 
469,000 is Federal and $789,000 State or non-Federal. 

Incidentally, New York State is the local interest in flood-control 
projects, according to statutes, which Senator Anderson will explain. 

The local requirements are that we undertake certain work in con- 
nection with the project to take care of the cost of all lands, easements, 
and rights-of-way, and to hold forever the Government free from 
damage, and to carry on the maintenance and operation of it after 
completion. We are willing and prepared to have a certificate of 
assurance executed by the State on this participation. 

My reason for appearing here, gentlemen, is that this was not in 
the budget request, and we feel that at least a start should be made. 
Even though construction funds might not be appropriated, we do 
hope and pray that you will appropriate the sufficient funds to under- 
take a definite project plan. 

Mr. Botanp. There has been no advance planning by the Corps of 
ingineers, on it, as of this date? 
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Mr. Evans. No, sir. As of this date, the only planning we have 
on it is what was in the report to Congress, contained in House Doc- 
ument 500 of the 81st Congress, 2d session. It would be necessary to 
have funds for a definite project report, and advance planning. 

Mr. Boranp. When was this project authorized / 

Mr. Evans. It was authorized by the Federal Flood Control Act 
of 1954. Ihave forgotten the date of it but I believe it was in August, 
as I recall, of last year. 

Mr. Boxanp. In the face of the opposition to the building of the 
dam, I think you have done pretty well in that you have this project 
authorized as of last year, and are attempting to obtain some advance 
planning on it now. 

Mr. Corg. I think that the reason we have been moving so success- 
fully so far is because of the opposition to the dam being eliminated, 
and the forthcoming support for this project. 

Mr. Botanp. Did the opposition to the dam come from towns- 
people and city people in the area? I recognize what you said about 
our colleague, Mr. Taber, but that was only a question as to the cost, 
and that it could be done cheaper some other way. 

Mr. Cote. Well, I would rather let him give his arguments him- 
self, rather than to try to quote him, but I can say that there was 
a great deal of local opposition, which he very properly represented, 
irrespective of what the cost was. 

Mr. Evans. Incidentally, this report, as a result of a resolution in- 
troduced by Congressman Cole, followed a flood on Memorial Day 
in 1946 in this area. In fact, the entire Susquehanna watershed was 
under water. 

Mr. Botanp. When did the latest flood occur there? Was there one 
this year ? 

Mr. Evans. There are some small additional damages every year, 
but the major flood was in 1946, and there was one in 1948. However, 
the tremendous damage was done in 1935 and 1936. 

Mr. Botanp. What was the extent of the damage in 1948 in terms 
of money ? 

Mr. Evans. I think Mr. Knickerbocker has an interesting estimate 
on that. 

Mr. Knicxersocker. I think the Army engineers figured around 
$1 million in 1948. 

Mr. Evans. At this time, with your permission, I would like to 
introduce Mr. Anderson. 

Mr. Botanp. We shall be glad to hear from Senator Anderson. 

Mr. Anperson. Gentlemen, my name is Warren M. Anderson, and 
] am a member of the New York State senate, and a member of the 
New York State Flood Control Commission. 

The chairman of the commission is ill, and was unable to appear. 

I also happen to reside in the area, and represent the area where this 
particular project is planned, and I want to reiterate what Mr. Evans 
suid to the effect that the State has the local participation, and is 
willing to participate, and to take care of its share of the expenses. 

So, the Federal Government will only have to look to one agency, 
the State of New York. However, the local communities involving 
the village of Endicott, Johnson City, and the town of Union, as 
will be told by their representatives here, have expressed a willing- 
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ness to assist in that local participation, but so far as the Federal] 
Government is concerned, it will only have to deal with one agency, 
the State of New York, which will assume the responsibility. 

I want to say that of all the projects which have been authorized, 
but which have not as yet been begun, this particular project here 
ranks No. 1 so far as the New York State Flood Control Commission 
is concerned. 

I do not think I want to say anything further than that, unless you 
have some questions which you wish to direct to me. 

Mr. MarsHatu. What is the contribution of the State of New York 
and the city of Endicott? 

Mr. Anverson. It will be, roughly, about $789,000. 

Mr. Marswatu. What would be the Federal contribution ? 

Mr. Anperson. The Federal contribution would be $4,500,000, 
roughly. 

Mr. MarsuHatu. Thank you, Senator. 

Mr. Evans. Next, Mr. Chairman, is Mr. Clay Knickerbocker, who 
is chairman of the Broome County—incidentally, this project is lo- 
cated in Broome County—Flood Control Committee, and he will 
speak briefly, and after he introduces 2 or 3 others, we will have wound 
up our presentation. 

Mr. Botanp. We shall be glad to hear from Mr. Knickerbocker. 

Mr. Kwnickersocker. The 1938 flood damages about which you 
asked amounted to $1.2 million. . 

I would like to introduce Mr. Robert Austin, who is assistant to 
the vice president of International Business Machines, 1 of the 2 
large industries located in our valley. 

Mr. Austin. Thank you, Mr. Knickerbocker, and gentlemen. 

My name is Robert H. Austin, representing the International Busi- 
ness Machines Corp. I am located at our main plant, at Endicott, 
N. Y. I brought the figures along, sir, for the community. I can 
give you the figures for IBM, if you wish. 

Mr. Botanp. We would be very glad to have them. 

Mr. Austin. I got this information from the chamber of commerce, 
as to the total payroll loss, and production loss, and what it would 
mean to our community. 

I present this for the community of Endicott, and the surrounding 
areas covered by this program. 

If there should be a recurrence of the 3-day loss due to the previous 
flood, it would mean a loss in payroll of $1,750,00, and the production 
loss during that same period would be $2,125,000. 

We realize that this is a substantial loss to our community, We are 
doing some very effective work there now in the defense work, as 
well as other production, and we would consider anything which is 
appropriated for our project to be in the interest of the protection of 
this area, and would be a good investment. 

In other words, any taxes which might be necessary, we consider 
it a very good investment. 

Mr. Botanp. Thank you. 

Mr. Evans. Mr. Chairman, Mr. Austin was speaking about a repeti- 
tion of our 1936 flood, which tied up the entire valley for a week. 
We have a payroll of $1,750,000 in our little community, mind you, 
and you can see what the damage there would be. 
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I would like to introduce Harry Moore, who is the plant engineer 
for the Endicott-J ohnson Shoe Corp. 

Mr. Moore. If there should be another recurrence of the 1936 flood, 
as far as Our company is concerned, and I presume that these figures 
were probably included in Mr. Austin’s figures, there would be a pay- 
roll loss of $197,000, and the production loss to the company would be 
$703,000. 

The company also paid in 1936 approximately $13,000 of their own 
money to help the workers out whose homes were flooded, and to get 
them back on their feet again. 

I wish to submit also a picture which was taken from the Vestal- 
Endicott Bridge, during the 1936 flood, which shows our Endicott 
waterworks pumping station, and upon which greater Endicott is 
dependent for its public water supply. 

At that time that station was closed down for about 36 hours. 

Mr. Evans. I would like to introduce now, Edward Quigley, engi- 
neer, for the village of Endicott. 

Mr. Quietey. Mr. Chairman, my name is Edward J. Quigley, and 
lam a member of the Engineering Department of Endicott. I have 
here a copy of a resolution of the village board, in which it is stated 
they are willing and agreeable to appropriate any money necessary. 

Mr. Botanp. That resolution will be incorporated into the record at 
this point. 

(The resolution referred to follows :) 

VILLAGE OF ENDICOTT, 
Broome County, N. Y., April 26, 1955. 
Mr. Horace 8. Evans, 
Executive Director, New York State Flood Control Commission, 
Albany, N. Y. 


Dear Srr: At the regular meeting of the Board of Trustees of the Village of 
Nndicott, N. Y., held on April 25, 1955, the following resolution was offered by 
Trustee Lachman who moved for it’s adoption : 

“Resolved, That the village of Endicott, N. Y., is ready to participate in the 
financial arrangements for the construction and maintenance of such flood 
control walls along the north bank of the Susquehanna River at the village 
of Endicott, N. Y., as may be required for the protection of the village, and further, 
that Mr. E. J. Quigley, of the engineering department, village of Endicott; Mr. 
Nick English, department of public works, Endicott, N. Y.; and Mr. P. C. 
Knickerbocker, planning board, Village of Endicott, N. Y.; attend the flood- 
control hearing in Washington, D. C. on May 4, 1955.” 

The motion was seconded by Trustee Pier and unanimously passed by the 
board of trustees. 

Very truly yours, 
RaAtpu A. Jackson, Village Clerk. 


Mr. Evans. I would like to introduce Paul Metacek, who is chair- 
man of the Town of Vestal Flood Control Committee. 
_ Mr. Meracex. I have a resolution from our town board, support- 
ing the willingness and the anxiousness to get the appropriation for 
the flood-control project. 

(The resolution referred to follows :) 


RESOLUTION—TOWN BOARD OF THE TOWN OF VESTAL, BROOME County, N. Y. 


RESOLUTION OF THE TOWN BOARD RE PROPOSED FLOOD-WALL CONSTRUCTION IN TOWN 
OF UNION AND TOWN OF VESTAL BY FEDERAL GOVERNMENT 


At a meeting of the town board of the town of Vestal, Broome County, N. Y., 


held in the Town Office Building, Vestal Parkway West, town of Vestal, Broome 
County, N. Y., on the 27th day of April 1955: 
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Present: Leland L. Jones, supervisor; Leland Morton, justice of the peace; 
William Castle, councilman; Harold R. Clark, justice of the peace; Bernard 
Pierson, councilman. 

Whereas the town of Vestal is situate and located on the south side of the 
Susquehanna River and is subject to flooding and overflow from the said Susque- 
hanna River at various times during periods of high water ; and 

Whereas the town of Vestal by and through its flood-control committee has 
sought to solve the aforesaid problem of flooding and overflow by working and 
planning with representatives of the town of Union and village of Endicott; and 

Whereas the town of Vestal has also consulted with and planned with the 
Western Broome County Flood Control Committee seeking to alleviate and pre- 
vent the aforesaid condition and overflow of the Susquehanna River; and 

Whereas certain plans have been advanced by the United States Government 
for the construction of flood walls along the north and south banks of the Sus. 
quehanna River in certain areas in the town of Union and in the town of Vestal; 
and 

Whereas public hearings will be held before the Appropriations Committee, 
House of Representatives, Washington, D. C., on or about May 4, 1955; and 

Whereas it appears desirable and in the best interests of the people of the 
town ef Vestal for this board to consider and study the aforesaid plans for 
the construction of said flood walls, 

Now, on the motion of Leland Morton, justice of the peace, it is 

Resolved, That the town of Vestal shall designate Paul Mitacek, chairman of 
the Town of Vestal Flood Control Committee, as its representative to appear 
before the Appropriations Committee, House of Representatives, Washington, 
D. C., on or about May 4, 1955, in connection with the public hearings to be 
held by said committee in connection with the proposed plans for the construe- 
tion of flood walls on the north and south banks of the Susquehanna River in 
certain areas of the town of Vestal and town of Union; and be it further 

Resolved, That the town of Vestal, as far as is possible within its financial 
ability, support the proposed construction of said flood walls, assuming that 
said construction will be economically justifiable; and be it further 

Resolved, That the town of Vestal continue to study and plan in connection 
with the aforesaid construction of said flood walls in conjunction with the town 
of Union, Western Broome County Flood Control Committee and Town of Vestal 
Flood Control Committee. 

The motion for adoption was seconded by Harold R. Clark, justice of the 
peace. 

A vote was then taken upon the motion for adoption of the said resolution 
with the following result: 

Ayes (5): Mr. Jones, Mr. Morton, Mr. Castle, Mr. Clark, Mr. Pierson. 

Nays: None. 

Absent: None. 

The resolution was then declared duly adopted by the supervisor on April 27, 
1955, by the affirmative vote by all of the members of the said board present at 
said meeting. 

The undersigned hereby certifies that the foregoing is a true and correct copy 
of a resolution passed and enacted by the Town Board of the Town of Vestal, 
Broome County, N. Y. on the 27th day of April 1955, and entered in the minutes 
of said board. 

Dated: April 27, 1955. 

[SEAL ] LESTER O. KRETSCHMAR, 

Town Clerk, Town of Vestal, Broome County, N. Y. 


Mr. Evans. I would like to introduce Harry Jackson, a councilman 
for the town of Union. 

Mr. Jackson. Gentlemen, the town board, of which I am a member, 
has passed a resolution backing and is willing to pay its share on this 
flood-control project. 

I do have here a picture of one of the Government-owned buildings 
in Westover, which is located in the town of Union, presently occu- 
pied by the General Electric Co., which has a value of $7 million, and 
directly in back of this plant, which is not shown in the picture, 1 
also a New York State electric powerplant valued at $25 million. 

I would like to submit this picture to the committee at this time. 
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Mr. Botanp. Mr. Jackson, how far is the town of Union from the 
Susquehanna River? Are you located right on the river? 

Mr. JAcKson. Yes, sir; we are. 

Mr. Boxanp. I notice here that Endicott is located between Union 
and the river. 

Mr. Evans. Endicott is a village located within the town of Union. 
It is a geographic subdivision, but Endicott is a village within the 
town, as well as Johnson City. 

Incidentally, that plant has been about doubled since that picture 
was taken, and if we had a repetition of the 1936 flood, there would 
be about 3 feet of water on the floor of the plant. 

This $25 million electric plant, which I told you about, had, I 
think, 12 feet of water in it during the 1936 flood. 

Gentlemen, I have a whole briefcase full of facts and figures, and 
I could talk for 2 hours, but we appreciate your patience and your 
graciousness in hearing us today. 

I would also like to introduce Mr. William Barnes, who is planning 
director of the town of Union, and Mr. Nick English, superintendent 
of public works for the town of Endicott. 

We, however, will not ask them to make a statement. 

We have established the economic justification of this project, and 
I do not think it is necessary to submit more facts and figures in 
trying to sell you a bill of goods, because that is what we did with 
the other committee. 

Mr. MARSHALL. We appreciate your coming down here, and we 
appreciate having the opportunity of serving with your fine and able 
representative, Congressman Cole. 

Mr. Evans. We think so, too. 

Mr. MarsHat. It is also a real pleasure to serve on this committee 
with your Congressman from New York, the Honorable John Taber. 
We have served with him for a long time, and we are certainly appre- 
ciative of his ability, industry, and hard work. 

Mr. Corz. Mr. Chairman, I appreciate those fine complimentary 
remarks, and let me express my confidence and certainly my hope that 
the other members of your committee will give heed to Mr. Taber’s 
counsel when he comes before you to make recommendations on this 
subject, because I am confident that he will continue the recommenda- 
tion which he made 2 years ago. 

Mr. Marswauy. Thank you. 
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Tampa Harpor Prosect 


WITNESSES 


HON. GEORGE A. SMATHERS, A UNITED STATES SENATOR FROM 
THE STATE OF FLORIDA 

HON. WILLIAM C. CRAMER, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. CHARLES E. BENNETT, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 

HON. ROBERT L. F. SIKES, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. DANTE B. FASCELL, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. A. S. HERLONG, JR., A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. PAUL G. ROGERS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. JAMES A. HALEY, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. D. R. (BILLY) MATTHEWS, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 

HON. CURTIS HIXON, MAYOR, CITY OF TAMPA, FLA. 

ELLSWORTH SIMMONS, CHAIRMAN, BOARD OF COMMISSIONERS, 
HILLSBOROUGH COUNTY, FLA. 

BYRON BUSHNELL, CHAIRMAN, PORT DEVELOPMENT COMMITTEE, 
GREATER TAMPA CHAMBER OF COMMERCE 

GUNBY GIBBONS, ATTORNEY AT LAW, TAMPA, FLA. 

NORMAN S. BROWN, ATTORNEY, HILLSBOROUGH PORT AUTHORITY 

CHARLES LOES, DIRECTOR AND TRAFFIC MANAGER, CHAMBER OF 
COMMERCE, TAMPA, FLA. 


Mr. Marsnatt. The committee will be in order. We are very 
pleased to have before us this afternoon our distinguished and able 
colleagues from the State of Florida, as well as one of the able Senators 
from Florida, formerly a Member of the House. 

Congressman Sikes, we will ask you to proceed. 

Mr. Sixes. Thank you, Mr. Chairman. You are very kind and we 
are grateful for this opportunity of appearing as a delegation accom- 
panied by supporting witnesses from the city of Tampa in support of 
the Tampa Harbor project. 

This, Mr. Chairman, as we expect to be able to point out to you, is 
one of the Nation’s major ports, one of the largest ports of the South- 
east, a port which has had no major work done since 1936. In view of 
the great advances that have been made in shipping and the increases 
in size and draft of vessels since that time it is obvious that there is a 
great need for bringing this important facility up to date. 

There is in the budget a recommendation for an appropriation of 
$977,000 for fiscal years 1956 and 1957, and this group is supporting 
that budget request. 

Mr. Chairman, I should like to have the privilege of presenting to 
you first our former colleague in the House, presently the distinguished 
Junior Senator from Florida, the Honorable George Smathers. 

Mr. MarsHatu. We would be pleased to hear from the distinguished 
Senator. 
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STATEMENT BY SENATOR SMATHERS 


Senator Smatuers. Thank you, Dean Sikes and Chairman Marshall. 

First may I say that I have a statement here which has been pre- 
pared for me, which I have read over and which I certainly am happy 
and honored to put under my name. It has been well done and it well 
explains all the facts. I am confident if you members have an 
opportunity to read this statement that you will be persuaded of the 
necessity and essentiality of this project and will give all the money 
asked for from this committee. 

Mr. MarsHaty. We would be pleased to place that in the record. 

Senator Smaruers. I will submit that for the record. 

(The statement is as follows :) 


STATEMENT OF SENATOR SMATHERS 


Mr. Chairman, I am very grateful for the opportunity to appear before this sub- 
committee in support of the Bureau of the Budget’s recommendation that $977,000 
be appropriated for the Tampa Harbor project. In view of the imperative need 
for early completion of the project, I would like to strongly urge this committee 
to give serious consideration to reporting favorably on the recommended appro- 
priation. 

There exists a real need for adequate appropriations to permit the start of the 
project, predicated upon the benefits that will accrue to our national defense 
and our national economy. 

Since 1880 Tampa Harbor has been recognized as one of the more important 
ports of our Nation. The great benefit that would accrue to a large area of 
Florida is the reason why this project has been supported by the entire delega- 
tion for over 10 years. 

It is important to note that in 1953 over 13,000 commercial vessels used 
Tampa Harbor and the traffic through the harbor in that year exceeded 9 million 
tons. 

The Corps of Engineers of the United States Army has submitted what I 
believe to be a conservative estimate that the computable direct savings would 
amount to $983,000 per year, with an estimated benefit-cost ratio of 2.25. The 
Hillsborough County Port Authority estimates the direct economic savings based 
upon the same criteria used by the engineers, to be $1,519,800,000 per year which 
would give a benefit-cost ratio of 3.45. When this project was first authorized 
in 1949, the benefit-cost ratio was 1.45, and although the cost of the project has 
increased substantially since, the fact that there is an increase in the benefit-cost 
ratio is clear evidence of the economic penalty imposed due to inadequate chan- 
nels which this harbor now has. 

I am impressed particularly by one fact: Except for Tampa Harbor every 
harbor from Norfolk to New Orleans has a channel depth of from 32 feet to 
40 feet. These channels have been provided for in recent years. Tampa alone 
of all of these ports has had no major harbor improvements since 1936, and 
Tampa alone of all these ports has a controlling channel depth of less than 30 
feet. Yet despite these factors, Tampa Harbor is utilized far more in water 
transportation than is any other port between Norfolk and Mobile. Moreover, 
the plight of Tampa Harbor is primarily due to the building of larger, deeper 
draft vessels, which trend in shipbuilding has been fostered by our Federal 
Government in its subsidization policies in American shipbuilding and American- 
flag ship operations. It is a clear and known fact that Tampa Harbor is ap- 
proaching economic obsolescence, to a point where Tampa Harbor is a second-rate 
port. 

I sincerely believe that the time has come for serious consideration to be given 
to removing the economic penalties and economic discriminations presently im- 
posed upon this harbor. 

It is important to note that since 1949, the Tampa Harbor project has had no 
appropriations recommended for its start. This inaction was due primarily 
to the fact that it lacked the support of the Defense Department. This is no 
longer true for as a result of information concerning the urgent necessity for 
this project which I submitted to that Department last year, I was notified that 
it supported the project, and the Chief, Corps of Engineers was so advised. I also 
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conferred with officials of the Atomic Energy Commission inviting their attention 
to the impact which Tampa Harbor had with relation to the agency's urgently 
needed program for uranium production in the phosphate fields adjacent to 
Tampa Harbor. On August 10, 1945, the general manager of the commission 
advised me that the commission supported the project as being in furtherance 
of its objectives to the extent that the phosphate chemical industry would be 
aided by the completion of the project. It is of interest to note that this is the 
world’s largest phosphat chemical area, and that in the year 1953, over 3,200,000 
tons of phosphate and chemicals were shipped through Tampa Harbor. 

I know that your committee will give consideration to the endorsement of this 
project by the Florida State Council of the American Federation of Labor. | 
join with them in their expressed interest in this project because its completion 
will unquestionably remove the presently existing handicap imposed upon the 
employment potential of the thousands of persons whose jobs are related to 
Tampa Harbor. 

I am confident that this subcommittee will fully recognize the project’s im- 
portance, not only to a substantial number of the people of Florida, but also to 
our national defense and to our national economy, and favorably report on the 
recommended appropriation of $977,000 to start the project. 

Senator Smaruers. Mr. Chairman, I am going to have to run, be- 
cause as you well appreciate we have on the floor of the Senate now 
the reciprocal trade program, and we are having votes this afternoon. 
In fact, we are having one right now. 

Mr. Chairman, this project is close to my heart. My grandfather 
back in 1897 was recommending at that time a conan inks canal, 
which I hate to say in front of Congressman Bennett right here be- 
cause he now is pushing it and I have not been so much for it. In 
any event, we are all in agreement on the necessity for making this 
Tampa Harbor a greater and bigger harbor. As Mr. Sikes pointed out, 
it is actually our most important harbor. It has not had any atten- 
tion since 1936. All the other harbors, from Norfolk on to the gulf, 
have had Federal attention. 

This project heretofore has not had the endorsement of the Defense 
Department, but now has the endorsement of the Defense Department. 
In Polk County, which is the adjacent county to Hillsborough, where 
this harbor is located, the greatest phosphate deposits in the world 
are located. They are needed in our national-defense program. In 
addition to that we have considerable other strategic materials needed 
in the new atomic energy program. Those are found in great quan- 
tities in Polk County and adjacent counties, so the Defense Depart- 
ment has now given its approval. 

As Mr. Sikes has said, the entire delegation has been 100 percent 
for this project for the past 10 years. We think the time is long 
overdue when it is deserving attention. We think that the case which 
can be made for it now will recommend it most highly to you members 
of the committee, and we do urge that you give the full amount which 
is requested. It is needed. 

Thank you very much. 

Mr. Marsnatyu. Thank you, Senator. 


STATEMENT BY SENATOR HOLLAND 


Mr. Sixes. Mr. Chairman, I now wish to present for the record 
a statement by Florida’s distinguished senior Senator, Spessard 
L. Holland. He had hoped and had planned to be with us, but, as 
the chairman knows, the Reciprocal Trade Act is being voted on in 
the Senate today and it was impossible for both of our Senators to 
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be away from the Senate floor. I would like to submit his statement 
for the record. 

Mr. MarsHauyt. We would be pleased to incorporate that statement 
in the record. We are fully aware of the problems our colleagues 
have in meeting commitments. It is hard to be in two places at the 
same time. 

(The statement is as follows:) 


STATEMENT OF SENATOR SPESSARD L, HOLLAND (DEMOCRAT, FLORIDA) 
TAMPA HARBOR 


Mr. Chairman, I am grateful for the opportunity to file a statement in strong 
support of the Bureau of the Budget’s recommendation that $977,000 be 
appropriated for new work on Tampa Harbor in Tampa, Fla. Additional work 
on this project is long overdue, and the people of that area have waited patiently 
until more necessitous projects were completed under the strict defense criteria 
set up for public works projects, but I agree with them that the time has now 
come for them to receive some assistance in bringing this harbor up to the 
point of efficiency expected of such a major port. 

Tampa Harbor has been a major port for many, many years and the first 
Federal project for improvement of that harbor was authorized in the River 
and Harbor Act of 1880. Many additional authorizations and appropriations 
have been made since that time, resulting in the expenditure to date of Federal 
funds in the amount of $11,036,764, excluding maintenance costs. 

In 1949, with the active support of Senator Claude Pepper, then the senior 
Senator from Florida, and Congressman J. Hardin Peterson, who then repre- 
sented the First Congressional District of Florida, I was able to include an 
authorization for additional work on Tampa Harbor in the river and harbor 
bill (which later became the River and Harbor Act of 1950) when that bill was 
being considered by the Senate Public Works Committee, of which I was then 
a member. At that time the recommended construction was expected to cost 
an estimated $7,787,000 with a benefit-to-cost ratio of 1.45 to 1, and although 
the anticipated work is estimated to cost $11 million today, the benefit-to-cost 
ratio has increased to 2.25 to 1. It is for the purpose of carrying out that 
construction work that we now seek funds. 

The need for such construction in 1949 was great, but it has increased 
steadily in the years since that time and will continue to be more pressing 
each day because the area this harbor serves is one of the fastest growing areas 
in the United States. 

Tampa Harbor is a major port for the shipment into Florida of petroleum 
products, asphalt, fertilizer ingredients, sulfur, stock feed, foodstuffs, chemi- 
cals, chicory, coconuts, bananas, agricultural implements, hardware, motor ve- 
hicles, machinery, structural steel, roofing and other building materials, paper 
and paper products, tobacco, and many other materials and commodities. It is 
a major port for the exporting of phosphate and phosphate products, citrus 
fruits and vegetables, portland cement, foodstuffs, beverages, iron and steel 
articles, naval stores, mixed fertilizers, insecticidies, and many other items. 

In this area are concentrated more industries than in any other area of the 
State and it comprises the world’s largest citrus area and phosphate and phos- 
phate chemical industries. The Atomic Energy Commission has a great interest 
in the phosphate fertilizer and chemical industry as a current and long-range 
source of uranium. 

Also in this area are found vital Air Force bases such as MacDill Air Force 
Base in Tampa, Lakeland Air Force Base at Lakeland, Garner Aviation Train- 
ing School at Bartow, and Buckingham Air Force Base at Fort Myers, which 
has been scheduled for reactivation, and such bases as Pinecastle Airbase at 
Orlando and Patrick Air Force Base at Cocoa receive vast amounts of the fuel 
brought into Tampa Harbor. Both the Atomic Energy Commission and the Air 
Force have expressed their interest in the Tampa Harbor project because of 
its vital effect on our national defense, and are actively supporting it this year 
for the first time. 

The South Atlantic and gulf ports from Norfolk to New Orleans have channel 
depths from 32 feet to 40 feet with the exception of Tampa, which has an 
existing channel depth of only 27144 feet in the upper part where shipping facili- 
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ties located. Tampa alone of these ports has had no major harbor work done 
in recent years and yet Tampa, with over 9 million tons in 1953, had a greater 
port tonnage than any port between Norfolk and Mobile and has a greater 
volume of export-import tonnage than all of the South Atlantic ports combined, 

The committee has available complete factual data on this project from the 
Corps of Engineers, and much additional information will be submitted by loca] 
interests; therefore, I will not burden the record further in this regard. How- 
ever, I want to emphasize the fact that local interests have always contributed 
their share in the work on this harbor, and under the present authorization, 
they will continue to do so. Under the conditions set forth for this project in 
River and Harbor Act of 1950, local interests are required to give assurances 
to the Secretary of the Army that they will: 

(a) provide without cost to the United States all lands, easements, rights- 
of-way, and spoil-disposal areas necessary for construction and _ subse- 
quent maintenance of the project, when and as required ; 

(b) hold and save the United States free from damage due to the con- 
struction and subsequent maintenance of the works; 

(ec) construct such bulkheads and retaining works, and strengthen or move 
adjacent structures as may be required, prior to dredging, to safeguard the 
channels, basins, and adjacent lands and structures in accordance with 
plans approved by the Chief of Engineers; 

(d) provide, prior to or concurrently with the Federal improvement, addi- 
tional or enlarged slips and berthing space with necessary terminal facili- 
ties at Port Tampa in accordance with plans approved by the Chief of 
Engineers; 

(e) open existing terminal facilities in Alafia River to all at the same 
rates and charges that apply at other Tampa Harbor terminals and expand 
these facilities as and when required to meet the needs of commerce; and 

(f) open the terminal facilities at Tampa Harbor to all on equal terms. 

I am confident that the facts presented to your committee in this hearing will 
show beyond any doubt that additional construction work on Tampa Harbor 
is long overdue and that at the very least the amount of $977,000 included in 
the President’s budget should be made available for this purpose. Tampa Harbor 
is of vital importance to over a million people in the 25 surrounding counties 
which are served by this outstanding port, and I cannot urge too strongly that 
funds be made available with which to start construction work at the earliest 
possible date. 


STATEMENT BY CONGRESSMAN CRAMER 


Mr. Stxes. Mr. Chairman, I now wish to present the Congressman 
representing the First District of Florida, in which the Tampa 
Harbor is located, the Honorable William C. Cramer, who will present 
his own statement. 

Mr. Marsnarti. We would be glad to hear your statement, Con- 
gressman Cramer. 

Mr. Cramer. Thank you, Chairman Marshall. TI have a statement 
here being the principal supporting statement by the Congressman 
of the District in which the project is located and on which I should 
like to comment. , 

Mr. Marsnary. Your statement will be placed in the record and 
you may comment as you wish. 

(The statement is as follows :) 


STATEMENT BY CONGRESSMAN WILtiAM C. CRAMER BEFORE THE PusBLic Works 
SURCOMMITTEE OF THE HOUSE APPROPRIATIONS COMMITTEE REGARDING TAMPA 
HARBOR PROJECT 


Mr. Chairman and Gentlemen of The Committee, I am appearing before you" 
committee as the representative of Florida’s First Congressional District, in 
which is located Tampa Harbor. I appear before you to submit for your con- 
sideration the vital reasons necessitating and justifying the start of the Tampa 
Harbor project with appropriations during the coming fiscal year in the amount 
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of $077,000 as recommended by the President in his budget message to the 
Congress. This project, as authorized by the 8lst Congress, Ist session, has a 
present total estimated cost of $11 million. It is estimated that $977,000 be 
appropriated in the coming fiscal year to start this Project. This project author- 
izes the deepening of existing ship channels from a present estimated depth 
of 30 feet to a depth of 34 feet and widening the channels from an existing 
width of 800 feet to a minimum width of 400 feet, together with related im- 
provements such as easing bends and cuts and enlarging turning basins. There 
are @ different segments of channel involved, having a total length of approxi- 
mately 62 miles. 

This is a matter of extreme importance to my district. Completion of this 
channel is necessary if the great port of Tampa is to be able to maintain its 
historical place as one of the more important ports of the United States and to 
serve properly the growing Tampa Bay area. 

| would like to submit for the consideration of your committee the imposing 
basic facts that wholly justify this project. 

Tampa Harbor serves a wholesale-retail trade area of 25 counties with a 
present population of over 1 million people and an estimated 1964 population 
of 2,110,000. In this area is located not only the City of Tampa with a popula- 
tion of over 220,000, and my home town of St. Petersburg with a present popula- 
tion estimated at over 125,000, but also many other sizable cities. It is im- 
portant to remember that Tampa Harbor is the harbor serving an expanding 
area of the central west coast of Florida of over 1 million people and is the 
only harbor serving this area. 

This area served by Tampa Harbor is one of the fastest growing areas not 
only in Florida but in the United States. It is an area growing not only in pop- 
ulation but also in industry. For example, since 1947 over $100 million has been 
spent in industrial development by industries directly using Tampa Harbor facil- 
ities. The area served by this Harbor is the center of the world’s largest citrus 
growing area and it is also the harbor serving the world’s largest phosphate and 
phosphate chemical area. 

The fact that this project has not been started in the years from 1950, when 
first authorized by the Congress, apparently is due primarily to the fact that 
the project did not have the support of the Defense Department. This is no 
longer true. On August 15, 1954; the Defense Department, through the Depart- 
ment of the Air Force, by Maj. Gen. Joe W. Kelly, director of legislative liaison, 
advised Senator George A. Smathers that the Air Force supports the project. and 
that it had so informed the Chief Corps of Engineers, United States Army and 
stating to the Senator in part: 

“It is desirable that the channels of the port of Tampa be deepened. Accord- 
ingly, the Chief of Engineers, Department of the Air Force supports that project.” 

The reason for the support of this project by the Defense Department is due 
to the fact that MacDill Air Force Base is located in Tampa and Tampa Harbor 
serves other important Air Force installations such as the Pinecastle Air Base, 
Lakeland Air Base, Carner Aviation Training School, and the Patrick Air Force 
Base. 

Of interest for the consideration of your committee is the fact that the Atomic 
Knergy Commission in August of 1954 advised Senator George A. Smathers 
through K. D. Nichols, its General Manager, that the Atomic Energy Commis- 
sion supported the Tampa Harbor project in the furtherance of its uranium pro- 
duction interests in the ‘Tampa Harbor area, advising in part: 

“The Commission is interested in the Florida phosphate fertilizer and chemi- 
cals industry as a current and long-range source of uranium. The Florida phos- 
phate fields contain one of our largest domestic reserves of uranium and we have 
heen carrying on extensive investigations with the view of developing byproduct 
uranium from phosphate fertilizer and chemical plants. Two uranium produc- 
tion units are being readied for production. * * * Our investigations of the 
uranium resources indicate that that the Florida phosphate field constitutes a 
large reserve of essential raw materials important to our economy. * * * Any 
actions (speaking with reference to the proposed Tampa Barbor project) which 
would promote the expansion of the phosphate chemical industry would further 
the objectives of the Commission.” 

There are other urgent reasons supporting the start of this project to which 
I would like to invite the attention of your committee, the supporting factors 
being herein brought up to date since the last official report of the engineers. 

The Corps of United Etates Engineers has submitted to you information show- 
ing that the direct economic savings having a computable monetary value that 
Will he effected by the completion of this project amount to $985,000 per year. 
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The Hillsborough County Port Authority has submitted statistics estimating 
these annual monetary savings at $1,519,800 per year. These direct savings as 
estimated by the engineers and the Hillsborough County Port Authority are as 
follows: 

(1) The Corps of Engineers estimates that savings from reduced layover time 
of tankers will amount to $234,000 per year. This arises from the fact that 
the present inadequate channels necessitate delays awaiting daylight and a 
favorable tidal stage to navigate existing channels and average about 10 honrs 
atrip. The engineers’ estimate is based on the fact that 90 percent of petroleum 
deliveries will be in T—2 type tankers, which have an estimated operating cost 
of $100 per hour and which for 10 hours’ layover time per trip makes a total! 
added cost per trip of $1,000. The Hillsborough County Port Authority, using 
this same basis of calculation as employed by the Corps of Engineers, but using 
1954 petroleum tonnage figures and the number of tankers entering the harbor 
ascertained that 345 tankers entered the harbor and ascertained that the delay 
time incurred had a total annual cost of $310,000. 

(2) The Corps of Engineers estimates that the savings from reduced layover 
time of dry-cargo vessels, including shipments of pebble phosphate and phosphate 
chemicals, as calculated upon the basis set forth in paragraph 132 of the project 
document, amount to $114,600 per year. 

(3) The Corps of Engineers estimates that the savings from increased load- 
ings of petroleum products would amount to $428,000 per year as the basis of 
calculation as set forth in the project document calculates this on the basis that 
the T-2 type tanker, carrying about 16,000 tons fully loaded, is required by the 
inadequate depth of channels to make each trip 1,400 tons short of a full load. 
In other words, additional trips are required which would be eliminated by 
the completion of the Tampa Harbor project. The basis of costs used is $2,400) 
a day and round trips from west gulf ports averaging 7 days each, or a cost 
per trip of $16,800. The Hillsborough County Port Authority, based upon an 
actual survey of each tanker arriving and based upon 1954 figures, estiniuites 
this saving at $890,400, using the same basis of calculation as set forth in the 
project document. The Corps of Engineers estimates that the savings from 
elimination of rail line-haul costs on the Alafia River would effect an annual 
savings of $189,800. 

In other words, the total estimated annual savings as currently computed by 
the engineers is $983,100 and the estimated annual savings based upon the port 
authority’s calculations amount to $1,519,800. 

On the basis of the Corps of Engineers’ figures the ratio of annual charges to 
annual benefits is 1 to 2.25 and this ratio, based upon the calculations of the port 
authority, is 1 to 3.45. 

I wish to emphasize that it is important for the committee to note that 
although the cost of this project has increased over the years since the original 
estimated cost made in 1949, still the ratio of annual charges to benefits has 
favorably increased from 1 to 1.45 in 1949 to a ratio of 1 to 3.45 in 1954. 

This, I hope you will join with me in believing, more than amply demonstrates 
the fact that this rapidly expanding area is incurring a severe economic penalty. 

There is a factor of competition with other harbors which should receive 
eonsideration by your committee. Tampa Harbor lies in the southeastern 
area of the United States competing with ports lying between Norfolk, Va., and 
New Orleans, La. It is important for your consideration to note that presently 
Tampa Harbor has a controlling depth in its upper channels serving port facil- 
ities of 2714 feet. Tampa Harbor, alone, of all the ports between Norfolk and 
New Orleans, is the only port having a depth of under 32 feet. More importantly, 
Tampa Harbor is the only port in this group which has had no work done in 
recent years. With the exception of Mobile, the port of Tampa has far more 
tonnage than any of the mentioned ports. In 1953 it had a tonnage of over” 
million tons. In that year the export-import tonnage of Tampa was greater 
than that of all the south Atlantic ports combined south of Norfolk. Likewise. 
it is of interest to note that of the above-mentioned ports, Tampa has the greatest 
customs collections with the exception of Savannah. For these reasons it is 
submitted for your consideration that upon any criterion employed by your 
committee in determining the new projects to be started, certainly Tampa Har- 
bor should be able to meet that criterion. 

The facts set forth here obviously show that the port of Tampa has beet 
gravely discriminated against. The port of Tampa is entitled to receive the 
same consideration from the Congress that its sister ports have enjoyed. 

As an indication that the need for harbor improvements and the justification 
therefor is fully recognized, I call the committee’s attention to the statement 0! 
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the American Merchant Marine Institute, Inc., to your subcommittee on April 26, 
1955, which listed the Tampa Harbor channel project among the top 14 priority 
projects in America today, pointing out that there is a single high tide on most 
days, that delays awaiting suitable tide are as long as 10 hours, that the loading 
of vessels to the Tampa Harbor must be limited to drafts of 28 feet 6 inches 
instead of 30 feet 2 inches needed for a fully loaded T—2 tanker as an example, 
and listing substantial losses resulting from this shallow channel. 

I wish further to call the committee’s attention to the fact that there is 
unanimous support for this harbor improvement among all the governing au- 
thorities as well as the people directly and indirectly affected in the area, and 
the Florida congressional delegation. In substantiation of this statement, there 
are many of the leading citizens of the area present who will testify in support 
of this project. 

I further call the attention of the committee to the fact that over 13,500 com- 
mercial vessels used the Tampa Harbor facilities in the year 1953, according to 
the official report of the United States Corps of Engineers, a rather illuminating 
fact which, of itself, would seemingly, from a port usage standpoint, fully justify 
this project. 

I feel sure that this committee, having had these facts brought to its atten- 
tion, will afford the Tampa Harbor the same treatment that has been afforded 
its sister ports, will recognize the need for better port facilities, and will 
recommend appropriations for the start of this so sorely needed Tampa Harbor 
project. 

Mr. Cramer. I would like to call some facts to the attention of the 
committee. I am just going to touch briefly on the salient points. 

This project, as I believe this committee knows, has a recommenda- 
tion by the President in his current budget message for $977,000. The 
project was authorized by the 81st Congress and presently has a total 
estimated cost of $11 million. The President has recommended the 
project, as well as the Bureau of the Budget, to this body of Congress, 
and has recommended for the first year, the 1956 appropriation, 
$977,000. 

What is the project? I have available here a chart, Mr. Chairman, 
which you might find of interest which indicates the project involved. 
This [indicating] is the portion of the great central west Florida area 
known as the Tampa Bay area, which directly affects the welfare and 
economy of some 1 million people in the immediate area. In 1964 it is 
estimated it will affect better than 2.2 million people, projecting into 
the future the fast growth of that area at this time. 

This project is one which will take the present estimated depth of 
30 feet—which, as a matter of fact, is less than 30 feet—and cause the 
depth to be 34 feet, on the deepening of the channel. Also, there will 
be the widening of the channel from the existing width of 300 feet to 
4’ minimum width of 400 feet. 

This project is of tremendous importance to the entire area. Since 
1947 there has been over $100 million spent in industrial development 
by industries directly using the Tampa Harbor facilities. This is an 
extremely fast-growing area, the world’s largest citrus growing area. 
It also serves the world’s largest phosphate and phosphate chemical 
area, 

As the distinguished Senator pointed out, you will find in my state- 
ment excerpts from the letters of the Air Force and the Atomic 
Energy Commission. They believe this project to be important to 
the defense of this great Nation of ours. 

The Corps of Engineers, Mr. Chairman, has suggested that the 
annual savings would be substantial. As of the time of this report 
on the project, the project document, which is House Document No. 
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258, in 1949 showed an estimated annual loss of $495,300. Actually, 
as will appear on page 3 of my statement, there is an indication of a 
tremendously increased annual loss, and an automatic increase of the 
benefit of this project. Asa matter of fact, when it was recommended, 
as appears on page 49 of the project document, the benefit-to-cost 
ratio at that time was 1 to 1.45. According to the engineers’ new 
estimates, that have been made in regard to annual loss, that has been 
increased, as appears on page 4 of the statement, and I think this is 
the most significant factor before this committee, the benefit-to-cost 
ratio has been increased to 1 to 3.45. 

According to the figures gotten together by the Hillsborough County 
Port Authority, which has done a tremendous amount of work on this 
project, I wish to call to the attention of the committee that their 
estimates of the average annual loss, as is substantiated on page 3, in 
accordance with page 47 of the project document, under the tests used 
by the Army engineers in the project document—such as saving from 
reduced layover time of tankers, saving from reduced layover time 
of dry cargo vessels, saving from increased loadings of petroleum 
products, savings from elimination of rail-line haul cost on the Alafia 
River—have been increased from the estimate of 1949, $495,300, to 
$1,519,800 as of today, which increases the benefit-to-cost ratio today, 
Mr. Chairman, to 3.45, which is, I believe, a rather phenomenal figure 
for this type of project. 

Tampa is in the position today, as the distinguished Senator sug- 
gested to you, of being the 24th ranking port in the Nation and far 
below that so far as its comparison to other ports in the Nation with 
respect to depths of ports of equal or greater tonnage is concerned. 
By that I mean those ports in the area of the gulf coast and of the 
South Atlantic with which this port must of necessity be in com- 
petition. 

The result of this fact is that Tampa Harbor alone of all ports be- 
tween Norfolk and New Orleans is the only port having a depth of 
under 32 feet, despite the fact that in 1953 it had a tonnage in excess 
of 9 million tons. Therefore it is the feeling of the delegation, myself, 
and those people I am confident who are appearing on behalf of this 
project—and there are many—that this project is in an unfair com- 
petitive position in comparison with other ports in the immediate 
area. 

I believe the balance of my statement is self-explanatory. I do 
want to point out that the American Merchant Marine Institute, ac- 
cording to a statement submitted to this subcommittee, Mr. Chairman, 
on April 26, 1955, indicated that for the three reasons which I have 
listed on page 5 of my statement they felt this was one of the 14 proj- 
ects in America that should be put on a priority basis by the Govern- 
ment of the United States in considering the overall problem of the 
welfare of our port facilities. 

I would like to add one more thing, Mr. Chairman, and then I am 
going to have the privilege at a later moment of introducing to you 
the distinguished citizens from the Tampa Bay area who are here in 
support of this project. I would like to say that these people are 
unanimously behind this project. The Congressional delegation is 
unanimously behind this project. 
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In substantiation of that I have a statement here directed to the 
chairman of the subcommittee which is signed by all the members of 
the House delegation, which I should like to have incorporated in and 
made a part of the record. 

Mr. MarsHauu. We will place that in the record at this point. 

Mr. Cramer. Thank you. 

(The letter is as follows :) 


HOowusE OF REPRESENTATIVES, 
Washington, D. C., May 3, 1955. 
Hon, Frep MARSHALL, 
Chairman, Eastern Section, Subcommittee on Public Works, 
House Committee on Appropriations. 


DEAR Mr. CHAIRMAN: We the undersigned members of the Florida delegation 
in Congress respectfully urge your committee to act favorably upon the Tampa 
Harbor project, which was authorized by the S8lst Congress, 1st session, and 
which was recommended by the President in his budget message to Congress 
this session, in an amount of $977,000 for fiscal 1956, for the start on the project, 
having as its objective the deepening of existing ship channels from an estimated 
depth of 30 feet to a depth of 34 feet, and the widening from an existing width 
of 300 feet to a width of 400 feet. 

This project was authorized by Public Law 516, Sist Congress, the 1950 Rivers, 
Harbors, and Flood Control Act, and serves directly at present over 1 million 
people in the surrounding 25 counties, in a population estimated to increase to 
2110,000 by 1960, this being one of the fastest growing areas in Florida. 

The Tampa Harbor project has the support of the Department of Defense and 
the Atomic Energy Commission, which clearly justifies it from a defense stand- 
point. In addition, there has been no major work done on the Tampa Harbor 
since 1936, despite the fact that it was, in 1953, rated the 34th port in the Nation 
and did have a traffic of 9,061,050 tons, despite the fact that all sister ports 
along the gulf and the South Atlantic since 1936 have had major work done. 

House Document 258 from the Secretary of the Army in 1949, favorably rec- 
ommended this project, which, at that time had a benefit-cost ratio of 1.45 and 
although it was well justified at that time, it is even more justified today despite 
the substantial increase in the cost of construction with a benefit-cost ratio of 
2.25, with an estimated annual savings, as estimated by the United States Corps 
of Engineers, of $983,100 per year. As the result of recent survey by the Hills- 
borough County Port Authority, the benefit-cost ratio is estimated at an even 
higher figure of 3.45, based upon an annual estimated savings of $1,518,000. 
Thus it appears that there is little question that the economic justification for 
the project, or with regard to its importance to the economic development of 
the area, or to the military defense of our Nation. 

This project has the wholehearted support of the governing authorities to be 
benefited, in that, without this improvement to the Tampa Harbor, despite its 
high national ranking in usage, it cannot successfully compete with other ports 
in the gulf and South Atlantic area that are capable of accommmodating ships 
of deeper draft without the burdensome added costs resulting from layover time 
and light load. 

Respectfully submitted. 


Spessard L. Holland, United States Senator; George A. Smathers, 
United States Senator; William C. Cramer, First District; 
Charles E. Bennett, Second District; Robert L. F. Sikes, Third 
District; Dante B. Fascell, Fourth District; A. S. Herlong, Jr., 
Fifth District; Paul G. Rogers, Sixth District; James A. Haley, 
7th District ; D. R. Matthews, Eighth District. 

Mr, Cramer. I should like to say, Mr. Chairman, that I serve on 
he Public Works Committee and I appreciate the problem presented 
0 these different committees and subcommittees with regard to the 
temendous number of public works projects. I want to say that I 
ympathize with you. I know what some of your problems are. 

I would like to say that this project has run the full gamut up to 
our committee of meeting the necessary requirements to be before 


62348—55—pt. 2—9 











128 


Congress for an appropriation. I think in and of itself that speaks 
sufficiently well for this project. 

Thank you very much. 

Mr. Marsuauu.. Thank you for an excellent statement. 

Mr. Botanp. Is this causeway complete from Pinellas Peninsula to 
Fletcher Point ? 

Mr. Cramer. The Sunshine Skyway; yes, sir. 

Mr. Botanp. When was that completed ¢ 

Mr. Cramer. Last year, in September, I believe, was the date of the 
dedication. 

Mr. Srxes. Mr. Chairman, the project under consideration does 
enjoy the unanimous backing of the Florida delegation. ‘To present 
a delegation statement embodying the views of the entire delegation 
we have designated Hon. James A. Haley of the Seventh District to 
present the delegation’s official endorsement of this project. 


STATEMENT BY CONGRESSMAN HALEY 


Mr. Marsnaryi. We would be glad to hear from our distinguished 
colleague. 
Mr. Hatey (reading) : 


Mr. Chairman and gentlemen of the committee, the undersigned members 
of the Florida congressional delegation are appearing before your committee 
to urge its considered action to appropriate funds in the fiscal year 1955-54 
budget to start the Tampa Harbor project. This Tampa Harbor project has for 
many years been a project supported by the entire Florida delegation. This 
is a matter which touches upon the lives and businesses of a substantial portion 
of the population of the State of Florida. The start and completion of this 
project is essential to the development of much of the west coast area of Florida 
and is necessary if the potential growth of this expanding area is to be fully 
realized. 

This is the port serving over 1 million people. It is the port serving the world’s 
largest citrus area and the world’s largest phosphate mining and chemical area 
In the past 7 years over $100 million has been spent by industries directly 
using the facilities of Tampa Harbor. 

Realization of the great benefits to be gained by the start of this project has 
been the reason that this project has for over 10 years been a project sought 
and desired by our entire delegation. It is a matter which has a bearing upol 
the economy of the entire State of Florida. 

We know that you have the full information concerning the economic necessity 
and justification for this project. Suffice it to say that the Corps of Engineers, 
United States Army, in its data supplied to you, shows that the direct economic 
savings that will be effected, based upon existing water-transportation conditions 
amount to $983,100 per year. The Hillsborough County Port Authority, based 
upon more recent data than that used by the Engineers, estimates these direct 
savings to be $1,519,800 per year. Based upon these figures, the ratio of annu 
charges to annual benefits is 1 to 3.45. It is important to note that these annua 
savings do not take into account either the phenomenal growth in port traffic 0! 
the growth of industry and commerce in this area of Florida. We wish to poil! 
out that since this project was originally authorized by Congress in 1/49, port 
tonnage has increased over 100 percent to a tonnage in excess of 9 million il 
1953. 

There is no evidence to indicate that this accelerated increase in port traffic and 
tonnage will now remain constant. On the contrary, all evidence indicates thal 
port tonnage will continue to grow as it has in the past 6 years. This being (rt 
obviously the annual savings estimated by the Engineers and by the port author 
ity are totally inadequate to demonstrate the full economic benefits that will 
accomplished by the completion of this project. 

We believe it worthy for your consideration that the plight of this great har! 
is essentially due to national policies of the Federal Government stemming fro 
subsidization of American shipbuilding and American-flag operations. The tre® 
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to larger, deeper draft vessels is a national policy which has been approved by the 
Congress and our Federal Government over the past 15 years. This policy of 
puilding the larger, deeper draft vessel and the retirement of the obsolete, shal- 
lower draft vessel is the primary fact which has caused the economic obsolescence 
of Tampa Harbor. Such a policy obviously contemplates that there will be pro- 
vided harbor channels of a depth allowing full utilization of these ships. Our 
Federal Government should then, in the subsidizing of larger type vessels be con- 
sidered to have a correlative obligation to provide harbor channels and facilities 
enabling these large-type vessels to be economically utilized to their full capacity. 
The fact that the sister ports of the port of Tampa from Norfolk to New Orleans 
all have channels ranging in depth from 32 to 40 feet seems to us to be mute 
testimony to the fact that the Congress has recognized this correlative obligation 
to these sister ports. It seems only fair that Congress should now recognize 
that same obligation to the port of Tampa. 

We wish to point out to your committee that this project, since 1949, has failed 
to have appropriations recommended by Congress for its start due solely to the 
fact that it lacked the support of the Defense Department. It is important to 
note that on August 10, this past year, for the first time, the Defense Department, 
through the Air Force, advised Senator George A. Smathers that it has given 
this project its full support and had communicated to the Chief, Corps of Engi- 
neers, United States Army, its support of this project. In this connection we 
point out that Tampa Harbor is the marine supply center for six permanent 
Air Force installations, some of them being the largest in the United States. It is 
also the emergency source of supply for other permanent Air Force installations 
on the east coast of Florida. 

We commend to the consideration of your committee the fact that on August 
23, this past year, for the first time, the Atomic Energy Commission advised 
Senator George A. Smathers that it had given its support to this project as being 
in the interest of attaining the uranium production so sought after by the Atomic 
Energy Commission. It is interesting to note that since the General Manager of 
the Commission gave this support, two additional uranium-extraction plants 
have commenced construction in this harbor area. 

We believe that the turn of the Tampa Harbor project has now arrived. The 
people of this area of our State have patiently accepted without question the 
judgment of the Congress in its determination of the criteria to be used in 
appropriating funds for starting new projects. Certainly this patience has some 
virtue. 

There are other urgent reasons supporting the start of this project which have 
10 computable monetary value. These reasons, we strongly urge, are of a weight 
equally important to that of the computable direct savings. 

There is, first, the factor of merchant-marine safety. There has been prepared 
and submitted to your committee today by the representative of the Hillsborough 
County Pilots’ Commission a study showing that the completion of the Tampa 
Harbor project will eliminate strikings, groundings, and marine casualities 
which would not have occurred had the channels of this harbor been of the proper 
width and depth. It is submitted for your consideration that although this 
matter cannot be valued in dollars, it is a matter of primary importance, par- 
ticularly considering the hazards to shipping presently known to exist solely due 
to the inadequate depth and width of the existing channels. 

Secondly, there is the most important factor that completion of this harbor 
project directly affects the employment potential of the thousands ef persons 
whose employment is related to or dependent upon Tampa Harbor. Job poten- 
tiality and employment are directly dependent upon the business life of the com- 
munity. We believe the facts presented to your committee adequately demon- 
strate that the inadequate channels of Tampa Harbor are imposing a tremendous 
economie handicap upon the businesses of this area using the facilities of Tampa 
Harbor. This handicap unquestionably has already adversely affected the em- 
ployment potentiality of those jobs related to the harbor. This same economic 
handicap does not exist in the named sister ports of Tampa Harbor. We hope 
that you join in our belief that it is an obligation and a function of the Federal 
Government to remove this presently existing impediment to employment. We 
urge strongly that although this is a matter with no computable monetary value, 
In terms of family hardships and family suffering by the deprivation of em- 
ployment, it is one of the more urgent reasons that this project should receive 
in immediate start. 

We believe your committee will give serious consideration to the fact that the 
failure to start this project necessarily means that this great port will be de- 
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liberately relegated to a second-class status as a port. We hope that upon 
earnest consideration your committee will join with us in feeling that the need 
for this project is so great that the funds necessary for its start in the coming 
fiscal year will be recommended by your committee. 


Wit1iaM C. (BILL) CraMer, First District. 
CHARLES E. BENNETT, Second District. 

Rosert L. F. Stxes, Third District. 

DANTE B. Fasce.y., Fourth District. 

ALBERT SYDNEY HERLONG, Jr., Fifth District. 

PAUL G. Rogers, Sixvth District. 

JAMES ANDREW HALEY, Seventh District. 

DonaLp Ray (Bitty) Matruews, Lighth District. 


Mr. Botanp. The entire delegation is to be complimented on the 
statement. 
Mr. Harry. Thank you, sir. 


STATEMENT BY CONGRESSMAN BENNETT 


Mr. Sixes. Next, our colleague, the Honorable Charles E. Bennett 
of the second district is prepared to speak for the project. Mr. Bennett 
formerly lived in Tampa and has great personal interest in its 
development. 

Mr. Bennett. Mr. Chairman, it is a pleasure to testify in favor of 
an appropriation of $977,000 for the Tampa Harbor Channel project, 
which has been recommended in the President’s budget message for 
fiscal 1956. I am convinced of the merits of this worthy project, and 
T am happy to join my colleagues of the Florida delegation in urging 
a favorable report from your committee on this budget request. 

I am interested in this project because I feel that it is one of great 
merit. For many years [ lived in Tampa and throughout my life- 
time I have observed its merit as a port. I think that the projected 
improvements are long overdue. 

Thank you for permitting me to appear here today. 

Mr. Srxes. Mr. Chairman, I should like to indicate the presence 
here of other members of our delegation in Congress: Hon. Sid Her- 
long, Hon. Billy Matthews, Hon. Dante Fascell, and Hon. Paul 
Rogers. In addition, Hon. James Golden, who is the administrative 
assistant for Senator Spessard Holland, is present. 

These gentlemen will not make statements, but they show by their 
presence here their strong interest in and support for this project. 

I should like to introduce into the record, Mr. Chairman, a state- 
ment that has been submitted, addressed to you, from the Florida 
Federation of Labor, signed by William E. Allen, secretary-treasurer, 
endorsing this project. 

Mr. MarsHatu. We will be glad to accept that. 

(The information is as follows :) 

FLORIDA FEDERATION OF LABOR, 
Tampa, Fla., May 2, 1955. 
Hon. FRED MARSHALL, 
Chairman, Public Works Subcommittee No. 1, 


House Appropriations Committee, 
House Office Building, Washington 25, D. C. 

Dear Mr. CHAIRMAN: We are writing you to urge upon you the necessity for 
the appropriation of funds in the coming fiscal year to start the Tampa Harbor 
project. 

The Florida Federation of Labor, A. F. of L., is well aware of the many 
economic problems involved in this matter as Mr. Chris Roos, business repre 
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sentative of Painters’ Local Union No. 88, A. F. of L., has for some time been a 
member of the Hillsborough County Port Authority which has so actively sup- 
ported this project. 

We know that there has been presented to your committee detailed data and 
information with relation to this project and we will not reiterate the same. 
However, there are two factors of vital importance to our members which demand 
the immediate start of this project. 

First is the importance of the lives and safety of seamen and passengers on 
vessels using the present inadequate harbor channels. We have been advised and 
are well aware that the Hillsborough County Pilots’ Commission has furnished 
your committee with a study showing that strikings, groundings, and marine 
casualties Which has occurred due to inadequate harbor channels would be 
ciminated by the completion of the Tampa Harbor project. 

We are well aware and appreciative of the longstanding policy of Congress as 
reflected in current legislation which has been enacted in the furtherance and 
interest of increased merchant marine facilities. 

We invite the attention of your committee to this matter solely for the purpose 
that it may not be overlooked in the overall picture. To us it is a matter of 
extreme importance and we feel sure that you join with us in that belief. 

A matter of great importance to us and to our membership is the fact that the 
inadequacy of Tampa Harbor channels has unquestionably affected adversely 
business connected with the port. We know that Tampa, alone, of all the ports 
between Norfolk and New Orleans, is the only sizable port with channel depths 
of less than 32 feet. We are well aware of the severe economic penalty imposed 
upon shipping and business connected with this port. Obviously this has ad- 
versely affected the employment potentiality of our members and other workers 
in this area. We hope that in considering this matter you will give earnest 
consideration to the removal of this employment handicap presently imposed 
upon the Tampa Harbor area. Failure to commence this project will unques- 
tionably cause further damage in this area. We know that you will give serious 
consideration to the fact that the imposition of this penalty on our members and 
workers in this Tampa Harbor area, while not imposing that same penalty on 
the workers in the areas of the other ports above mentioned, is a matter of 
inadvertence. We feel that it is the turn of Tampa Harbor to receive some 
recognition by Congress. 

For these and other reasons we strongly urge upon your committee the inclusion 
in the fiscal year 1955-56 budget a sum in at least the amount recommended by 
the President for the start of the Tampa Harbor project. 

Very truly yours, 
Wo. BE. ALten, Secretary-Treasurer. 


Mr. MarsHau. We have a great admiration for the way the Florida 
delegation cooperates and works together. 

Mr. Srxes. Thank you, Mr. Chairman. 

Mr. Chairman, I shall again introduce the Congressman from the 
First District of Florida, Mr. Cramer, and suggest that he present 
the witnesses who have come here from Tampa and the adjoining areas 
in support of the project. 

Mr, CRAMER. Thank you, Mr. Sikes. 

Mr. Chairman, I have the privilege of presenting to you the repre- 
sentative citizens of the area immediately affected, who I believe will 
leave you with the impression—which would be true—that the people 
of the area are unanimously behind this project. 

I should first like to present the mayor of the great city of Tampa, 
Hon. Curtis Hixon. 


STATEMENT BY MAYOR HIXON 


Mr. Hrxon. Thank you, Mr. Chairman and members of the com- 
mittee. We are very happy you have accorded us this privilege. 

Of course, many statements have been made that back up what is 
actually true, as shown in our report. 
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I represent a city of 233,000 people. In our immediate cosmopolitan 
area, which includes Congressman Cramer’s city of St. Petersburg, 
with over a half-million people permanent residents, we have in our 
trade area over 1 million people. All these people are very much in- 
terested in this pr oject, which not only serves just our own area but 
will help the entire State of Florida. 

As has been pointed out, our phosphate industry is tremendous, 
Also, we are the hub of the citrus business, the cattle business, the 
phosphate business, and the vegetable business and all these things 
which are exported through our ports, or a good portion of them, 
Most of the citrus for the foreign countries goes through our ports, 

We certainly feel that we have been rather ret tarded, IT should say, 
in our program for the development of the port of Tampa, which is so 
richly deserving. 

I am sure that there is no objection from any source whatsoever 
from the people in that entire area. In fact, in the State of Florida 
when you see this congressional delegation backing this project you 
know the support it has. 

IT am certainly delighted to have had a few minutes to speak to you, 
and we sincerely hope—and know you will—you will give us con- 
sideration for helping us in this port. I would like to file my state- 
ment for the record. 

Mr. MarsHaty. We would be glad to incorporate your statement 
in the record at this point. We are very pleased that you came before 
the Committee. 

Mr. Hixon. Thank you, sir. 

(The statement is as follows :) 


PROPOSED STATEMENT BY CURTIS HIxON, MAYOR OF THE CIry OF TAMPA, SUPPORTING 
THE TAMPA HARBOR PROJECT APPROPRIATIONS BEFORE THE HOUSE APPROPRIATIONS 
COM MITTEE 


Mr. Chairman and gentlemen of the committee, my name is Curtis Hixon. I 
am the mayor of the city of Tampa and have been mayor since 1943, I come 
before this committee to urge your most earnest consideration toward including 
in the Federal budget the amount of $977,000 to start the Tampa Harbor project. 
I will not endeavor to relate any statistical information showing the necessity for 
this project as I am well aware that you have before you the report of the Army 
engineers and other people more expert in that field than I. 

I do wish to emphasize one thing to you gentlemen. The community of which 
I am mayor considers the start and completion of the Tampa Harbor project 
the single most vital issue relating to the welfare of our community. 

Tampa has historically been a great port city and it has had an active history 
as a port since before the Spanish-American War. My city of Tampa has es 
panded from a city of only 104,000 people in 1940 to a city of over 220,000 by the 
1954 Federal census. I mention this to stress the fact that our city is a port city 
and one of the most rapidly expanding areas in the United States. I believe that 
we have a first-rate city and I know that some of the members of this committe 
who have visited us join with me in that belief. Tampa owes its existence to its 
harbor and as a first-rate city it is entitled to a first-rate port. Unfortunately. 
we are relegated to a position of a second-rate port with our present channels 

This harbor project has been a matter of deep concern to me for many yeals 
and it is a matter which we have pressed for many years before our Federal Go 
ernment and before Congress. I hope that you gentlemen will join with me i! 
the belief that the port of Tampa is to be accorded the same treatment that has 
been granted to our neighbor cities on the South Atlantic and Gulf of Mexic 
each of which has harbors of over 32 feet in depth. 

The city of Tampa is a city of vitality and a city of expansion. It is for this 
reason that I am here today to urge upon you the fact that the fate of the city 
of Tampa and the continued growth and prosperity of Tampa as a port city (* 
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very considerable degree lie in the hands of your committee. The start of this 
project, we feel, is not only proven as justified, but the failure to start this sorely 
needed improvement will unquestionably retard and impair the growth and ex- 
pansion of Tampa as a modern city. 

| appreciate the opportunity which your committee has so generously afforded 
me to appear before it. I feel sure that the gentlemen of your committee will give 


r 


serious consideration to the earnestness of our plea for the start of the Tampa 
Harbor project. 

Mr. BoLanp. Bayor Hixon, is Tampa the industrial heart of this 
articular area 

Mr. Hixon. bi sir: 1 think I can make the statement that we 
are the most industrialized city in the State of Florida. 

Mr. Cramer. Thank you, Mayor. 


STATEMENT BY MR. SIMMONS 


Next, Mr. Chairman, to show you there is a cooperative effort on 
the part of the city and county governments, I should like to in- 
troduce for a statement the Honorable Ellsworth Simmons, the chair- 
nan of the Hillsborough County Board = ber esr 

Mr, MarsHann. We would be glad to hear from you, sir. 

Mr. Simmons. Mr. Chairman and Somilienes of the committee; we 
greatly appreciate the opportunity of appearing before you today on 
behalf of this harbor project. 

lam chairman of the board of county commissioners in which the 
great city of Tampa and this project is located. The county govern- 
ment is behind this project wholeheartedly. We feel that it is long 
overdue. We are cooperating in every respect with the port authority 
and every other gover nmental : agency in the promotion of this project 

From my many vears in public life and holding office I do not re- 
call the time that there has been the unanimous support of a project 
that there is behind this. It is because we feel that this is most im- 
portant not only to the county in which it is located but to the entire 
west coast area. We feel that the project has met every criterion set 
up for the appropriation of funds for a project of this nature. We 
hope that you can give favorable consideration to this project. 

I have a statement here which I shall be glad to leave with you 
and have placed in the record. 

Mr. MarsHatn. We will be glad to accept your statement in the 
record at this point. 

(The statement is as follows :) 

Mr. Chairman and gentlemen of the committee my name is Ellsworth Simmons. 

Iam chairman of the Board of Commissioners of Hillsborough County. I am 
appearing before your committee today representing the Hillsborough County 
commissioners to urge as strongly as I can the necessity for the Congress to 
include in the 1955-56 budget funds for the starting of the Tampa Harbor 
project. 
_ have served on the county commission for many years. This harbor project 
$a matter which has always been of vital concern to us. It is a matter which 
bears upon the lives and well-being of the nearly 1 million people living in the 
West coast area of Florida served by the harbor. The reports and testimony 
of the other gentlemen who have appeared before your committee today ade- 
(\uately demonstrate the great economic necessity for the start of this Tampa 
Harbor project. 

There is one fact to which I invite the attention of your committee. In my 
sears of public life, I have never seen a single project so solidly backed by all 
interests of the community. This solid support arises from the fact that the 
vublie generally, business interests, and labor are aware of the penalty being 
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imposed on our growing area by our present inadequate channels. They haye 
an awareness of the fact that the continued existence of Tampa Harbor as a great 
commercial harbor is dependent upon the start of the Tampa Harbor project, 

There is one factor to which I would particularly like to direct your attentiop, 
Not until this year for the first time did the Department of Defense support this 
project. The detailed reasons for that support are not available to us as that 
information is classified. Suffice it to say, however, that MacDill Air Forge 
Base is located in Tampa, and Tampa Harbor is the supply center not only for 
MacDill but also for the permanent Air Force installations at Pinecastle Air 
Base in Orlando, Lakeland Air Base in Lakeland, Garner Aviation Training Base 
in Bartow, and Patrick Air Force Base at Cocoa. 

Of importance is the fact that for the first time the Atomic Energy Commis. 
sion supports the Tampa Harbor project and the furtherance of its uranium 
production interest and the phosphate chemical industry located in the harbor 
area. Information has been furnished to your committee adequately demon. 
strating that this proposed project promotes the expansion of the phosphate 
chemical industry and so furthers the objectives of the Commission. It js 
interesting to note that since the Atomic Energy Commission gave its support 
to this project in August of 1954, there have been two additional uranium 
extraction units started in the Tampa Harbor area. 

We feel that the justification for this project has been established on every 
ground which this committee has used as criteria for determining the start of 
a new project. 


Thank you very much for your time. 

Mr. Marsnatu, Thank you, Mr. Simmons. 

Mr. Cramer. Thank you, Mr. Simmons. Unfortunately Mr. 
Frank Traynor, a member of the Hillsborough County Port Author. 
ity, who was to represent them, in addition to Mr. Brown, who wil! 
speak later, could not be present. He sent a telegram extending his 
regrets, which I should like to have made a part of the record, Mr. 

_ Chairman. 

Mr. Marsuaty. We would be glad to accept it. 

(The information is as follows :) 

New York, N. Y., May 4, 1955. 
NorMAN S. Brown, 


Care Senator George A. Smathers, 
Senate Office Building, Washington, D. C.: 


Regret I cannot attend committee meeting. Have very important meeting 
here today with group of engineers to discuss harbor improvements, Tampa 
keyman leaving for South America tomorrow; therefore postponement not ad- 
visable. 

FRANK M. TRAYNOR. 


STATEMENT BY COLONEL BUSHNELL 


Mr. Cramer. I should like to introduce, Mr. Chairman, Col. Byron 
Bushnell, chairman of the Chamber of Commerce Port Development 
Committee of the City of Tampa, to indicate that the businessmen are 
behind this project, too, sir. 

Mr. Busunewn. Mr, Chairman and gentlemen of the committee: | 
am Byron Bushnell. Iam appearing on behalf of the Greater Tampa 
Chamber of Commerce as the chairman of its port development com 
mittee to plead with you to include in the budget for the forthcoming 
fiscal year appropriations to start the Tampa Harbor project. 

I have for many years been closely associated with the development 
of the port of tampa. I was at one time chairman of the Hillsborough 
County Port Authority, which is joining with us in appearing befor 
you today. 


T 


opm 
plet 
to tl 
emp 
by t! 
and 
for | 
It 
erall 
to ac 
Har' 
whic 
Tl 
pro} 
obso. 
cal a 
cont 
mod 
ships 
Me 
mode 
this 
vesse 
that 
use t 
schec 
W 
tion 
the e 
tion | 
Fo 
ter 0: 
inter 
La 
lower 
serio 
will j 


Th 


Mr 
state) 
traffic 

Mr 

Mr 
whic] 
Iwo 
whos 
with 
up he 

My 


conta 





135 


There is no single project which will contribute more to the devel- 
opment and growth of the greater Tampa area than to start and com- 
plete the Tampa Harbor project. This is a matter of vital importance 
to the economic and business growth of our Tampa area. I wish to 
emphasize that this project is solidly backed by all interests affected 
by the project, that is, by all business interests, by labor, by the cities 
and counties. There is a general public awareness of the great need 
for this project. 

It is important to note that this is not just another request for a fed- 
erally sponsored project, but essentially our plea is for the Congress 
toaccord Tampa Harbor fair and equal treatment—to restore Tampa 
Harbor to the position of equality with its neighboring sister ports 
which it has historically enjoyed. 

The data supplied your committee shows that this Tampa Harbor 
project is necessary if Tampa Harbor is not to become economically 
obsolescent. No port has any greater maritime utility than its physi- 
cal ability to accommodate ships. Tampa Harbor with its present 
controlling depth of 2714 feet cannot be economically utilized by the 
modern-day larger type ships. There is imposed a penalty on Tampa 
ships, shippers and industry of approximately $1,250,000 per year. 

More dangerous to our community is the fact that the trend of 
modern shipbuilding is to the larger type, deeper draft ships. As 
this trend continues, each year more of the obsolete shallower draft 
vessels which can fully utilize our harbor are junked. The result is 
that as time passes fewer ships are available which can economically 
use the harbor. The concomitant of this is fewer sailings and reduced 
schedules. 

When this is coupled with the phenomenal industrial and popula- 
tion growth of the area served by Tampa Harbor, it can be seen that 
the eventual results of this will be the slow strangulation and oblitera- 
tion of Tampa as a great commercial port. 

For these reasons your committee can see why this project is a mat- 
ter of such serious concern to us and why our community is so vitally 
interested in the start of this project. 

[ appreciate the generous courtesy of your committee in being al- 
lowed to testify before it. I know that your committee will give 
rious consideration to our problem and to our plight and, I hope, 
will in some manner provide a solution to it. 

Thank you. 

STATEMENT BY MR. LOES 


Mr. Cramer. Thank you very much, Colonel. For a very short 
statement, I would like to introduce Mr. Charles Loes, director and 
traffic manager of the Chamber of Commerce of Tampa, Fla. 

Mr. Marswant. Mr. Loes, we are glad to have you. 

Mr, Logs. It is a real privilege to be here. I think the statements 
which have been filed with you have covered our case very well, but 
I would like to point out that it is indeed gratifying that these people 
whose primary work is not directly concerned with the shipping nor 
with port activity, have seen fit to travel 2,000 or more miles to come 
up here and represent Tampa in this worthy project. 

My job as traffic manager of the chamber of commerce puts me in 
contact with this thing every day. We have citizens and shippers 
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and receivers of freight and shipping companies and shipping agents, 
and I do not think a day goes by that they do not call me and remind 
me of the extreme urgency of this problem. 

The Colonel has pointed out just now the draft of modern-day 
vessels. There are at least 2 tankers in operation now, gentlemen, 
which will carry about 4 times as much as the T-2 tanker, which 
draws over 30 feet of water, and we feel that we must look forward 
to things to come so that we can compete in a commensurate way with 
the other great ports of the country. 

Mr. Marsuaty. Thank you. 


STATEMENT BY MR. GIBBONS 


Mr. Cramer. For a short statement, we have Mr. Gunby Gibbons, 
who is with the Tennessee Corp., and a subsidiary of it, the United 
States phosforic plant, which has a contract for mining uranium 
with the Atomic Energy Commission. 

Mr. Gibbons. 

Mr. Gisrons. Gentlemen, I am not going to take up too much of 
your time. I represent the United States phosforic production divi- 
sion of the Tennessee Corp. ‘This corporation is the largest corpora- 
tion manufacturing triple, super, aed super superphosphates in the 
entire world. Our plant is situated on the mouth of the Alafia River, 
and there is just one thing which I want to call to your attention. 
Whenever we ship, we have 23 feet of water there in a channel which 
we dug ourselves, but whenever we ship to South America or to 
Europe, we have to come all the way around from that point over to 
this point here by rail, or from that point [indicating | to right along 
about in here, up in through here, and to about there, where the sea- 
board elevators are located. 

Mr. Botanp. What is the distance from here? | Indicating. | 

Mr. Gispons. About 15 miles, I would say, conservatively. We have 
to load our products in cars, and ship them all the way around there, 
unload them, and then load them into the ships. 

In the Alafia River, we have our vessels, all of which are shown 
in the record before this committee, to load phosphate right from the 
docks there. We have agreed with the engineers to open our facilities 
to all ports, and will pass on the savings to the consumers. 

I have prepared, and I gave to Mr. Brown this morning, a statement 
showing that we will cooperate fully with the port authority, although 
we are not in the port authority. We are in the Tampa Harbor, and 
I thank you for your time. 

Mr. Marsuauy. Thank you, sir, for your statement. 

Mr. Cramer. Thank you very much, Mr. Gibbons. 

Mr. Cha:rman, there 1s just one other person whom I would like you 
to hear for just a moment, but to orient you with regard to this 
$977,000, I would like to ask permission to file that statement in the 
record. 

Mr. Marsuaw. It will be incorporated in the record at this point. 


Re 
Ho! 


] 
cerl 
ind 

h 
the 
rocl 
chet 
this 
is il 
in t 

T 
foot 
to il 
(ma 
Rive 
imp! 
May 
basi 
knoy 

Si 
has 
part 
of th 

Al 
relat 
need 
Corp 
prog 
the ] 
large 
as W 
Alafi 

Th 
sheet 
equiy 
about 
crude 
havir 
hand 
highy 
RR. | 
hages 
and { 
nages 
the e¢ 

In) 
Cong 
minal 
to otl 
requil 
of fre 
as th 
as wi 
of Ma 

of wh 





you 
this 
the 


pint. 


137 


(The statement referred to follows :) 


Tampa 2, Fxia., May 2, 1955. 
Re Alafia River Channel, Tampa Harbor, Fla. 
Hon. Frep MARSHALL, 
Chairman of Public Works Subcommittee No. 1 of Appropriations Committee, 
House of Representatives, Washington, D. C. 

Deak Str: In as brief form as possible, we desire to give you the facts con- 
cerning the above-captioned channel, its history, and the operations of the 
industrial plant located thereon. 

In the late 1920’s the Tennessee Corp. acquired a small plant at the mouth of 
the Alafia River, for the processing and converting of raw Florida phosphate 
rock into phosphoric products, including superphosphates, various industrial 
chemicals, and insecticides. This original plant has been enlarged so that as of 
this date, it is the largest plant of its kind in the world; considerable expansion 
is in progress at the present, and there are plans for additional improvements 
in the future. 

The Tennessee Corp., at its own expense, a number of years ago dredged a 23- 
foot channel from the main ship channel to Tampa (Hillsborough Bay Channel) 
to its plant at the mouth of the river, together with a turning basin and slip 
(map of same attached). This channel and turning basin were adopted by the 
River and Harbor Act of March 2, 1945, as elements of the project for further 
improvement of Tampa Harbor. Subsequently, the River and Harbor Act of 
May 17, 1950, provided for the improvement of the Alafia River Channel and 
basin to the depth of 30 feet as an item in the existing project. As you well 
know, the present 23-foot channel is totally inadequate and obsolete. 

Since Tennessee Corp. erected its plant and dug the Alafia River Channel, there 
has been a tremendous expansion in the chemical industry in the south-central 
part of Florida. Most, if not all, of this is within an airline radius of 50 miles 
of the terminals on the Alafia River. 

Also, in connection with the industrial expansion an important objective 
related to the national defense is the extraction of uranium as one of the basic 
needs of the atomic energy program of the Federal Government. The Tennessee 
Corp. and the other corporations situated in Polk County, Fla., engaged in this 
program require, in the processing of raw phosphate rock into superphosphate, 
the production of sulfuric acid which, in turn, requires the transportation of 
large tonnages of sulfur from the producing fields in Texas and Louisiana which, 
as will be hereinafter set forth, can best be served across the terminals on the 
Alafia River if the channel is deepened to 30 feet. 

The terminals of the Tennessee Corp. now consist of a slip, bulkheaded with 
sheet steel piling driven to a firm foundation depth. One side of the slip is 
equipped with an unloading gantry crane with a capacity from ship to rail of 
about 100 tons per hour. It is particularly useful for the inbound shipments of 
crude sulfur. The other side of the slip is provided with a traveling elevator, 
having a loading capacity of 250 tons per hour. It can be utilized for the 
handling of many commodities from shore to ship. The terminals are served by 
highway and by the Atlantic Coast Line RR. with which the Seaboard Air Line 
RR. has interchange arrangements in Tampa. The inbound and outbound ton- 
hages now handled by the Alafia River project, said tonnages being both local 
and foreign to South and Central America, together with the prospective ton- 
hages in the future, have been set forth in detail in various reports made by 
the company to the engineers for rivers and harbors. 

In the River and Harbor Acts, adopting the Alafia River as a Federal project, 
Congress imposed the condition that local interests should open existing ter- 
minal facilities in Alafia River to all at the same rates and charges that apply 
to other Tampa Harbor terminals, and to expand these facilities as and when 
required to meet the needs of commerce, and that any and all savings on account 
of freight rates will be passed on to the consumer by the Tennessee Corp., and 
as the owner of these terminals, Tennessee Corp. has placed itself on record 
4s willing to comply with the congressional requirement and has, under date 
of March 30, 1955, written a letter to the district engineer on this subject, copy 
of which is attached hereto. 

Yours very truly, 
TIBBONS & GIBBONS, 
By GuNrpy GIBBONS, 
Attorneys for Tennessee Corp. 
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TENNESSEE CorpP., 
New York, March 30, 1955, 
Your reference file No. SAKVL (Tampa Harbor). 
Subject: Local Assurance for Improvement, Tampa Harbor, Florida. 
Re Alafia River. 


The District ENGINEER, 
Jacksonville District, Corps of Engineers, 
Jacksonville 1, Fla. 

Dear Str: Pleased be advised that on January 28, 1955, Normal S. Brawn, Esq, 
attorney for Hillsborough County Port Authority, transmitted to Gunby Gib- 
bons, attorney for Tennessee Corp., a copy of your letter in regard to local assur. 
ance for improvement of Tampa Harbor. Mr. Brown requested that Tennessee 
Corp. cooperate with and support the port authority in its effort to meet the 
conditions of local cooperation mentioned in your letter. These are enumerated 
in paragraphs 2 and 3 of the report of the Chief of Engineers, United States 
Army, as printed on pages 1 and 2 of House Document 258, Sist Congress, 1st 
session—the said report having been approved by Congress in the River and 
Harbor Authorization Act of May 17, 1950. 

The Alafia River element of the project and the lands, manufacturing plant, 
ship and rail terminal facilities owned by the Tennessee Corp. are not within 
the jurisdiction of the port authority, however, said corporation will cooperate 
with and will work with the port authority in furthering the imporvements of 
and in Tampa Harbor, as recommended to Congress by the Chief of Engineers. 

For over 6 years, the Tennessee Corp. has been committed to meet the condi- 
tions of local cooperation imposed by Congress in respect to the Alafia River, and 
attention is invited to the following: 

Item (a) of local cooperation is the standard requirement in respect to real 
property as it appears in all reports of the Corps of Engineers recommending 
river and harbor improvements. On this point, the following paragraph is quoted 
from page 51 of the project document: namely— 

“154 * * * By letter dated July 21, 1948, the general manager, United States 
Phosphoric Projects Corp., states that the improvement proposed by the district 
engineer for Alafia River is satisfactory, and that the requirements of local co- 
operation, as stated herein will be met, and that, in addition, certain corporation- 
owned lands at the mouth of the Alafia River, which will not be needed for future 
expansion by the corporation, will be sold at a nominal cost agreeable to the 
purchasers for use by noncompeting industries.” 

The letter cited is presumably in the records of the Corps of Engineers, but if so 
desired a letter to the same effect of more recent date will be furnished. 

Item (b) requires local interests to give assurance that they will hold and save 
the United States free from damages due to the construction and subsequent 
maintenance of the works. It is understood that, like item (a), it has been 
inserted for many years past in all project documents relating both to flood con- 
trol projects and navigation projects, and that the circumstances under which it 
is applied are well established. 

It is understood by the Tennessee Corp. that it pertains to damages resulting 
from the work for which the United States would now be liable under the Fed- 
eral Constitution and laws made by Congress pursuant thereto; that it does not 
contemplate liability under claims advanced by the officers, agents, servants and 
contractors of the United States for injuries received in the course of dredging 
operations and that it does not contemplate claims advanced by any persons 
whomsoever for injuries or damages suffered by reason of negligence of any of 
the above-named parties, and on the basis of the foregoing, the Tennessee Corp. 
will give whatever additional assurance required by the Government in the form 
of a letter signed by an authorized officer of the corporation. 

Item (c) refers to the construction of bulkheads and related engineeril¢ 
works. On this point the following paragraph is quoted from page 22 of the 
project document, viz: 

“49, Alafia River. * * * The terminals of the United States Phosphoric Prod- 
ucts Corp. are at the mouth of Alafia River. The slip, 196 feet wide and 448 feet 
long, is bulkheaded with sheet-steel piling, driven to allow deepening to 30 
feet. A traveling elevator with loading capacity of about 200 tons an hour 1s 
on 1 side of the slip and an unloading gantry with a capacity from ship t0 
rail of about 100 tons an hour is on the other. Both have a shipside travel of 
about 325 feet and can serve vessels up to 50-foot beam. The terminals are 
served by highway and the Atlantic Coast Line Railroad.” 
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Item (d@) refers to Port Tampa in old Tampa Bay. It is distant by ship 
channel more than 20 miles from Alafia River. The Tennessee Corp., and the 
Products Corp., have no financial or administrative connection therewith. 

Item (e) refers to terminals open to all at Tampa Harbor rates. On this 
the following is quoted from page 56 of the project document: 

“172 * * * The United States Phosphoric Products Corp., has agreed to 
open its terminal facilities, in which it has invested more than $350,000, to 
all at the same rates and charges that apply at other Tampa Harbor terminals, 
and to expand those facilities as and when necessary; in addition, the corpora- 
tion has volunteered to sell at nominal cost agreeable to the purchasers its 
excess lands on Alafia River for development and use by noncompeting industries.” 

The Tennessee Corp. is willing and ready to meet any reasonable requirements 
of the Government, and will execute whatever appropriate agreement that 
may be necessary. 

For your information, United States Phosphoric Products Corp. was a sub- 
sidiary of Tennessee Corp. These two corporations were merged quite a few 
years ago, and all of the assets of every kind and character owned by said 
United States Phosphoric Products Corp., including the plant site at the Alafia 
River, were conveyed to Tennessee Corp., and United States Phosphoric Products 
Corp. was dissolved by law. 

The foregoing statements pertaining to the Alafia River element of the Tampa 
Harbor project are submitted in an effort to meet the desires of the United 
States district engineer, as communicated in his letter to Hillsborough County 
Port Authority above cited. Upon receipt of instructions from the district 
engineer, they will be “implemented” by such instruments as are customarily 
required by the district engineer. 

Awaiting further advices, we are, 

Very truly yours, 
TENNESSEE CoRP., 
By B. W. BELLINGER, Vice President. 

Mr. Cramer. The $977,000 which has been recommended for this 
year’s construction is with regard to the Egmont Channel, which is 
the first channel here [indicating]. We have the Mullet Key cut, 
and the Tampa Bay Channel in this area, which will, obviously, 
benefit the entire port area. 

The beginning of this project is at the mouth of the Tampa Bay 
area. 

Mr. Botanp. For a distance of how far is the work contemplated ? 
What is the total distance, would you say, on Egmont, and Mullet 
Key? 

Mr. Cramer. This is approximately 18 of the 62 miles. This 
[indicating] is the Mullet Key cut, and the Egmont Channel, but they 
will start on the Tampa Channel which is approximately 18 miles. 

Now, Mr. Chairman, it is my privilege to introduce to you an attor- 
ney for the Hillsborough County Board Authority, and he will answer 
any questions which the committee might have, and give you such 
additional information which he has. 

Mr. Norman Brown. 


STATEMENT OF MR. BROWN 


Mr. Botanp. Mr. Brown, we will be glad to hear from you. 

Mr. Brown. Mr. Chairman, we appreciate your courtesy in allowing 
us to appear here today. We realize how terribly busy you are. We 
donot want to take too much of your time. 

I was impressed by one thing. When I looked over here a moment 
ago and saw our distinguished Senator from Florida, Senator 
Smathers, and our distinguished Congressman, Mr. Paul Rogers, I 
was reminded that you gentlemen had just as well bear in mind and 
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give this money to us this year, because we are now getting into the 
third generation of sponsors of this project. My father and Pau! 
Rogers’ father fought for it during their lives, and now we are starting 
out rather young on you. 

There is one fact which I do wish to bring before you, and that is the 
type of our community, and the plight of this section of the State 
which is not of our own making. It has resulted entirely from the 
shipping subsidy policy of our Federal Government, and that, cer- 
tainly, no one can quarrel with, but due to that policy, larger ships have 
been built, which render our channel entirely inadequate, and if we 
are to be placed in a competitive position which we have historically 
enjoyed, we feel deeply and sincerely that we are entitled to the same 
treatment as our sister ports on the South Atlantic and the gulf. 

We realize the problems with which this committee is faced, and 
the problems which the Congress has, but we know that you will give 
us a complete and fair consideration in the entire matter, and we are 
perfectly willing to leave it in your hands. 

If there are any questions which we can answer at all, we would be 
glad to do so. 

Mr. Marsuati. We appreciate your statement. This committee 
does have quite a problem in going over all of the rivers and harbors 
projects in the Eastern part of the country, but we try to give as much 
attention as we possibly can to each and every one. I can assure you 
that this committee will give consideration to your request, as we at- 
tempt to do with every other project in the Eastern part of the coun- 
try. We have some tremendous problems in Federal expenditures. 
We have that in mind also and try to bring about some sort of a balance. 

Mr. Sixes. Are there any questions, Mr. Chairman, which any of 
the committee members wish to ask of this group ? 

Mr. Marsnatu. Are there any questions, gentlemen ? 

Mr. Botanp. Mr. Chairman, I have no questions, but as Congress- 
man Cramer suggested a moment ago, and as the chairman indicated, 
sometimes it is difficult for me to encompass in my mind the magni- 
tude of all of these projects. 

Sometimes, I think it is a little easier to authorize a project than 
to give the money for it. However, I am impressed by the Florida 
delegation, and compliment them on the manner in which the entire 
delegation gets together on their State’s projects. I do not know 
where Florida would be if it were not for the fact that they have some 
very strong advocates up here in Washington. It is really a tremen- 
dous delegation, and a good delegation in this Congress. 

Mr. Marsnauy. I think we both know from experience that until 
this bill is out of the way, we will be importuned by the delegation 
continuously. 

Mr. Stxes. Gentlemen, you are very kind in your statements. 

Mr. Cramer. Mr. Chairman, I appreciate very much the courtesy 
which has been extended to us by this committee. 

I have a report from the Board of Pilot Commissioners for the Port 
of Tampa, which report has been formulated after great study and 
a lot of research; this reports that there were in excess of 30 strikings 
and groundings, comparing the 5 years preceding the 31st of Decen- 
ber 1954, as a result of not having these facilities available. 

I would like to file that letter with the committee. 
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Mr. Marsuaru. The letter to which you refer will be incorporated 
into the record at this time. 


Tue GULF FERTILIZER Co., 
Tampa, Fla., May 2, 1955. 
Mr. FRED MARSHALL, 
Chairman, Public Works Subcommittee No. J, 
Appropriations Committee, 
The House of Representatives, Washington, D. C. 

DeaR Mr. MARSHALL: I regret that other commitments prevent my appearance 
before your committee and hope that this written statement will assist you, gen- 
tlemen, in your deliberations. 

My name is Fred J. Woods. I am secretary of the board of commissioners of 
pilotage in and for the port of Tampa. With the exception of two brief periods, 
I have served as a commissioner of pilotage, port of Tampa, since December 6, 
1934. In addition to recognition of the economic benefits that will accrue from 
the improvement of the port of Tampa, I am vitally interested in marine safety, 
resulting in the protection of lives and property while afloat. 

I attach some representative reports of the pilots serving this port. For the 
5 years preceding December 31, 1954, there were in excess of 30 strikings and 
groundings reported to the United States Coast Guard Marine Inspection Service. 
In addition to those reported, there were many other cases, as pointed out by 
Capt. John D. Ware in his letter of April 27, 1955, hereto attached, wherein ves- 
sels hit soft bottom with no apparent damage or complete loss of headway which 
were not reported. All of these instances were caused by lack of sufficient depth 
of water to handle the ships serving this port. 

While few dry-cargo ships have registered draught in excess of 30 feet, this 
draught is determined while the ship is dead in the water: but under way the 
bow of the ship rises and the stern pulls down. 

In my opinion, one of the most important advantages to be gained by deeper 
water in this harbor will be that vessels using it will be able to maintain steer- 
age way. When a vessel is attempting to negotiate narrow channels and her 
keel is dragging along in mud or sand, the pilot or master have little control of 
the ship. They will not truly answer their rudder or manipulation of her en- 
gines. This condition presents an ever-present hazard of marine collision, jeop- 
ardizing life and property, and the necessary steps to correct it by deepening and 
widening our channels should be taken at the earliest possible moment. 

I appreciate the opportunity to present this statement to you for consideration 
by your committee. 

Respectfully submitted. 

Boarpb OF PILOT COMMISSIONERS 
FOR THE PORT OF TAMPA, 
IF’. J. Woops, Secretary. 


Mr. Cramer. Thank you very much, Mr. Chairman, and members 
of the committee, for the courtesy which you have extended to us 
today, 

Mr. MarsHati. Thank you, gentlemen, for your presentation. 

Mr. Sixes. Mr. Chairman, I want to add my personal thanks for 
the courtesy and consideration of your very fine committtee, and I 
would like, in summary, to present a brief statement to be incorpo- 
ated into the record, outlining the salient facts. 

Mr. Marsan. Such a statement will be incorporated in the record 
at this point. 

(The document is as follows :) 


SALIENT Facts, TAMPA HARBOR PROJECT 


1, Authorized in 1949. 

2. Project description: To widen channels from existing width of 300 feet to 
4aminimum width of 400 feet ; to deepen channels from depth of 30 feet to a depth 
of 34 feet; enlarge cuts, bends and turning basins; approximately 66 miles of 
channels involved. 

3. Total cost: $11 million. President recommends $977,000 for fiscal 1956-57. 

4. Harbor serves over 1 million people in surrounding 25 counties. 
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5. Benefit cost ratio: United States Engineers estimate annual savings of 
$983,100 and benefit cost ratio 2.55. Hillsborough County Port Authority esti. 
mates annual savings of $1,518,000 and benefit-cost ratio of 3.45. 

6. In 1953 traffic was 9,061,058 tons. 

In 1953 over 13,500 commercial vessels used harbor. All harbors from Norfolk 
to New Orleans have channels with depths of 32 to 40 feet except Tampa Harbor 
with depths of 27% and 30 feet, although Tampa (with exception of Mobile) 
is far the largest of the named harbors and produces more customs revenue, 
Tampa Harbor has more export-import tonnage than all South Atlantic ports 
combined. 

7. Defense Department supports completion of project. A. BE. C. supports 
project. 

8. Tampa Harbor has had no major work done since 1936—all sister ports—gulf 
and South Atlantic have had major work done since 1936. 

9. Reason Tampa Harbor channels are inadequate is due to fact modern ships 
are larger and deeper draft—this trend to larger ships has been fostered and 
encouraged by Federal Government in its program of subsidization of American 
shipbuilding and ship operations. 

Mr. Srxes. Thank you very much, Mr. Chairman, and members of 
the committee. 


Mr. Marsuaty. Thank you. 


Oe ee 


Tuourspay, May 5, 1955. 


GREEN River WATERSHED 
WITNESSES 


HON. ALBEN W. BARKLEY, A UNITED STATES SENATOR FROM THE 
STATE OF KENTUCKY 

HON. EARLE C. CLEMENTS, A UNITED STATES SENATOR FROM THE 
STATE OF KENTUCKY 

HON. WILLIAM H. NATCHER, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF KENTUCKY 

HON. FRANK CHELF, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF KENTUCKY 

HON. NOBLE J. GREGORY, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF KENTUCKY 

HON. JOHN M. ROBSION, JR., A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF KENTUCKY 

RAY DYER, EXECUTIVE VICE PRESIDENT, ROUGH RIVER VALLEY 
LEAGUE, McQUADY (MERCHANT) 

W. F. LOVE, PRESIDENT, FROSTED FOODS, INC., LOUISVILLE 

A. P. HARDING, EXECUTIVE VICE PRESIDENT, GREEN RIVER 
VALLEY LEAGUE, INC., CENTRAL CITY, GENERAL CONTRACTOR 

C. A. REIS, OWNER, COAL AND FARM.PROPERTIES, SOUTH CAR- 
ROLLTON 

W. E. McCLURE, FARMER, MERCHANT, REPRESENTING MAYOR 
HECHT LACKEY, HENDERSON 

HENRY WARD, COMMISSIONER, DEPARTMENT OF CONSERVATION, 
COMMONWEALTH OF KENTUCKY 

STEVE WAKEFIELD, DIRECTOR, FLOOD CONTROL AND WATER 
USAGE, COMMONWEALTH OF KENTUCKY 

MALLON LAKE, COUNTY ATTORNEY, OHIO COUNTY, HARTFORD, KY. 

J. E. WOOD, INSURANCE AGENT, GREENVILLE 

BOB WATKINS, EXECUTIVE SECRETARY, CHAMBER OF COMMERCE, 
CENTRAL CITY 
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Mr. Marswauy. The committee will come to order. 

We are very pleased this morning to have our: distinguished col- 
league from our Committee on Appropriations, the Honorable Wil- 
liam H. Natcher of Kentucky. 

We have great esteem for Mr. Natcher as a colleague and we have 
high — for him as a friend. We will be glad to hear from you. 

Mr. Anprerson. I want to join in those comments relative to Bill 


Natcher. He has been of inestimable value on our Subcommittee on 
Agriculture. We are glad to see you here. 


STATEMENT BY CONGRESSMAN NATCHER 


Mr. Natcuer. Thank you, gentlemen. I certainly appreciate those 
fine remarks, 

Mr. Chairman and members of the committee, for the record my 
name is William H. Natcher, Representative of the Second District 
of Kentucky. I sincerely appreciate the opportunity to discuss with 
you certain projects which are of great concern to the Commonwealth 
of Kentucky and that section of the United States located in and 
around the Green, Ohio, and Mississippi sections. 

Briefly I first want to discuss with you the Rough River Reservoir 
project which if constructed would be located on Rough River, a 
tributary of Green River. The dam would be located in Breckenridge 
County 89.3 miles above the mouth of Rough River and 6 miles up- 
stream from Falls of Rough. This dam would be an earth and rock 
filled embankment some 1,530 feet long with a maximum height of 124 
feet and would have a conduit through the structure to dispose of nor- 
mal streamflows. The Flood Control Act of 1938 authorized the con- 
struction of Rough River Reservoir, and subsequent to that time the 
necessary money has been appropriated for survey and planning of the 
Rough River Reservoir. ‘The Corps of Engineers have the plans com- 
pleted for the construction of this project. 

The Flood Control Act of 1938 authorized 4 reservoirs on the 
tributaries and upper reaches of Green River. The projects are Rough 
River Reservoir, Barren River No. 2 Reservoir, Green River No. 2 
Reservoir, and Nolin River Reservoir, and these projects are recog- 
nized as economically sound and essential by the Corps of Engineers of 
the Federal Government. 

Ata public hearing held on September 20, 1952, in Central City, Ky., 
held jointly by the Public Works Committees of the House and Senate, 
testimony was received concerning these projects. Colonel Paschal N. 
Strong, at this particular hearing, stated as follows: 

Sufficient study has been made of one of these small reservoirs to indicate 
that its economics are sound; that it will fit into any plan finally adopted for the 
basin, and that it would be a profitable venture on the part of the United States 
to start its construction at the earliest possible date. This is the Rough River 
Reservoir located on the headwaters of that stream which would provide im- 
mediate substantial relief from floods for those fertile Rough River bottom 
lands and a measure of the same type of benefits along the Green River below the 
mouth of the Rough. It is possible that this reservoir may be constructed so 
as to provide corollary benefits under low-flow regulation streams, pollution 
abatement, and recreation. 

Green River rises in Lincoln County, Ky., and flows 375 miles west- 
wardly and northwestwardly to the Ohio River, a point some 8 miles 
northeast of Evansville, Ind. The projects authorized by the Flood 
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Control] Act of 1938 are all located in the Green River Valley and this 
valley has a total area of 9,273 square miles. 

Construction of the Rough River Reservoir would give flood pro- 
tection to the Green River Valley of Kentucky and would serve to pro- 
tect the lower Ohio and Mississippi River Valley from floods, 
Throughout this section of Kentucky and the lower Ohio and Miss- 
issippi Valley sections we have suffered damaging floods in the years 
1913, 1935, 1937, 1943, 1945, 1948, 1949, 1950, 1952, and again this year, 
In years of normal rainfall a large number of school] children are out 
of school because the rivers in this section flood a great many of the 
roads leading to the consolidated schools. A number of these roads 
have been raised to their maximum level and still flood. Thousands 
of people have moved out of this section because of the floods. Farmers 
‘an no longer cultivate low and high bottom land in this section 

We have been informed by the Corps of Engineers that an appro- 
priation at the present time of $750,000 would be ample to start con- 
struction of the Rough River Reservoir and that some $50,000 to 
$150,000 could be used at the present time for the surveying and plan- 
uing of the Barren, Nolin, and Green River Reservoirs. 

Mr. Chairman, the Rough River Reservoir project and the other 
projects described by me were presented to the Bureau of the Budget 
on November 16, 1954, by Senator Earle C. Clements, Senator John 
Sherman Cooper, and myself. The officials of the Bureau of the 
Budget are well acquainted with the facts concerning these projects. 

Again TI want to thank you for your kindness for permitting me to 
appear before you at this time and sincerely hope that you can see your 
way clear to include in your appropriation bill the necessary funds to 
start construction of the Rough River project and sufficient funds for 
surveying and planning for the Barren, Green, and Nolin River Reser- 
voir projects. 

STATEMENT BY SENATOR BARKLEY 


Mr. Marstratu. We have the pleasure and honor of having with us 
today Senator Alben Barkley of Kentucky, who wishes to make a 
statement. 

Senator Barxury. I am here in the interest of these projects that 
these gentlemen are going to testify about. I am very much concerned 
about them. I endorse them. All of these gentlemen are worthy of 
the highest consideration with regard to anything they say to this 
committee. If you will just permit me to endorse these projects in 
which I am concerned as a Senator from my State, I will leave. If 
you later want a more detailed statement, I shall be glad to give it 
to you. 

Mr. MarsHatu. We are very pleased to have the distinguished Sen- 
ator from Kentucky. 

Senator Barkiry. Thank you very much, Mr. Chairman. I must 
go to the other committee now because I do not want to miss the testi- 
mony of Secretary Dulles. 

Mr. Marsnauu. We have the pleasure today of having before us 
Senator Clements of Kentucky. 








145 
STATEMENT BY SENATOR CLEMENTS 


Senator CLements. Since there is another delegation outside from 
Kentucky—and I am sure that in due time you will hear them—I 
would like to make a very brief observation to the chairman and the 
members of the committee with reference to those items on the Green 
River that do not have a budget estimate. 

Mr. Chairman and members of the subcommittee, permit me to say 
that I deeply appreciate the manner in which the subcommittee has 
graciously afforded members of the Kentucky congressional delega- 
tion, as well as interested citizens of the commonwealth, an opportu- 
nity to present what we earnestly feel are strong reasons for congres- 
sional appropriations for carrying into effect this coming fiscal year 
public-works projects already authorized by Congress oi the Green 
River. It is always a pleasure for me to appear before you, and the 
subcommittee is to be commended for its fine cooperation through 
many sessions of Congress with the Kentucky Members. At the out- 
set it would be an oversight if I were not to observe that the Green 
River development is one which has the unanimous support of every- 
one in the area affected. Evidencing this is the overwhelming support 
given to and the excellent work being done by the Green River Citizens 
League, whose chief officers are present today. Additional proof, if 
such be needed, is the harmonious and highly productive public hear- 
ing in Central City, Ky., on September 20, 1952, held jointly by the 
Public Works Committees of the House and Senate. 

In the development of any waterway it is of primary importance to 
fully consider its navigational potentialities. This has been done on 
the Green. And through universal recognition that improvement of 
navigation on the Green was not only of great advantage to the imme- 
diate region but also was particularly of national interest, Congress 
has seen fit to provide the funds with which to initiate the renovation 
and modernization of Green River locks and dams Nos. 1 at Spotts- 
ville, Ky., near the mouth, and 2 at Rumsey, Ky., in McLean County 
so that modern large-size tugs and barges may be operated on the river 
to a distance of 103 miles. That work was started in fiscal year 1955. 

Many important facts concerning navigation improvement on the 
Green merit reemphasis and will because of their significance stand 
reiteration : 

(1) The Army Rivers and Harbors Board has very conservatively 
estimated that the annual benefits to accrue are $1,207,000 because of 
the navigational improvements authorized and now under construction 
on Green River. 

(2) This same board determined the cost-benefit ratio to be 1.51 to 
1 and the district engineers’ office in Cincinnati calculated them to be 
as high as 2.3 to 1. 

(3) Savings to the TVA and AKC by enabling the purchase of coal 
at lower prices because of lower transportation cost on the Green River 
will alone pay for the cost of the navigation improvements. For this 
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primary reason construction funds were provided in fiscal year 1955 
pursuant to a schedule which would call for completion in the spring 
of 1956 making it possible for coal movements to begin at that time 
according to contracts negotiated in 1954. 

(4) Both the Senate and House Appropriations Subcommittee to 
which these matters are referred have approved the transfer of $300,000 
from lock and dam appropriation funds, excess for fiscal year 1955, 
on a loan basis, enabling initiation of dredging on the river this spring 
so that channel improvements may be accomplished simultaneously 
with the completion of lock and dam work in April 1956. 

(5) The Bureau of the Budget has recommended for inclusion in the 
budget for fiscal year 1956 $4,400,000 which if approved by the Con- 
gress will complete the improvements on the Green River locks and 
dams 1 and 2. This agency has recommended an expenditure for the 
same period of $2,275,000 to continue dredging which has been started 
in the present fiscal year by the transfer of funds to which I have 
previously referred. The entire project may then be fully completed 
with an appropriation of $500,000 for fiscal year 1957. However, work 
will have progressed by April 1956 to the point that coal shipments 
will not be delayed. 

To my mind the facts related above illustrate without further elab- 
oration the urgent necessity for providing the necessary funds for 
the completion of the navigational development of the Green on 
schedule. 

One cannot fully evaluate the importance of a full development of 
the Green River watershed for flood control and water storage pur- 
poses by a separate examination of its component projects. It is 
important in discussing the various projects which make up this por- 
tion of the plannel development of the Green that we not lose sight 
of the fact that the individual benefits to be derived by the comple- 
tion of any one of the four authorized reservoirs are magnified each 
time another of the projects is completed. So that the whole is 
much more significant than an independent study of each reservoir 
would indicate. Green River is formed by a confluence of smaller 
streams in Green County Ky., and flows in a northwesterly direction 
meeting the Ohio in Henderson County, Ky. 

The four projects comprising this phase of the development are 
reservoirs on the major tributaries of the Green River-Rough River, 
Nolin River and Barren River and the No. 2 dam nearer the head- 
waters of the Green itself. 

Rough River Reservoir authorized as early as June 30, 1938, is the 
first reservoir of the four principle flood control and water storage 
projects comprising the Green River Basin development upon which 
the Corps of Engineers have completed planning and which is now 
in a position to begin construction when the necessary funds are 
made available by the Congress. . 

Planning has proceeded to the point where the engineers have indi- 
cated that from $750,000 to $1 million could be advantageously ex- 
pended in fiscal year 1956 to begin construction with the thought 
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that the project could be completed in 4 years at a total cost of 
$9,375,000 including channel improvements on Rough River and Bar- 
nett Creek planning costs to date have been $134,000 leaving the bal- 
ance to complete at $9,236,000. 

Rough River Reservoir is one of 80 authorized by Congress as a 
means of controlling floods on the Ohio River reducing the flood 
flows on the Mississippi, and as such attains a position of importance 
outside of the area in which it will provide immediate and direct 
benefit. More urgent for the present its construction will be the 
initial step in providing flood protection and related water uses in 
the Green River Valley. Not only is this true but also the develop- 
ment is consistent with plans of the Department of Agriculture for 
watershed improvements. Its cost-benefit ratio is calculated by the 
Corps of Engineers at a significant 2.4 to 1.00. Incidental to its 
primary function the reservoir will provide recreation in areas now 
lacking such facilities. 

That in the Green River Basin we are committing destructive waste 
of an essential resource is attested to by the regularity with which 
drought succeeds flood in the valley. The average annual floodwater 
damage in the valley is estimated to be $5,357,000 which consist pri- 
marily of damage to agricultural lands and crops with damage to 
public roads and railroads and added water-treatment costs con- 
tributing substantially to the total. By contrast in the too frequent 
times of drought the abundance of water, which has carried rich soil 
down stream to the Green and Ohio in the preceding season, is not 
available for the needs of municipalities, industries, and farmers. 
The decline in population of 107,869 persons from 1910 to 1950 in the 
potentially productive Green River Basin is a further indication of 
the need for its planned development. Every year construction is 
delayed on Routh River simply means further waste of vital natural 
resources and further unrecoverable loss occasioned by unchecked 
waters on the rampage. 

Col. Paschel N. Strong, representing the Army Chief of Engineers 

at a public hearing jointly held by the Public Works Committees of the 
House and Senate in September 1952 observed in connection with the 
Rough River project: 
* * * that its economics are sound ; that it will fit into any plan finally adopted 
for the basin ; and that it would be a profitable venture on the part of the United 
States to start its construction at the earliest practicable date. This is the 
Rough River Reservoir located on the headwaters of that stream which would 
provide immediately substantial relief from floods for those fertile Rough River 
bottom lands and a measure of the same type of benefits aleng the Green below 
the mouth of the Rough. 


To the conclusive case made by the experts who have made a thor- 
ough investigation and study of the Green River Basin I would add 
my voice in urging the subcommittee to make sufficient additional ap- 
propriations to initiate construction of this long needed work on Rough 
River, 

The Corps of Engineers recommends 3 additional reservoirs, 1 on 
the Barren River and 1 on the Nolin River principal tributaries of the 
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Green River, and another close to the headwaters on the Green River 
itself. The Corps of Engineers indicates that these projects are links 
in the chain of Green River flood control developments which wil! 
reduce flood flows and conserve for industry, agriculture and munici- 
palities a reliable source of water by controlling the runoff from a 
drainage area of approximately 2,336 square miles. 

Although detailed planning on one of these projects was started 
several years ago with an expenditure of $25,000 on Barren River no 
funds have been allocated from planning fund appropriations to enable 
proceeding with the projects in recent years. Nor has the Bureau 
of the Budget approved an allocation for this important work in fiscal 
year 1956. The fact that preliminary studies by the engineers indi- 
cate that Barren has a cost-benefit ratio of 2.6 to 1.00, Nolin a cost- 
benefit ratio of 1.8 to 1.00 and No. 2 Green a cost-benefit ratio of 2.0 
to 1.00, it would appear patently impracticable to delay further plan- 
ning to ascertain their feasibility, at the present time. 

The Corps of Engineers have estimated that it will take approxi- 
mately $580,000 to complete the planning on Barren, Nolin and No. 2 
Green Reservoirs. In view of the fact that these reservoirs are all 
parts of the Green River flood-protection system and in addition are 
a portion of the greater plan for flood protection on the Ohio and Mis- 
sissippi River systems it would seem that any question of priority for 
planning funds among the 3 projects or any question as to proceeding 
simultaneously on all 8 would be an engineering and administrative 
problem which could best be determined by the Corps of Engineers. | 
would strongly recommend the appropriation of a substantial sum to 
make visible headway on the planning of 1 or all 3 whichever pro- 
cedure the Corps of Engineers determines to be the most feasible from 
an economical engineering standpoint. 

This statement has dealt with places and things familiar to Ken- 
tuckians but development of the Green River Valley, properly, is of 
much wider interest. We are concerned here with navigational im- 
provements which will be of substantial assistance to the AEC and 
TVA, aiding the defense effort. We are concerned here with the con- 
servation of a natural resource essential to a strong nation both in time 
of peace and war. Weare concerned here with reducing flood damages 
not just to a mere section of the State of Kentucky but to a region 
composed of several States. 

I respectfully submit these observations to the subcommittee confi- 
dent from past experience that they will be given careful considera- 
tion. I thank the committee for its attentive interest shown the delega- 
tion from Kentucky. 


STATEMENT BY CONGRESSMAN CHELF 


Mr. Marsuary. We also have with us this morning our distin- 
guished colleague, Congressman Chelf of Kentucky. 

Mr. Cuetr. I appreciate this opportunity very much to appear be- 
fore you. I know that time is of the essence here. 

I can say this: I know these gentlemen. I know they know their 
project. I know they understand it. I know enought about it to know 
that it is desperately needed and it will certainly not be a waste of the 
Federal Government’s funds. 
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Some 10 years ago I had the unique distinction, shall 1 say, of com- 
ing before one of the subcommittees on Appropriations from down in 
Barren County and asking that they not appropriate a very large sum 
for the construction of a dam which, before its final completion, would 
probably have cost some $3 million to $5 million. We thought then 
that it was a waste of time and money. We were honest about it. We 
asked that you keep your money. 

On this occasion I am asking, for heaven sake, give us the money. 
We need it. It is a different situation because this project and the 
others are worthy. 

Mr. Marsuatu. We will be very pleased at this time to hear from 
our distinguished colleague, Congressman Gregory of Kentucky. 


STATEMENT BY CONGRESSMAN GREGORY 


Mr. Gregory. 1 know that time is of the essence. I want to join 
with my colleagues and make an unqualified endorsement of this pro- 
gram and plea for funds. I join with Mr. Wood and this fine dele- 
gation of civic-minded officials who are here today. 

I do not have a prepared statement. I doubt if I had one if I could 
cover the question as well as it will be covered by these citizens who 
live within the area and who have planned and worked on the devel- 
opment for many, many years. 

Senator CLemMENTs. May I comment on what Mr. Chelf has said ¢ 

There is a different situation in the Green River Valley today than 
there was when Frank Chelf and myself—and I will plead guilty 
because I was just as guilty as he was—opposed the reservoir on 
the Barren River. At that time there had been no determination made 
as to how the navigation situation was going to be solved on Green 
River. That determination has been made, and we are faced today 
with a completely different situation on these reservoirs than we were 
faced with in 1946. 

Mr. Marsuatyi. Thank you very much, Senator Clements. 

Mr. Narcuer. Mr. Chairman, at this time I take pleasure in pre- 
senting to your committee a group of distinguished citizens who are 
here from Kentucky, and for the record, I desire to present these 
gentlemen. I present to you at this time Mr. Ray Dyer of McQuady, 
Ky., Mr. W. F. Love of Louisville, Ky., Mr. A. P. Harding of Central 
City, Ky., Mr. C. A. Reis of South Carrolltown, Ky., Mr. W. E. 
McClure of Henderson, Ky., Mr. Henry Ward of Frankfort, Ky., Mr. 
Steve Wakefield of Frankfort, Ky., and Mr. Mallon Lake of Hart- 
ford, Ky. 

STATEMENT OF MR. WOOD 


I take great pleasure at this time in presenting to you the spokesman 
for this group, Mr. J. E. Wood of Greenville, Ky. 

Mr. Woop. Mr. Chairman, we understand that some unexpected 
items have come up in your day, and we understand that there is a 
great deal of pressure on you at this point. 

I would like to express our appreciation to you and to the mem- 
bers of the committee for permitting us to appear, and I would like 
to request your permission that we be permitted to place into the 
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record my prepared statement and exhibits D, E, G, and I to be made 
a permanent part of the record. 

Mr. MarsHatu. We will be glad to place your prepared statement 
in the record and will accept the additional material for the com- 
mittee’s file. 

(The statement referred to follows:) 


Mr. Chairman and members of the committee: 

1. For the record my name is John BE. Wood of Greenville, Ky. I have been 
designated as spokesman for the Green River delegation in the absence of 
Judge W. Arch Moore. Mr. Chairman, I want to thank you and the members 
of your committee for the opportunity to appear before you and to present this 
statement which is the product of several minds. We regret the absence of our 
chairman who has been unavoidably detained at home, but Judge Moore has 
joined us in the preparation of this statement and has approved it in its en- 
tirety. Our delegation is functioning under Albert P. Harding, vice chairman, of 
Central City, Ky., while here. The names and identities of our delegates, in- 
dicated on this list, are hereby recorded with the clerk. 

2. The principal sponsor of this statement is the Green River Valley Citizens 
League, Inec., with principal office in Central City, Ky., a nonprofit body incor- 
porated under the laws of Kentucky, controlled by a board of directors consisting 
of 1 member from each of the 20 city areas throughout the Green River water- 
shed. Each city area elects its own board member and in voting has the same 
number of votes regardless of the number of its members, dues paid, popula- 
tion or other factors. Membership is open to all individuals and any corporation, 
partnership or proprietorship can hold membership. Dues are voluntary, rang- 
ing from $1 a year for a wage earner up to $100 or more for a sustaining mem- 
bership. Additional sponsors are such affiliates as the Nolin River Watershed 
Association and the Rough River Valley League, both voluntary organizations. 
In addition there are numerous civic organizations supporting the league, finan- 
cially and otherwise. Proof of valleywide support is evidenced by more than 
22,000 signatures to resolutions which we have deposited with our United States 
Senator Earle C. Clements. 

3. Mr. Chairman, we do fully comprehend why we must limit this statement to 
about 10 minutes, and you understand that this makes it impossible to support 
our facts with verbal details. In presenting this statement, we will touch only 
upon the highlights while relying on the filing of the complete statement and 
exhibits to properly support our presentation. 

4. The purpose of this effort is to have the national administration and the 
current session of the 84th Congress “put in the mill” the Rough, Nolin, Green, 
and Barren Reservoir projects in the upper reaches of the Green River Valley. 
We file as exhibit A, The Green River Valley Supplement, a copy of which is here- 
with furnished to each committee member. These four projects were authorized 
by the Flood Control Act of June 1938 and also included in that legislation is a 
costly midstream project known as the Mining City Reservoir which we are not 
advocating. These are projects of the United States Army Corps of Engineers 
although our league actively supports the minor watershed projects of the United 
States Department of Agriculture. Title to all Green River Valley streams was 
taken by the United States in 1888 from the Commonwealth of Kentucky ; there- 
fore, by reason of ownership, the Federal Government is the agency to provide 
the funds and perform the needed basic development of our highly valuable 
water resources. However, it must be emphasized that the people of the Green 
River Valley do not wish to involve the Federal Government in expenditures for 
the generation of electric energy and other industrial activities. Private industry 
cannot perform with its funds, however, until Uncle Sam provides the basic de- 
velopment of flood control-water storage. Our valley is now confronted with 2 
ease in point. The Reynolds Metals Co. announced from Richmond, Va., April 
20, just 15 days ago, acquisition of large coal reserves in our valley. Our league 
played a part of this, and we consider it significant that this acquisition was not 
authorized until lower Green navigation modernization, now underway, was 2 
certainty. We wonder, however, if Reynolds will proceed with an aluminum 
mill in our valley as contemplated if we do not succeed in this effort to obtain 
water storage. We hope to have an answer by the time of this presentation. 

5. This leaves us in good position to call attention to the question asked 
by the Honorable T. Millet Hand, Member of Congress from New Jersey, on 
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January 18, 1954, in connection with the lower Green project: “I wonder why 
the Atomic Energy Commission saw fit to locate their plant at Portsmouth, Ohio? 
What they have done on the surface, so far as I have learned, and I am just 
seeking to learn now in these questions, is that they have built a plant which, 
of course, they knew would be using huge amounts of power, 300 miles from 
an undeveloped coalfield where we will have to spend $14 million in order to 
make the coal available to them. If the river (Green) is not deep and, therefore, 
the supply might be inadequate, it might have been well if they had built right 
on the banks of the Green River instead of Portsmouth, Ohio.” The record 
shows that Mr. Hand never received a definite and final reply, and this is our 
first opportunity to make it. In fact, the question has provided considerable 
encouragement for our appearance here today because an important reason, if 
not the most important reason, for not locating the southern Ohio atomic plant 
in the Green River Valley was the lack of flood control-water storage. In this 
one instance alone, the extra cost to the Federal Government will be at least 
$100 million over the next 25 years which represents solely the cost of barging 
the coal to the Madison, Ind., powerplant. Such transportation cost could have 
been totally avoided in the Green River Valley had the Madison, Ind., power 
setup been located there. Another $90 million or more in extra cost might be 
added for coaling the powerplant located in Ohio which is also serving the same 
atomic installation. Thus, Uncle Sam is already “paying through the nose” 
for the long delay in furnishing flood control-water storage to the Green River 
Valley. 

6. Strange to say, these four upper reservoir projects are very, very old ones 
in the files of the United States Army Corps of Engineers and in the archives 
of the Congress. The Louisville district engineer first recommended these four 
reservoirs along with several others in his 1931 report which reached Congress 
in June 1933 and received scant attention just at the time of the launching of 
the spending program to combat the depression. That report was initiated by 
order of the late President Coolidge and was prompted by the disastrous floods 
in the lower Mississippi during the twenties. It then took the devastating 1937 
flood to impress the Congress that something real must be done in the Ohio River 
Basin, and this resulted in the passing of the Flood Control Act of June 1938 
that included our four rather elusive reservoir projects. Late in 1952, Congress 
provided funds for finally designing and planning the Rough River project, and 
it now awaits the appropriation of $750,000 to initiate construction during fiscal 
1956. The Nolin, upper Green, and Barren projects await funds in the amount 
of at least $140,000 for final planning and designing during fiscal 1956. Surely 
there should be no further delay in providing less than a million dollars in funds 
to “put in the mill” these projects that will pay for themselves directly to the 
United States Treasury in very short order. 

7. We are very proud of the unity behind this effort in our valley, and we draw 
particular attention to our exhibit B, “The Green River Valley Celebration 
Special,” a joint issue by 12 newspapers of the main Green River Valley on July 
8, 1954. A publication of this kind has never before been achieved, and we think 
it is worthy of particular note by Congress at this point. 

8. Concerning the physical aspects, we invite your attention to our silhouettes 
and return you to exhibit A, “The Green River Valley Supplement,” on page 2 
of which there is a comprehensive map. The map shows proposed reservoirs in 
black, and it should not be inferred that these reservoirs are in existence be- 
‘ause such is not the case. The map includes complete data pertaining to cost, 
location, height and length of dam, storage capacity, area in acres, length of 
backwater and drainage area above dam. The total estimated cost of the 4 reser- 
voirs is $46 million as of July 1, 1952. In contrast the proposed Mining City 
Dam, which we have not approved, is estimated to cost $64 million. The flooded 
area shown in shading is based on the 1913 flood which reached an elevation 
of 395 feet at midstream, whereas the 1937 flood was approximately 9 feet 
higher. The latter flood would extend the flood plain appreciably. The artist 
sketch on page 3 illustrates a comprehensive idea of our overall development 
program including not only the navigation and flood-control work of the United 
States Army Corps of Engineers but also the minor watershed projects of the 
United States Department of Agriculture. The Green River Watershed, there- 
fore, does have a complete program of development. 

_9. The Rough River watershed has the shortest flood plain of any of our 
rivers, and this can be disastrous from the standpoint of containment as indi- 
cated by a detailed article on page 3 of the Green River Valley Supplement. 
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This was written by two natives of the Rough River Valley, who have remained 
over the years to observe the facts. Particular attention is called to the devastat- 
ing effect of the lower tributaries of the Rough in floodtide when meeting the 
onrushing main stream from an exceptionally high elevation. Ohio County At- 
torney W. Mallam Lake, of Hartford, Ky., a member of our delegation, testified 
on February 12, 1954: “My house is 2 blocks from the courthouse in Hartford; 
and when this water is up, Hartford sewage won’t drain and as you flush your 
commode, it comes up in the basin.” There is no need to go into detail regard- 
ing the physical aspects of the other three projects excepting that the upper 
Green project will provide definite protection for Mammoth Cave in floodtime. 
If necessary we can illustrate this on the silhouettes. 

10. When it comes to the economic aspects of an external nature, there is little 
need to point out that these flood-control projects in our valley were conceived 
originally for the particular benefit of the lower Ohio and Mississippi Basins. 
In the last 10 or 15 years, however, the flood damages have been so severe in our 
lower valley that it is necessary for us to claim that a very decided benefit will 
flow to both our agriculture and industry to say nothing of the populace. Your 
particular attention is called to the article on page 3 of the Green River Valley 
Supplement giving detailed flood experiences of two chair factories at Livermore, 
Ky., and in which it is stated: “I would like to call to your attention the fact 
that from 19438, we have had 7 floods in the period of 10 years and only 5 previous 
to that in a period of 30 years.” Time and again, crop after crop has been 
washed away over the years as emphasized in the article on the Rough River. 
We have here, not for filing, an album of pictures including many taken during 
the floods early this year. Your attention is directed to this one taken in Butler 
County showing children going to school in boats which is not unusual. Please 
note remarks on this in the page 3 article of exhibit A pertaining to the Rough 
River Valley. It is not at all diffieult to explain from our exhibit C a map by 
the United States Army Corps of Engineers showing not a single flood-control 
project in our watershed, whereas the red-shaded ones in other areas are numer- 
ous. At the same time, our valley taxpayers have helped pay for them. I am 
sure the committee will agree that taxation without participation is not equitable. 

11. Another economic aspect is the growing importance of irrigation in our 
parts, which cannot, of course, be practiced in time of drought unless reservoirs 
are established to provide a regulated flow of water all through the year. 

12. It is often said that it is not the duty of Uncle Sam to provide water supply 
for industrial purposes; nevertheless, we have already pointed out that the led- 
eral Government is paying heavy added cost for power at the southern Ohio 
atomie plant because water storage was not established in our valley as ree- 
ommended way back in 1931. In the Tennessee and Cumberland Valleys, Uncle 
Sam completely forgets about this restriction on the Corps of Engineers which 
is discrimination against other areas. Page 1 of the Green River Valley Supple- 
ment depicts the huge coal reserves of the Green River Valley in excess of 14 
billion tons, not including coal seams more than 400 feet from the surface and 
excluding many of our thin measures. These coal reserves adjoin both sides of 

treen River in the lower nine counties. Thus, coal can be conveyed from mines 

to powerplants without ever seeing the light of day, eliminating huge costs for 
loading the coal into rail cars or autotrucks or river barges for transportation 
to the powerplants whereupon unloading and handling into the powerplants is 
required. In the case of the Madison, Ind., plant, this is estimated at a minimum 
of $1 per ton: but more study might reveal it to be $1.50 per ton. The bids on the 
eoal for the Madison, Ind., plant proved that our valley can produce the world’s 
lowest cost steam coal beyond any question of doubt. Thus, it is easy to conclude 
that the world’s lowest enst coal-steam-electricity can be generated in our valley. 
which is at least 25 to 30 percent lower than at Madison, Ind. Similar savings 
are possible under the costs at Johnsonville, Paducah, Joppa, Gallatin, Colbert, 
and elsewhere ranging from 30 to 40 percent. These savings are indeed substan- 
tial and amount to at least 1 mill per kilowatt-hour. This is the equivalent of 
aronnd $14,000 daily on a 600.000-kilowatt plant operating 24 hours, and the 
Madison, Ind., plant has double this capacity. 

18. In this connection we now file as exhibit D. 9 letter from Kentucky Utili- 
ties Co.. Ine., operating a coal-steam-electric plant in the Green River Valley at 
South Carrollton, Ky. This plant is of 120,000-kilowatt capacity but is being 
operated almost constantly at 150.000 kilowatts. It should be noted that this 
company has stated eategorically that the reservoirs “nre absolutely necessary 
for the substantial expansion of power producing facilities” furthermore “it is 
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a known fact that several large industries have looked with favor on this area 
but were discouraged by the lack of an adequate supply of water.’ This par- 
ticular plant is regularly carrying 50 percent of the Kentucky Utilities system 
load, although the plant is 1 in 9 and represents about 14 percent of the total 
capitalization. 

14. The study conducted by the United States Bureau of Mines a few years 
ago in connection with coal-oil-synthetic plants revealed and established the dire 
need for water storage in our valley. The same is true if coal gas is to be made 
at our mines for feeding into the natural-gas pipelines. This will be necessary, 
according to the exponent of the natural-gas pipelines, the late E. Holley Poe. 
We now file as exhibit E, an article by E. 8. Pettyjohn entitled “Coal-Gas Source 
of - Future.” 

Any sound study will recognize the tragie story that in the first place 
av A should have located the Johnsonville coal-steam-electric plant at Bowling 
Green, Ky., in the Green River Valley which happens to be a central point in 
the TVA transmission system. However, it was impossible for TVA to con- 
sider this location because of lack of water storage. The same obstacle existed 
when the Paducah, Joppa, Madison, Gallatin and other coal-steam-electric plants 
were being considered. Even today it can be contended that the plant for the 
Memphis area should be located at Bowling Green if only we had water stor- 
age. It is high time to stop hauling the coal to the water and let the water 
run to the coal which is possible in our valley as indicated by exhibit F. The 
problem of power transmission is not involved since no load is created before 
the power is a reality. 

16. In conclusion may we point to the human aspects which might well be 
termed inhuman. Exhibit G, entitled “Economic Statement of the Green River 
Watershed,” made last month by the research and statistics division of the Ken- 
tucky Department of Economic Security speaks for itself excepting that we must 
say it is most difficult to comprehend this economie slavery in a valley possessed 
of natural resources that are unsurpassed anywhere in the world. It is most 
difficult to understand why our valley suffered a loss in population amounting 
to 150,000 people between 1940 and 1953 and this in the face of the fact that 
the Green River area has a large excess of births over deaths and normally 
would be expected to show a substantial population increase. The story de- 
picted respecting Employment Trends and Patterns, Unemployment and Under 
employment and Area Income Position are equally startling, but let the report 
tell the story. It is baffling that loyal native Americans are subjected to these 
harsh economic conditions solely because our watershed has not received its 
fair share of basic development especially in view of more than $6 million saved 
under total estimated cost of the lower Green navigation project. 

Mr. Woop. The only other thing which I would like to point out, 
Mr. Chairman, is that we have a pilot plant on the Green River, owned 
by the Kentucky Utilities Corp. 

It is a coal- steam electric plant. It is 1 of 9 plants owned by that 
corporation in the State of Kentucky. It represents 14 percent of 
the total capitalization of the company, and that plant is producing 
0 percent of the power which the company generates. 

My other comment is to call to your attention that bet ween the years 
i940 and 1953, 150,000 of our people left us. 

That concludes my statement, Mr. Chairman, and we are grateful 
to you for this audience. 

Mr. Marsuaun. We thank you, Mr. Wood, for appearing before 

’ ~ 
our committee, and we will certainly give every consideration which 
we can to these projects. 

Mr. Woop. Thank you, sir. 


STATEMENT BY CONGRESSMAN ROBSION 


Mr. Marsuatyi. We have with us Congressman Robsion, of Ken- 
tucky, and we would be glad to have a statement from him at this 
time. 
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Mr. Rorston. I would like to make a very brief statement, if you 
will, please. : 

Mr. Marswatu. We would be very glad to hear from you. 

Mr. Rogston. Mr. Chairman and members of the committee, I 
appreciate the opportunity you have given me to express my deep con- 
cern and interest in the various proposals to improve the Green River. 

I do not represent the Congressional District in which these various 
projects lie, and for that reason, perhaps, can be of some objectivity 
in my approach. 

I have given a lot of serious consideration to the various proposals 
to improve the Green River area, and feel that it is very essential to 
Kentucky that the river be improved. I believe, if the Government 
sees fit to improve the rivers, as has been suggested, that it will mean 
a great deal to our economy in Kentucky. 

We feel that the improvement of the Green River is most important 
to the improvement and growth of our State, and I heartily approve 
the proposals which have been made by the Senator, and the Members 
of Congress from that area. I sincerely hope that the committee will 
see fit to favorably consider this request. 

Mr. Marsnatu. Mr. Robsion, we thank you for your statement. 

Are there any other statements at this time ? 


STATEMENT BY MR. WARD 


Mr. Warp. Mr. Chairman, I am Henry Ward, the commissioner of 
conservation, and the official representative for Gov. Lawrence W. 
Wetherby. 

The Department of Conservation of Kentucky is the official agency 
of the State which deals with flood control. 

We look upon the Green River program as one of vital importance, 
and we place the construction of the Rough River Reservoir as No. 1 
in our recommendations in the entire State of Kentucky for construc- 
tion purposes. 

The people in that valley are united in their desire to see this work 
go forward, and there is no argument about it. 

We also recommend very strongly planning money for the Barren 
River, the Nolin River, and the upper Green River, at a location known 
as Green River Dam No. 2. 

Mr. Chairman, with your permission I would like to have my entire 
prepared statement inserted into the record. 

Mr. MarsHatyt. Without objection, it is so ordered. 

(The statement referred to follows :) 


STATEMENT OF HENRY WARD, COMMISSIONER OF CONSERVATION, COMMONWEALTH 
oF KENTUCKY, FAVORING THE APPROPRIATION OF FUNDS FOR F'LOOD-CONTROL 
PROJECTS ON GREEN River, Ky. 


I am Henry Ward, commissioner of conservation, Commonwealth of Kentucky, 
and I am also speaking as the designated representative of Gov. Lawrence W. 
Wetherby, who could not be present today. 

The Green River is one of the major rivers of Kentucky. Damages from floods 
which originate in the Green Valley are destructive not only within that valley 
but also along the Ohio River. Floodwaters from the Green even affect the 
Mississippi River. 

There are rich coal and asphalt resources along the Green River which can be 
developed and utilized to the fullest extent through the improvement of naviga- 
tion. The Commonwealth of Kentucky appreciates the fact that Congress has 
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recognized the value of navigation on the Green and has provided founds for 
the development of this program. 

We were disappointed when the budget presented to Congress did not contain 
any recommended funds for either construction or further planning of flood-con- 
trol reservoirs on the Green River. Due to the fact that the Corps of Engineers 
has completed planning of a flood-control reservoir for the Rough River, which 
is a tributary of the Green, we consider this as the No. 1 flood-control project in 
Kentucky. It is ready for construction funds, and the need is great. Therefore, 
it is our earnest request that Congress provide for construction of the Rough 
River Reservoir, and that at least $750,000 be appropriated in the 1955-56 budget 
for that purpose. 

Three other reservoirs are needed to complete the flood-control program for the 
Green River. These are projects recommended for the Barren River, the Nolin 
River and on the upper Green River at a location known as Green River Dam 
No. 2. It is the recommendation of the Commonwealth of Kentucky that Con- 
gress provide such funds as the Corps of Engineers estimates will be necessary 
to expedite the planning of these reservoirs in the shortest time practicable. 

My interest in these projects is genuine and my information concerning them 
is firsthand because, besides being commissioner of conservation, I am chairman 
of the State water pollution committee, the State soil conservation committee, 
past chairman and presently a member of the Ohio River Valley Water Sanitation 
Commission. All of these agencies are directly interested in and affected by the 
proper development and use of our water resources. 

The Rough River project when completed will give protection to some 35,000 
acres of excellent agricultural land that is now suffering an annual damage from 
floods of upward of $500,000. The water supply of the towns of Beaver Dam and 
Hartford are severely affected and the industrial and economic development of 
the area is being retarded because of uncontrolled water. 

One example is the Blue Grass Frosted Foods, Inc., of Louisville, Ky. This 
organization has investigated and found the soil in the Rough River Valley 
especially suited for producing fruits and vegetables needed to supply the grow- 
ing demand for their packaged frozen-food products. The farmers in the valley 
are anxious to supply them with the $1,500,000 worth of fruits and vegetables 
desired. Frosted Foods is ready to build a processing plant in Hartford to cost 
$100,000 with an annual payroll of some $125,000. This project alone would be 
of tremendous help in bolstering the economy of the area. It cannot become a 
reality until the Rough River project is assured because frequent floods prohibit 
the production of the produce necessary. The farmers are deprived of this addi- 
tional profit, and the people of the area cannot get the benefits from a steady 
$125,000 payroll. 

Usually the proposal by the Corps of Engineers to build a large dam meets 
with widespread opposition in the area, especially by those who would be dis- 
possessed and forced to relocate. This is not true in the Rough River area as the 
need for the project is so great, and so generally recognized, that only a very few 
have objected and their objections have been mild and scattered. This is not a 
new project. Already some $200,000 has been spent by the corps. It has a very 
decidedly favorable cost-benefit ratio. 

That the much needed development of the water resources of the entire water- 
shed progress as rapidly as possible, I urge that you furnish the Corps of Engi- 
neers the necessary funds to plan the construction of the other three upstream 
dams, namely, the Barren, Nolin, and Green River No. 2. 

The people in the valley are deserving of this program. They are making an 
earnest effort to better their entire economic picture. They are well organized 
and are sufficiently informed to know what they need and want and are going 
after it in an intelligent and vigorous way. On behalf of these people, the Ken- 
tucky State administration and the Governor of Kentucky, I urgently request 
that these funds be provided in this budget. 


Mr. Marswatu. Thank you, Mr. Ward, for a very fine statement. _ 
Mr. Natcuer. Mr. Chairman, we thank you very much for this 
opportunity to appear before your committee and we sincerely hope 
that the requests outlined herein will be granted. 
_ Mr. Marswaui. We have been very pleased to hear you this morn- 
ing. 
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WITNESSES 


HON. EARLE C. CLEMENTS, A UNITED STATES SENATOR FROM THE 
STATE OF KENTUCKY 

HON. JOHN C. WATTS, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF KENTUCKY 

HON. CARL D. PERKINS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF KENTUCKY 

HENRY WARD, REPRESENTATIVE OF HON. LAWRENCE WETHERBY, 
GOVERNOR OF KENTUCKY 

PHIL MILES, REPRESENTING THE KENTUCKY A. AND I, D. BOARD 

STEVE WAKEFIELD, KENTUCKY FLOOD CONTROL BOARD 

H. A. SPAULDING, HAZARD, KY. 

FRED B. BULLARD, EXECUTIVE SECRETARY, HAZARD COAL OPERA- 
TORS ASSOCIATION 

CHARLES W. GILLEY, PRESIDENT, KENTUCKY RIVER COLLIERS 
CORP. 

HON. ROBERT C. YOUNT, MAYOR, FRANKFORT, KY. 

HENRY MEIGS, CITY ATTORNEY, FRANKFORT, KY. 

HARRY HIOTT, EXECUTIVE VICE PRESIDENT, FRANKFORT CHAM- 
BER OF COMMERCE 

ELLIOTT MARCUS, PRESIDENT, RETAIL DIVISION, FRANKFORT 
CHAMBER OF COMMERCE 

FRANK DAILEY, FRANKFORT CHAMBER OF COMMERCE 

H. K. HINES, IRVINE, KY. 


Mr. MarsnHau. The committee will come to order. 

We are pleased to have before our committee this morning our dis- 
tinguished colleagues, Congressman Watts, and Congressman Perkins, 
of Kentucky, and the distinguished Senator from Kentucky, Senator 
Earle C. Clements. 

Congressman Watts, you may proceed. 

Mr. Warrs. Mr. Chairman, with the permission of the committee, 
I would like to yield to Senator Clements, so that he can make his 
statement. 

Mr. Marsuati. We shall be very pleased to hear from the Senator. 


STATEMENT BY SENATOR CLEMENTS 


Senator CLiements. Mr. Chairman, we have a lot of people here 
from Kentucky who are appearing before the committee in the inter- 
est of the needs of the Kentucky River in the next year, and the years 
which le ahead. 

It is more important for the committee to hear this group this morn- 
ing than it is to hear me, because I will have an opportunity, with 
your permission, to come back before you at some other time, if some 
amplification needs to be made of statements which are presented to 
you here today. 

I would like to have the permission of the committee to file a state- 
ment which, otherwise, I would have made. 

Mr. MarsuHaui. Without objection, we shall accept the statement 
for the record at this point. 
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(The statement is as follows :) 


STATEMENT BY SENATOR EARLE C, CLEMENTS IN SUPPORT OF APPROPRIATION FOR 
KENTUCKY RIVER SURVEY 


Mr. Chairman and members of the subcommittee, I appreciate the opportunity 
afforded by the subcommittee for the Kentucky delegation to present its views 
in connection with the appropriation of funds to carry forward the Corps of 
Engineers comprehensive survey and study of the Kentucky River and its 
tributaries. Initiated last fiscal year by the expenditure of $10,000, $2,000 hav- 
ing been expended in fiscal year 1954 on preliminary steps, the survey and 
report is authorized by resolution by the Senate and House Public Works Com- 
mittees of April 22, 1953, and July 29, 1953, respectively. The purpose of the 
survey is to review the report on the Kentucky River and tributaries published 
as House Document No. 504, 78th Congress, 2d session, and House Document 
No. 85, 73d Congress, Ist session, with a view to determine the advisability of 
providing modifications of the existing projects for navigation and flood con- 
trol. The Bureau of the Budget has recommended that $800,000 be appropriated 
for flood-control studies by the Corps of Engineers. In addition, it recommends 
that $300,000 be appropriated for navigation studies. These appropriations will 
permit an allocation of only $20,000 to the Kentucky River study for the next 
12 months following July 1, 1955. In view of the fact that the total survey 
cost is estimated at $160,000 the present rate of progress, as indicated by the 
expenditure of funds, would not permit the survey to be completed until some 
6 to 7 years have elapsed. On the other hand the Corps of Engineers estimates 
that the study could be completed in 2 or 3 years if the remaining funds were 
supplied during that period. The importance of providing funds at an accel- 
erated rate becomes apparent when the following facts are taken into consider- 
ation. 

Navigation potentialities of the river have always been apparent. The Ken- 
tucky River is a unit of the Ohio River navigation system, 2,586 miles in length 
from the confluence of its north and middle forks near Beattyville, Ky., to its 
mouth on the Ohio River at Carrollton, Ky. In 1880, 5 locks and dams originally 
constructed by the Commonwealth were ceded to the United States and locks and 
dams 6 to 14 were added by the Federal Government. Since the rehabilitation of 
the system in 1917 which permitted navigable depths of 6 feet the navigation 
system on the river has become obsolete. The present locks system will not per- 
mit the use of present-day commercial carriers. Consequently, traffic over the 
waterway has declined from 320,000 tons in 1942 to only 56,527 tons in 1952. The 
proximity of the Kentucky River to the eastern Kentucky coalfields makes the 
stream a logical carrier of coal to consuming points in central Kentucky and to 
the industrialized sections of the Ohio River. The bituminous coal reserve for 
the counties comprising the basin itself are not available but because it is esti- 
mated that the eastern Kentucky coalfield has reserves in excess of 65 billion 
short tons the basin’s reserves are adequate for any foreseeable growth. More- 
over it has been estimated that there are some 3,266,000 acres of commercial 
forest land in the upper basin. This area is the most important timber produc- 
ing region in the State. Other resources such as clay, oil and gas, limestone, 
and sands and gravel are to be found in commercial quantities. 

The counties comprising the Kentucky River Basin are 45 in number and 
according to 1950 census figures had a population of 980,193 persons which was 
just under a third of the entire population of the State of Kentucky. In the 
upper portion of the basin consisting of some 20 eastern Kentucky counties there 
were 30,948 fewer people living in that area in 1950 than there were in 1940, 
representing a loss of 6.5 percent. It is significant that several communities in 
the upper basin are classified in the United States Department of Labor’s group 
IV -B which is descriptive of areas with “a very substantial labor surplus and 
is the most critical classification used by the Department in unemployment 
studies.” 

On considerable importance is the completion of data pertaining to the heavy 
damage frequently sustained in the valley by reason of an overabundance of water 
in certain seasons. In this connection, while Governor, I had the opportunity to 
observe the devastating effects that the rising waters of the Kentucky River 
produced on the capitol city at Frankfort. The flood season just ended (March 
1955) has added to the damages suffered by communities and rich agricultural 
lands in the valley. The survey which will include extensive studies of pro- 
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posed impoundments and local flood-protection works should be completed so 
that projects proved feasible may be undertaken promptly to prevent further 
waste and destruction. 

Two impoundments, already authorized (Flood Control Act of 1938) which 
appear suitable for water storage in the headwater portions of the basin are 
Buckhorn and Booneville. Overall development of the valley requires that addi- 
tional headwater reservoirs be included in the completed survey. 

In the Flood Control Act of 1944 the authority to construct the dam at Boone- 
ville so as to include installation of hydroelectric generating equipment either at 
the time of construction or at a later date is further evidence of the development 
potentialities of the Kentucky River. 

In recent years the valley has experienced damaging drought and for agricul- 
tural irrigation, municipal and industrial water supply purposes it is becoming 
increasingly apparent that the planned development of the river valley is essen- 
tial in order to provide for the present and future demands for this most im- 
portant resource—water. 

Often not as apparent but of importance in the development of a waterway 
are the benefits to be derived from the improved quality of water, pollution abate- 
ment and increased fish, wildlife and recreational advantages. In the Kentucky 
River development these potentialities are evident. 

Surplus labor, an abundance of timber, coal and other resources in the upper 
basis as contrasted with the balanced industrial, mercantile, and agricultural 
activities in the lower basin predict a prosperous future keyed to a proper de- 
velopment of the connecting waterway. In these factors lie the basis for a 
preliminary conclusion that a comprehensive survey of the navigation potenti- 
alities of the river will bring forth a plan by which the river may be developed 
to provide a firm foundation upon which to expand and build a sound diversified 
economy. 

The Corps of Engineers have conducted in connection with the survey two 
hearings in 1954, one in Hazard in May and the other at Frankfort in June. The 
enthusiasm and support of many groups and individuals was displayed, indicat- 
ing that the survey has considerable citizen support. In addition, agencies of 
the Kentucky State government have given substantial assistance in providing 
data and statistics compiled in specific and general studies on important features 
of the survey, and have assured continued cooperative interest. 

The need for a planned comprehensive development of the Kentucky River 
Valley is recognized. The survey, the first step in the development has been 
initiated, has gained cooperation and support. It is important that the impetus 
acquired not be lost by extending the time for completion unrealistically. If it 
ean be orderly completed, as indicated by the Corps of Engineers within a 2 
or 3 year period by all means it would appear to be advisable to provide the 
remaining $148,000 within that period of time. This I respectfully request the 
subcommittee to do. 


Senator CLiements. I would like to make this further observation, 
Mr. Chairman, if I may, and I will do it very briefly. 

This group is asking for money to develop the plans on the Kentucky 
River. Under the schedule which is now set up by the Corps of 
Engineers for this river valley, it would take 7 years to complete the 
plans. It is just as simple as that. 

If the schedule were followed of appropriating $20,000 per fiscal 
year for the development of plans, it would take $150,000 to do the 
planning on that river, and 7 years is too long to make a determina- 
tion as to what the needs of that river are, and of the possibilities 
there on the river. 

I do not know what they are going to suggest to you, but I could 
not urge you more than to suggest to you that not more than 2 years 
should be taken to determine what the needs are on that river. If 
you follow that suggestion, naturally, you would put about $75,000 
in the appropriation act this year for planning on the Kentucky River: 

Thank you very much for the privilege of appearing before you. 

Off the record. 
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(Discussion off the record.) 

Mr. MarsHauu. We are always glad to have you before our commit- 
tee, and we certainly know the demands which are made upon your 
time, Senator Clements, and for that reason it is doubly appreciated. 

Senator CLements. Thank you, Mr. Chairman. 


STATEMENT BY CONGRESSMAN WATTS 


Mr. Marsuauu. We shall now be glad to hear from our friend and 
colleague, Congressman Watts. 

Mr. Warrs. Mr. Chairman and members of the committee, I would 
like to express my appreciation to the committee for the time which 
you have given this group to present a very worthwhile and worthy 
project to the committee. 

The development of the Kentucky River is of extreme and vital 
importance. 

Congress, since 1938, I believe, has recognized that there is a problem 
in connection with flood control and the development of the Kentucky 
River, they reiterated that position in 1944 when plans were developed 
by the Army engineers for the development of a high dam at Jessamine 
Creek, but due to the changed conditions, local opposition and other 
factors, that plan has borne no fruit. 

In 1943 both the House and Senate Public Works Committees— 
and I happened to be a member of the House Public Works Commit- 
tee at that time—approved a resurvey, or a restudy, which is now in 
progress. 

In 1944 the Army engineers spent $2,000 on it, and in 1955 they 
will have expended $10,000, which would make a total of $12,000. 

As I understand it, they have a tentative allocation for fiscal year 
1956 in the amount of $20,000 for the project. 

Of course at that rate it would take a matter of 10 years to com- 
plete the plans, and in the meantime tremendous damage is being 
done up and down that valley, as will be brought out by the other 
witnesses. 

I have a statement which I would like permission of the committee 
to file at this time. 

(The statement referred to follows :) 


STATEMENT OF JOHN C. WATTS, MEMBER OF CONGRESS FROM THE SIxTH DISTRICT 
OF KENTUCKY 


Mr. Chairman and members of the committee, I would like to express my ap- 
preciation for the opportunity afforded me and the many others who are appear- 
ing this morning to present our case in behalf of increasing the appropriation 
for general investigations flood-control studies. In the event of an increase, it 
is our hope that the allocation for the Kentucky River might be increased 
over the presently contemplated $20,000 tentative allocation. 

The Kentucky River flows through a large section of the central portion of 
the State of Kentucky. Its source has its origin in the mountainous regions 
of Kentucky, flows through the blue grass region, and empties into the Ohio 
hear Carrollton, Ky. At the present time it is navigable for approximately 
~08.6 miles. The present lockage facilities on the river are very old and are 
hot conducive to the encouragement of transportation by river. Due to this 
condition and many others, there is only a limited amount of transportation 
on this stream in spite of the fact that it passes through a very heavily popu- 
lated portion of the State of Kentucky. 
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Periodically, on an average of once every 2 years and many times yearly, 
the Kentucky River is subject to large floods that cause extensive damage 
along its course. Frankfort, the State Capital of Kentucky, has suffered tre. 
mendous damage from the ravages of this river, the latest of which occurred in 
the early part of this year. The 1955 flood, as well as the prior floods, has 
caused tremendous damages not only to Frankfort itself, but the entire valley. 
In spite of every effort the city of Frankfort has made to lessen these floods 
and mitigate the damage caused thereby, floods continue to happen usually at 
least once and sometimes more than once a year. The problem presented by 
the flooding of the Kentucky River transcends the ability of Frankfort or any 
other local interest to cope with 

The problem is national in scope, not only from the standpoint of the Kentucky 
River, but from its effects on flood control on the Ohio and Mississippi Rivers, 
This fact has long been recognized by the Federal Government, and flood-contro| 
projects were authorized on the Kentucky River in 1938 and by the Flood Con- 
trol Act approved December 22, 1944. Pursuant to these authorizations the 
Army engineers made surveys of the river and came up with a plan which in- 
cluded a large reservoir known as the Jessamine Creek Reservoir, to be located 
about 0.85 mile above Camp Nelson, which point is about 136 miles above the 
mouth of the Kentucky River. However, due to the lapse of time, changed con- 
ditions, local opposition, and other factors, no construction work was ever 
started. Due to these conditions and fully recognizing the need of an acceptable, 
adequate, and up-to-date program for the Kentucky River, the Public Works 
Committees of both the House and the Senate in 1953 authorized and directed a 
review and restudy of the Kentucky River. This review was to take into con- 
sideration the problems of flood control, navigation, and other beneficial uses and 
development of the river and its tributaries. 

The United States engineers estimated that the cost of the review would be 
about $160,000. It is my information that they expended $2,000 on this project 
in 1954 and that they will spend $10,000 in fiscal 1955. I am further advised 
that they have made a tentative allocation of $20,000 for fiscal 1956. It is very 
apparent that at this rate of progress it will require about 10 years to complete 
the restudy. It appears to me and to other interested parties that the review 
should be expedied. Congress has requested a review; the Army engineers have 
made a start; money has already been spent; so, why spend 10 years when it 
could well be done in an additional 2 or 3 years[ It is my information that it 
would be feasible to spend $50,000 on this project for 1956. It is vitally necessary 
for the relief of the distressing conditions that prevail in the Kentucky River 
Valley that a sound, workable plan for the proper development of the Kentucky 
River be worked out as expeditiously as possible. 

I urge the committee to take the necessary action and increase the appropri- 
ation in order that the survey work on this badly needed project might be com- 
pleted in some semblbance of a reasonable length of time. 


Mr. Chairman, I would like to introduce to the committee for the 
record the people who are here, and ask permission for each of them 
who desire to do so to file a statement. 

Mr. MarsHatxi. Without objection, that is so ordered. 

Mr. Warts. I would like to introduce to you Mr. Henry Ward. 
commissioner of conservation of Kentucky, who is representing the 
Governor. He is here, and I presume you might want to say a wor 
or two; Mr. H. A. Spaulding, of the Kentucky River Development 
Association; Mr. Fred Bullard, executive secretary of the Hazard Co! 
Operators Association: Mr. Charles Gilley, president of the Kentucky 
River Colliers Corp.; Mr. Robert C. Yount. mavor of Frankfort: Mr: 
Henry Meigs, city attorney of Frankfort; Mr. H. K. Hines, of Irvine: 
Mr. Elliott Marcus, president of the retail division of the Frankfort 
Chamber of Commerce; Mr. Frank Dailey, of the Frankfort Chambet 
of Commerce; Mr. Phil Niles, of the Kentucky A. and I. D, Board of 
Kentucky: Mr. Steve Wakefield of the flood control board, and Mr. 
Harry Hiott, of the Frankfort Chamber of Commerce. 

In addition, I see Mr. Perkins is here. He, along with myself, has 
labored long and hard on this problem. 


til 


th 


to 
Ci 
he 
ve 
Ri 
O} 
to 
the 
we 


the 
pr 
( 
an 
wh 
; 
req 
vel: 
but 
cat 
vill 
| 
cate 
of ¢ 
int 
1 
he ¢ 
its] 
T 
may 
is il 
roll 
enor 
floor 
The 
the 
men 
Ken 
W 
only 
dep 
tura’ 
W 
and, 
alloc 





rable, 
Jorks 
ted a 
» CON- 
s and 


ld be 
roject 
vised 
| very 
iplete 
eview 
; have 
hen it 
hat it 
ssary 
River 
itucky 


ropri- 
> com- 


r the 
them 


Vard, 
o the 
‘word 
yment 
1 Coal 
tucky 
t: Mr. 
rvine: 
ikfort 
amber 


ard of 
d Mr. 


lf, has 


161 


It is my understanding that the group has agreed that Mr. Dailey 
will be the spokesman for them. 

Mr. MarsHatt. We would be very glad to hear from him at this 
time. 


STATEMENT BY MR. DAILEY 


Mr. Damey. Mr. Chairman, I know the committee is busy, and for 
that reason I shall be as brief as possible. 

As the spokesman for the Kentucky River Basin group, I would like 
to state that I am representing the city of Frankfort, Frankland 
County fiscal court, the city of Hazard, the city of Lrvine, the city of 
Keattyville, the city of Jackson, the city of Carrollton, the city of Ra- 
venna, the Kentucky River Development Association, the Kentucky 
River Colliers Corp., the Buckhorn Watershed Corp., the Hazard Coal 
Operators Association, the Irvine Chamber of Commerce, the Lexing- 
ton Chamber of Commerce, the Frankfort Chamber of Commerce, 
the Schenley Distillers Co., the General Shoe Co., the Union Under- 
wear Co., and H, A. Spaulding, engineer. 

This group is what we call or think is a representative group of all 
the people and organizations on the Kentucky River Basin who are 
primarily interested in this program and this problem. 

Our problem, as has already been pointed out, by Senator Clements, 
and the views which he has expressed to the committee, is a matter in 
which we are all in accord. 

The Kentucky River survey was undertaken about 2 years ago at the 
request of this group, in order that the Corps of Engineers could de- 
velop on the Kentucky River Basin not only a system of navigation, 
but a system of effective flood control. The Corps of Engineers allo- 
cated last year $10,000 to this project which was spent by the Louis- 
ville district. 

For fiscal year 1955-56, there has been allocated, or tentatively allo- 
cated, $20,000 to carry on this project, which has an estimated cost 
of approximately $150,000, and a target completion date of somewhere 
inthe period of 1963 to 1965. 

This group feels that at that rate of expenditure the survey will not 
be completed in time to give the Kentucky River Basin the relief which 
itshould be afforded. 

The Kentucky River, as is pointed out by that Kentucky Basin 
map there, has a total drainage area of some 6,900 square miles, and 
is in length 260 miles from its confluence with the Ohio River at Car- 
rollton to the end of its navigation source at Beattyville. Strangely 
enough, along this long and navigable stream there is not a single 
flood-control project which has been built by the Federal Government. 
there is a flood-control project at Frankfort, but which was erected by 
the people at Frankfort. There has not been a single local improve- 
ment in the 14 locks which comprise the navigation facilities on the 
Kentucky River since approximately 1900. 

We feel that the Kentucky River is important since it serves not 
only the rich coalfields at Hazard, Ky., where the richest known coal 
deposits in the United States are located, but it also serves the agricul- 
tural and bluegrass sections of Kentucky. 

We know that a workable plan can be developed by the engineers 
and, therefore, we request that to this $20,000 which has already been 
allocated, that the Corps of Engineers allocate $30,000 more. 
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This is an extremely small and modest request, but it is an important 
request, and it is important that, instead of having this survey com- 
pleted in 1963 to 1965, that the survey be completed within the next 2 
or 3 years, so that the people can be afforded some relief from the 
problems confronting the Kentucky River Basin. 

Just recently there has been completed in the valley near Ford, Ky. 
a large fuel electric plant, and there are two other plants in the nearby 
vicinity. Those 3 plants alone will consume ultimately 2 million tons 
of coal a year, all of which coal could be transported down the river, 
if they had adequate lock facilities and channel facilities, and some 
means of stabilizing the river. 

I am sure this committee, as well as everyone else, is quite familiar 
with the economic situation which exists at the present time in the 


Hazard and eastern Kentucky coalfields. all of which has been com- 


pounded by the L. and N. strike which is in effect today. 

Not only are those people having their difficulties with navigation, 
but in selling the coal along the river, but the people in that part of 
the basin, as well as at Frankfort, have been continuously plagued 
with floods over a period of years. Those floods, strangely enough, are 
increasing in their incidence. They have been increasing about 300 
percent in the last 20 years, or preceding 20 years. In other words, 
there has been three times as many. 

To more graphically illustrate that particular phase of the problem, 
and show the committee and the Corps of Enginers damage which has 
been done while these small sums are being expended on this survey, 
I would like to direct your attention to the city of Frankfort, which 
is the capital of Kentucky, and the largest city in the basin. During 
the past 60 days, Frankfort has been flooded twice by the Kentucky 
River; it caused 1 death from drowning, and the moving to high 
ground of some 287 families, to say nothing of the property damage 
and loss of business, which is estimated at approximately $400,000. 

The annual damage there is more than twice the estimated cost of 
this survey. Therefore, from this viewpoint alone, it is urged that 
this committee make the necessary appropriation to afford us the relief 
from these problems which are confronting us, both economicwise, and 
from every other viewpoint. 

The people of the Kentucky River Basin are consolidated and uni- 
fied in this request. We know that the Corps of Engineers can come up 
with a solution, and we know that it can be done, and that it is in the 
public interest that it should be done. We feel that every effort should 
be made to afford us this navigation and flood-control facility which 
we are so much in need of. 

To point out just one matter which was called to my attention this 
morning, I have a copy of a report from the White House, dated 
April 18, 1955, from the Presidential Advisory Committee on Trans- 
port Policy and Organization. That group is comprised of Sinclair 
Weeks, Secretary of Commerce, Charles Wilson, Secretary of Defense, 
and Arthur Flemming, Director of the Office of Defense Mobiliza- 
tion. That report states, in part, as follows: 

Public interest, however, attaches to a national policy which enables all seg- 
ments of the carrier industry including air, water, highway, and pipeline it 
dustry, to make their respective contributions. For example, in the case of ex 


tensive domestic damage it might be necessary to place greater reliance in water 
way facilities which are relatively more immune from destruction. 
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Related to the foregoing considerations is the problem of developing and 
strengthening our coastal, intercoastal, and inland services by water. It is im- 
portant to the national economy and to defense that these operations be both 
financially strong and prepared to meet their role in emergencies. 

In addition to playing a statewide role (the Kentucky River is 
deemed to have its share in a national policy, and we strongly urge 
this committee to make available to the Corps of Engineers the money 
necessary to complete this program within a period of 2 years. 

Thank you very much. 

Mr. Marsuatu. Thank you, Mr. Dailey, for a very excellent state- 
ment. 

Mr. Wartrs. Mr. Chairman, Mr. Ward has a statement which he 
would like to present at this time. 

Mr. Marsuauu. We shall be glad to hear from Mr. Ward. 


STATEMENT BY MR. WARD 


Mr. Warp. Iam Henry Ward, commissioner of conservation, and I 
um here representing Governor Wetherby of Kentucky. 

In addition to some of the facts which Mr. Dailey has brought out, 
for your consideration, I think you will understand that a long delay 
in a survey of a stream of this character not only means a delay in 
bringing about flood-control improvements, but there are many other 
developments which hinge upon what is going to be done on the river, 
and those improvements will not be satisfied unless the survey is m: ade, 
and a determination made as to what should be done. 

The other job which I occupy is that of chairman of the Kentucky 
Water Pollution organization, and I am past chairman of the water 
sanitation commission, which is charged with the problem of abate- 
ment of pollution all along the Kentucky River. 

There are communities and industry located along the Kentucky 
River which require something to be done about their pollution prob- 
lems, and the question of what is going to be done eventually about 
the development of the Kentucky River has a very marked bearing 
upon the kind of treatment facilities which the communities and in- 
dustries, Mr. Chairman, would have to install in order to abate pol- 
lution. 

The same thing is true of industrial development in terms of fu: 
ture navigation. ‘It is impossible to develop a plan and a real program 
of development for the area in the valley until a determination is made 
as to what the future may be in terms of improvements and construe- 
tion on the river, which points up the importance of trying to get the 
study, and a survey made at the earliest possible date. 

The State of Kentucky officially recommends the appropriation of 
an adequate amount of money to complete the survey within a 2-year 
period. 

Thank you, Mr. Chairman, and I would like to file this complete 
statement for the record. 

Mr. MarsHaty. Without objection, your statement will be accepted 
for the record at this point, and we thank you for a very excellent 
presentation. 

(The statement referred to follows :) 

My name is Henry Ward. I am commissioner of conservation for the Common- 


wealth of Kentucky, and I am representing Gov. Lawrence W. Wetherby, who 
could not be here today. 
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The Commonwealth of Kentucky has a vital interest in the full development 
of the water resources of the Kentucky River, and in an adequate plan which 
will provide for flood control and navigation. 

A complete program for flood control and navigation on the Kentucky River 
cannot be developed: until a resurvey of the area authorized by Congress has 
been finished by the United States Corps of Engineers. It is estimated that com- 
pletion of this survey will cost $140,000, but the present recommended budget 
contains only $20,000. It is our recommendation that the amount for the survey 
be raised to $70,000 for each of the ensuing 2 years, so that the survey can be 
finished within that period of time. 

Flood damages to agricultural lands and cities along the Kentucky River are 
serious. Navigation facilities are completely inadequate, and the Corps of En- 
gineers is threatening the abandonment of the existing locks and dams. It is 
not possible to develop plans for the commercial utilization of the river for navi- 
gation until there is assurance that proper navigation facilities will be provided. 

The Commonwealth of Kentucky favors a full program to develop flood-control 
and navigation potentials of the Kentucky River, but recognizes that it is im- 
possible for Congress to pass judgment upon such a complete program until the 
study has been finished by the Corps of Engineers. 

Furthermore, the Commonwealth of Kentucky has an interest in the develop- 
ment of the site of Fort Boonesborough as a historic shrine, and cannot make 
any plans for such a project until the study of the Kentucky River indicates 
what effect a flood-control and navigation program would have on that site. 

Under the circumstances, we feel that Congress is justified in expediting the 
resurvey by the allocation of additional funds to the Corps of Engineers. 


Mr. Warts. Mr. Chairman, I request permission for anyone who 
has a prepared statement to be permitted to file such statement, and 
TI assume that permission is granted ? 

Mr. Marsnatzt. Without objection, we will accept such statements 
for the record. 

(The statements referred to follow :) 


STATEMENT BY Mr. MILES 


My name is Phil M. Miles. I am chief of the maps and minerals division, 
Kentucky Agricultural and Industrial Development Board, a graduate geologist, 
and a registered engineer, under a geological classification. I am representing 
Mr. Joseph Taylor, executive director of the Kentucky Agricultural and Indus- 
trial Development Board. 

It is the purpose and duty of our board to assist in the economic development 
of all areas of the Commonwealth, and to work with all public and private 
agencies and interests toward that end. We carry out this function through a 
program of mapping and research from which we are developing a basic inventory 
and evaluation of Kentucky’s natural resources—her land, forests, water, min- 
erals—and her economy, population, and markets. The board makes this in- 
formation available to Kentucky agriculture and industry and to industry outside 
. the State in reports and special studies used in connection with matters of plant 
location and market development. 

The following are a few of the reasons that provide ample justification for 
appropriation of sufficient planning funds to permit the Corps of Engineers to 
complete a resurvey of the Kentucky River Basin for design of adequate flood 
control, navigation, and low-flow-control facilities : 

The Kentucky River Basin comprises an area of 6,949 square miles over one 
sixth of the area of the State, a major region rich in resources and strategically 
located with respect to markets. Such an area is deserving of very careful con 
sideration on any program which has such far-reaching effects, as in this case. 

A flood-control plan has been designed by the Corps of Engineers. It certainly 
provides ample flood protection to the more populated middle and lower reaches 
of the river. However, benefits to the upper portion of the basin were open ( 
question and naturally the query was raised, “Why not have a plan that would 
provide for flood control and aid in the overall development of the basin?” In 
view of the substantial outlay of tax moneys required in any such project, this 
was certainly a fair question. 

The question was discussed at length by the State agencies, chambers of 
commerce, various local groups, and, of course, with the Corps of Engineers. 
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The Kentucky Agricultural and Industrial Development Board participated in 
most of the discussions, since any such plans would effect general economic de- 
velopment. The Kentucky River Development Association was organized by 
yarious interested individuals and supported by local groups and government 
agencies. The Kentucky River Development Association made a detailed study 
of the question and devised an alternate plan. These discussions and studies 
pointed up the need for a restudy by the Corps of Engineers. 

The problems of hydrology and other phases of civil engineering involved in 
the design of flood control and navigation facilities are in themselves complex 
and manifold. And in view of the fact the problems of orderly economic develop- 
ment of a region having a major stream are inexorably tied to the basic flood 
control and navigation plan, a more detailed and careful study, than funds have 
permitted heretofore, is believed to be justified. 

Since the Corps of Engineers made their last planning survey of the basin, the 
State of Kentucky has practically completed a new topographic mapping program 
in cooperation with the United States Geological Survey. This program provides 
the most detailed and up-to-date regional map coverage available in the United 
States, if not the world. Such material is a fundamental and invaluable tool 
in planning of civil works, particularly of a regional nature, such as in this case. 
We sincerely believe that with new large-scale topographic map coverage avail- 
able, a more economical and beneficial plan for flood control, navigation, and 
low flow control facilities can be devised. It should be noted that Kentucky is 
one of the few States that has seen fit to join with the United States Government 
in providing funds to carry out a complete basic mapping program. In effect, 
the State of Kentucky has already made a sizable monetary contribution to the 
planning of the civil works under consideration here. 

Therefore, in view of the foregoing, it is strongly urged that sufficient funds 
be made available to the Corps of Engineers to complete the resurvey of the 
Kentucky River Basin by July 1, 1957. 


STATEMENT OF Mrs. Marie TURNER, COUNTY SCHOOL SUPERINTENDENT, JACKSON, 
Ky. 

I appear here this morning in behalf of the development of the Kentucky 
River from both the standpoint of flood control and navigation. 

I have before me a picture of towboat Diwvie as she pushes a five-barge tow up 
the Kentucky River toward Beattyville. The 723-ton load of structural steel of 
the new South Fork Bridge left Wheeling, W. Va., on March 25 and passed 
through Kentucky River lock No. 4 at Frankfort April 6, when this picture was 
taken. The tow passed through the Heidelberg locks the following week in Lee 
County, Ky. 

I just mention this fact which I feel points up the necessity of keeping the 
Kentucky River navigable. I feel that the locks should be modernized in order 
that we may have an adequate transportation system by water in the event of 
emergencies. Our whole area is suffering from the lack of industrial water, 
and the study of the Kentucky River should certainly be expedited in order to 
get reservoirs constructed in the upper Kentucky River regions for the purpose 
of storing water and flood protection at the earliest possible date. 

The Army engineers has estimated that an additional $150,000 will be required 
to complete the survey. The $20,000 item in the budget for the next fiscal year 
is entirely inadequate. This sum should be increased to at least $50,000 in order 
to carry on a realistic study. I urge the committee to appropriate at least 
$50,000 for a continuation of the study of navigation, industrial water, and flood 
control on the Kentucky River. 


Mr. Dattey. Mr. Chairman, we have a prepared statement covering 
this matter which we could like to enter into the record at this time. 

Mr. MarsHatu. Without objection, it is so ordered. 

(The statement referred to follows :) 


The purpose of this joint and united request of the organizations, munici- 
palities, and persons listed below is to ask the Senate and House Appropriations 
subcommittees of the United States Congress and the Chief, Corps of Engineers, 
2 allocate $50,000 for the fiscal year 1955-56, and, if possible, a similar amount 
; t the 2 ensuing years, in order that the present restudy survey now being 
onducted on the Kentucky River may be completed with the least possible delay. 
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The restudy survey was undertaken at the request of people in the Kentucky 
River Basin in order that navigation on the Kentucky River could be improved, 
as well as the accomplishment of flood-control measures. To this end the Chief, 
Corps of Engineers, allocated $10,000 to the United States district engineer jy, 
Louisville for this project for fiscal year 1954-55. In the allocations for fisea] 
year 1955-56, $20,000 has tentatively been set aside for the continued work oy 
this survey, which will have an estimated total cost of approximately $150,000, 
with a completion date of 1965. This group feels that at such a rate of expendi. 
ture the restudy survey report will not be completed in time to aid the already 
serious condition existing relative to navigation and flood control on the Kentucky 
River. 

The Kentucky River, with a total drainage area of 6,935 square miles, js 
navigable from its confluence with the Ohio River to Beattyville, Ky., a distance 
of 269 miles, yet not a single flood-control project has been constructed by the 
Federal Government in the entire basin, nor have the antiquated, obsolete, and 
inadequate locks been improved since the last lock was completed in the early 
1900’s. This inland waterway lies entirely within the State of Kentucky and 
serves not only the extensive agricultural areas in the central and blue grass 
section of the State, but it also serves the area containing the largest known coal 
reserve deposits in this country near Hazard. 

We know that a workable plan can be developed to include both adequate 
navigation and flood control, but that a solution can come about only after the 
comprehensive restudy now in process is complete. Therefore, it is to this end 
that this modest but extremely important request for an increase of $30,000 be 
added to the $20,000 already allocated for this survey in order that the people of 
the Kentucky River Basin may be afforded some modicum relief from these 
problems. 

With the recent completion of a large fuel electric plant and the expansion of 
two other such plants on the Kentucky River, the market for eastern Kentucky 
coal will be greatly expanded within the next 12 to 18 months. All of the 
approximately 2 million tons of coal needed for these plants could be handled on 
the Kentucky River if suitable and adequate navigation facilities were avail- 
able upon a river that was stabilized by flood-control works. At present, how- 
ever, such tonnage cannot be handled at a reasonable cost due to the shallow 
channel, narrow locks and the unstabilized river condition. 

Floods have plagued the basin for years, causing extensive damage and the 
displacement of persons adversely affected. The increasing flood incident is not 
only causing greater annual damage, discouraging the location of industry in 
the basin, but is a decided deterrent to the construction of docking and freight 
facilities along the river. 

To more graphically illustrate the flood damage being caused during the time 
we await the necessary appropriations to complete this restudy, Frankfort alone 
is suffering on an annual basis more flood damage than twice the cost of this 
survey. In the last 90 days the Kentucky River has twice flooded Frankfort 
causing one death by drowning, the moving of 287 families, to say nothing of 
property damage and loss of business estimated at approximately $400,000. This 
damage would have been considerably more had not the people of Frankfort voted 
upon themselves a bonded indebtedness for a local flood-control project that pro- 
tected a large industrial area. Therefore, from this viewpoint alone it is urged 
that the expeditious completion of this restudy survey is in the public interest. 

The people of the Kentucky River Basin are lending their support to this re 
study in order that improved navigation and flood-control facilities can and will 
be accomplished. We know it can be done. It is to the best interest of all of the 
people of Kentucky that it should be done. Since the annual flood damage i! 
the basin far exceeds the cost of the restudy and since no navigation improve 
ments have been made on the Kentucky River for almost half a century, we urge 
that the restudy be accomplished without delay. 

Respectfully submitted. 


City of Frankfort, Franklin County Fiscal Court, City of Hazard, 
City of Irvine, City of Beattyville, City of Jackson, City of 
Carrollton, City of Revenna, Kentucky River Development 
Association, Kentucky River Colliers Corp., Buckhorn Water 
Shed Corp., Hazard Coal Operators Association, Irvine Cham- 
ber of Commerce, Lexington Chamber of Commerce, Frank- 
fort Chamber of Commerce, Schenley Distillers, Inc., General 
Shoe Co., Union Underwear Co., H. A. Spalding, Engineer. 


col 
to 


st 
Ri 


tid 
ece 
be 


fo 
tol 
TO 


ilo 
th 
Ke 
hil 


mi 
in 
eb 
pr 
en 


th 


uy 





tucky 
‘oved, 
“hief, 
er in 
fiscal 
rk on 
0,000, 
yendi- 
ready 
tucky 


eS, is 
tance 
y the 
and 
early 
y and 
grass 
n Coal 


quate 
r the 
S end 
0) be 
ple of 
these 


ion of 
tucky 
f the 
ed on 
avail- 

how- 
allow 


id the 
is not 
try in 
reight 


> time 
alone 
f this 
ik fort 
ing of 
This 
voted 
it pro- 
urged 
ost. 
1is re 
d will 
of the 
age in 
prove- 
urge 


ard, 
y of 
ent 
ater 
am- 
ank- 
eral 


167 
STATEMENT BY CONGRESSMAN PERKINS 


Mr. MarsHati. We are pleased to have with us our distinguished 
colleague, Congressman Perkins, of Kentucky, and we shall be glad 
to hear from him at this time. 

Mr. Perkins. Mr. Chairman and members of the subcommitee, the 
survey of the flood-control and navigation problems in the Kentucky 
River Valley was begun this year, and approximately $10,000 has been 
expended on the project. The Army engineers estimate that an addi- 
tional $150,000 will be required to complete the survey. The most 
economical plan would require 2 to 3 years, and the Army engineers 
believe that $75,000 will cover the minimum activities for the fiscal 
year 1956. The navigation of the Kentucky River has been limited 
for the past several years by inadequate and ‘obsolescent locks, but the 
tonnage is definitely on the increase. Only last month a shipment of 
700 tons of steel passed up the Kentucky River from W heeling, W. Va. 

However, the prime source of freight on the river is coal coming 
down the river to steam plants loc: ited on or near the river and along 
the Ohio River. The rail freight rate from the coalfields of the upper 
Kentucky River area to the steam plants along the Ohio is almost pro- 
hibitive with the result that the coal industry in the Kentucky River 
Valley is in a very serious situation. The unemployment among the 
miners is approximately 50 percent, and general business conditions 
including sources of revenue for local Government units are at a low 
ebb. It is essential that the water transportation in this area be im- 
proved, and no action can logically be taken until the survey of the 
entire valley is completed. 

For that reason I urge this committee to include $75,000 for this 
survey in the 1956 appropriation. It is not realistic to extend this 
survey over a long period by limiting this project to the $20,000 item 
now before this committee. A continuation of such a policy would 
mean that the survey cannot be completed prior to 1964. There is 
every reason to accept the Army engineers’ estimate that it can be 
economically completed sometime in 1958 with $75,000 to be expended 
in 1956. I urge this committee to take this realistic step for the com- 
pletion of the survey of the Kentucky River Valley in a reasonable 
period of time. 

Mr. Chairman, we have here Mr. Henry A. Spalding, of Hazard, 
Ky., one of the outstanding engineers in the State of Kentucky, and 
would like to ask him just 1 or 2 questions. 

Mr. MARsHALL. You may proceed. 

Mr. Perkins. Mr. Spalding, tell the committee whether this proj- 
ect is feasible in every respect and whether this study should be com- 
pleted within 2 years, and why. 

Mr. Spatprne. I think it definitely should be completed within 2 
years and as speedily as possible. 

I think this is an opportunity to alleviate the dire conditions in one 
of the most economically deficient areas in the country, if it is within 
the power of our engineers s and this committee to do so. 

Mr. Perxiys. It is your opinion that flood-control reservoirs in the 
upper river valley area will help solve the flood-control problem / 

Mr. Spatptne. That is correct. 

Mr. Perkins. That is all, Mr. Chairman. Thank you very much. 
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Mr. Warts. Thank you very much, Mr. Chairman, for permitting 
us to present our case to the committee. 
Mr. Marswaty. Thank you, gentlemen. 


New CUMBERLAND AND HiLpepranp Dams, W. VA. 
WITNESSES 


HON. ROBERT H. MOLLOHAN, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF WEST VIRGINIA 

DAVID MATHEWS, JR., EXECUTIVE VICE PRESIDENT, OF THE 
PITTSBURGH COAL EXCHANGE 

LOWELL L. FRENCH, UNION BARGE LINE CORP. 

JOHN E. LAUGHLIN, JR., NATIONAL STEEL CORP. 


Mr. Marsuaty. The committee will come to order. 

We are very pleased to have with us Congressman Mollohan, of 
West Virginia, our able and distinguished colleague, who desires to 
discuss with us the project at New Cumberland. 

We shall be glad to hear from you at this time, Mr. Mollohan. 

Mr. Motitonan. Mr. Chairman, we are here this morning primarily 
in the interest of the New Cumberland Dam, but I have prepared a 
statement on the Hildebrand Dam on the Monongahela River el 
Fairmont and Morgantown, which I should like to place into the 
record at this point. 

Mr. Marsuauz. The statement will be entered into the record. 

(The statement is as follows :) 


STATEMENT OF Rospert H. MOLLOHAN, REPRESENTATIVE, FIRST CONGRESSIONAL 
DISTRICT OF WEST VIRGINIA 


Mr. Chairman and members of the committee, it is by now no secret in the 
Halis of Congress that the coal industry nationwide is a very sick industry 
indeed, and that Marion County, W. Va.—one of the larger coal-producing areas 
of the country—is consequently ailing too. 

Twenty-five percent of this population of the county is presently in need of 
direct assistance in order to maintain a subsistence standard of living; 13% 
percent of the labor force is out of work and the welfare load which has increased 
monthly since 1953 has now become an almost unbearable burden upon the 
State department of public assistance, county welfare organizations and under- 
staffed private charities. 

I mention these unpleasant facts because they are closely allied to the pur- 
pose of my appearance here today—which is to ask your approval of a sufficient 
appropriation to begin construction of the Hildebrand lock and dam authorized 
by Congress in 1950. 

The site of this dam is located on the upper Monongahela River in the Fair- 
mont-Morgantown area of West Virginia. The project provides for replace 
ment of the obsolete locks and dams Nos. 12 and 13 by a single installation which 
would provide the necessary depth of water and the lock facilities to accommo- 
date the barges and tows now commonly in use on the Monongahela and Ohio 
waterways systems. Traffic over this waterway has increased over 2,000 per- 
cent since 1939 and the present outmoded and deteriorated facilities have created 
a bottleneck that has not only stifled industrial development and growth in the 
area but has also contributed largely to its present economic plight. 

Coal and steel production represent the principal economic mainstays of this 
area. Coal, in particular, is tremendously important, but in order for it to 
remain competitive with other fuels it must be able to move to its markets at 
reasonable transportation costs. Gas, it is to be remembered, moves by pipe 
line; oil by tanker, pipeline, and rail; waterpower moves over transmission lines. 
But over 80 percent of coal today must move to market by rail and present freight 
rates are so high that the average cost of our coal delivered by rail is more 
than double its price at the mine. 
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Billions of tons of the finest quality metallurgical coal, required by the steel 
industry, exist in the valley above the Morgantown Dam. During the year 1952, 
one steel company alone passed over a million tons of coal through lock No. 12 
which would be replaced by Hildebrand Dam and, as has been stated before 


this committee on previous occasions, there is a need for more than 30 million 


tons of this coal annually from the project area. But the present shallow depths 
of the channel and the small size of the now antiquated locks make it impossible 
for so much traffic to pass through this waterway under present conditions. 
Coal barges can be only half-loaded and petroleum barges must be partially 
unloaded at Morgantown before moving upstream. 

The Hildebrand Dam would relieve this congestion, and at the same time 
lower the transportation costs of coal to a marked degree. 

Construction of this project at a cost of $15,745,000 was authorized under the 
Rivers and Harbors Act and approved by the 8list Congress on May 17, 1950. 
Since that time, a total of only $110,000 for planning has been appropriated for 
this essential improvement. The Corps of Engineers informs me that it will 
require a total of 4 years to complete this project, provided of course, that Con- 
gress appropriates the necessary funds. 

This means that 9 years will have elapsed since construction of the Hildebrand 
Dam was found to be essential and was authorized to be undertaken by the 
Congress. I leave it you gentlemen of the committee to estimate the economic 
loss which this delay has occasioned not only to the area but to the Nation as 
well. Industrial growth has been hampered, the coal industry has suffered, busi- 
ness conditions have deteriorated, and unemployment has become widespread. 

The Army engineers in charge of the project tell me that, although plans are 
not completed, they have reached the point where actual construction could begin 
if the necessary funds were made available. Based upon the Corps of Engineers 
estimates, this would provide an average of 250 on-the-site jobs per year in the 
project area. In view of the severe business recession which we, in Marion 
County, and the area generally are experiencing, this additional employment 
would prove an inestimable boon to our entire community. 

Equally important to the solution of the unemployment problem, the beginning 
of construction work on the Hildebrand Dam will greatly fortify the vigorous 
effort which the community is putting forth to help itself. Through the splendid 
cooperation of its many public-spirited citizens there has been formed a Greater 
Fairmont Development Association which is making a concerted drive to bring 
new industries into the area. Adequate water supply and an abundance of 
natural resources plus the availability of labor are among the numerous ad- 
vantages which the region has to offer. But accessibility to a cheap means of 
freight transportation is probably more important even than all of these other 
factors combined. An improved and modernized waterway system, such as the 
Hildebrand Dam will assure, will provide this means. It will permit the move- 
ment of freight from interior West Virginia to the Great Lakes, the North and the 
Northwest and so will undoubtedly be a tremendous inducement to new industry 
to establish itself in the area. 

I am sure that there is no need for me to remind this committee that Congress 
has repeatedly declared itself to be in favor of a continuing policy as set forth 
in the Employment Act of 1946, to use all practicable needs to promote maximum 
employment, production, and purchasing power. Certainly, by any interpreta- 
tion, construction of the Hildebrand Dam is a project which clearly meets all 
the criteria required to follow our Congress’ policy and to fulfill its intent. 
May I therefore most respectfully urge the committee’s approval of an appro- 
priation of $2,750,000 to begin construction on the Hildebrand Dam. 


Mr. Marswatu. Mr. Mollohan, you may proceed. 

Mr. Morionan. Our principal interest, this morning, Mr. Chair- 
man, is in the New Cwiibet land Dam. I have on previous occasions 
made known to the committee and other members individually, my 
firm belief that the proposed construction of a new lock and dam 
installation on the Ohio River at New Cumberland, W. Va., to replace 
the existing wornout locks and dams Nos. 7, 8, and 9, was a project of 
critical importance in maintaining navigation on the upper Ohio. 

The need for prompt and immediate action on the part of the com- 
mittee and the Congress in providing construction funds is becoming 
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more and more important, as the tonnage moving on the river in- 
creases, and the cian of the old locks and dams themselves steadily 
deteriorates. 

I am sure there has been enough evidence submitted to the com- 
mittee to convince you beyond any question of the justifiableness of this 
construction. Our purpose in appearing before you this morning is 
twofold. First, we wish to give you a factual report of the current 
needs of this business and industry in those areas served by the Ohio 
River, and its tributaries. Secondly, we wish respectfully to urge that 
the greatest possible emphasis be placed on ex editing construction in 
order to have the facility available at the earhest possible moment 

In order that you may have this report from people who are closely 
identified with the industrial and economic life of the area, I have in- 
vited to testify before this committee Mr. David Mathews, Jr., execu- 
tive vice president of the Pittsburgh Coal Exchange; Mr. Lowell L. 
French, of the Union Barge Line Corp., and Mr. John E. Laughlin, 
of the National Steel Corp. 

I would like for you to hear from Mr. David Mathews, executive 
vice president of the Pittsburgh Coal Exchange, at this time. 

Mr. Marsnat.. We will be very glad to hear from Mr. Mathews. 

Mr. Matuews. The Pittsburgh Coal Exchange, gentlemen, was 
chartered in 1870. It is an organization composed of the leading steel 
corporations and coal companies, and common contract and private 
carriers by water, sand and gravel companies who ship on the Ohio 
and the Monongahela, and Allegheny and Mississippi River system. 

We handle about 50 million tons a year by barge out of Pittsburgh. 
The names of the companies are listed on the letterhead which will 
be attached to my prepared statement. 

I have a written statement which I would like to place in the record 
and, with your permission, I would like to make a few oral remarks, 
other than reading the statement in its entirety. 

Mr. Marsuaty. Your statement will be placed in the record at this 
point, and you may proceed. 

Mr. Maruews. Thank you. 

(The statement referred to follows :) 


STATEMENT OF DAvip MATHEWS, JR., EXECUTIVE VICE PRESIDENT, THE PITTSBURGH 
Coat ExcHANGE, PirtspurGH, Pa. 


NEW CUMBERLAND LOCKS AND DAM 
The project 

The so-called New Cumberland Dam will replace existing locks and dams 
Nos. 7, 8, and 9, Ohio River, by one entirely new structure consisting of 4 
roller-gate dam and two sets of locks impounding a pool some 22.7 miles in 
length. The larger lock will measure 1,200 feet in length and 110 feet in width 
and the smaller lock will be 600 feet long and 110 feet wide. They will accommo- 
date a towboat and 22 barges carrying a cargo of some 22,000 tons at a draft of 
8.5 feet. 

New Cumberland Dam has been authorized by Congress and $1 million has 
heen appropriated to begin construction in the fiscal year beginning July 1, 194. 
The estimated cost of the entire project is $46 million spread over a 5-year con- 
struction period. The present appropriation will be sufficient to relocate 4 
highway and purchase property in the project area. The amount required [0 
carry on the actual construction program for the next fiscal year is about $13 mil- 
lion. This money must be apropriated by the Congress before July 1, 1955, to 
eontinue construction. 





Ne 


an 
to 
me 
wi 
sc] 
on 
th 
10) 
mt 
th 
we 
al 
na 
ra’ 
thi 
il 


at 
tie 
Ca 
me 
St 
co 


at 


Sti 
be 
th 
ba 


sh 


to 
¢0) 


de 
th 
su 
or 
W 
be 
th 
dis 
O} 
of 
Th 
sti 
Wi 


the 
we 


on 
(lis 
Ri 
Me 
tel 


on 
to 
of 


the 





' in- 
«lily 


‘om- 
‘this 
1g is 
Tent 
Yhio 
that 
yn in 
t 
sely 
e in- 
“ect: 
HL 
hlin, 


itive 


‘ 

was 
steel 
ivate 
Ohio 
stem. 
irgh. 

will 


cord 
arks, 


this 


dams 
of a 
les in 
width 
mmo- 
aft of 


n has 
1984. 
r con- 
ate a 
‘ed to 
8 mil- 


55, to 


171 


Need for the project 

This is an emergency project. The existing locks and dams especially lock 
and dam No. 7, are in such deplorable condition that failure is imminent. Due 
to extreme pressure from a hillside, the land lock wall at lock 7 is gradually 
moving riverward. The situation is so very critical that it is feared the wall 
will collapse before the new dam can be built even if the program proceeds on 
schedule. If this happens it will be a real catastrophe. Traffic will be stopped 
on the river for a period of a few months to a year or more, depending upon 
the seriousness of the failure. When it is realized that more than 60 million 
ions of traffic moved over the Ohio River last year and that it would require 
more than a million freight cars to handle this traffic, it becomes apparent that 
this is one of the most vital traffic arteries in the world. If one of the locks 
were to fail, the result would be immediate shut-down of many mills and factories 
along the Ohio River. There are not rail or truck facilities to handle the ton- 
nage. Many of the plants are entirely dependent upon the river for receipts of 
raw materials such as coal, petroleum, and other bulk material as well as for 
the movement of their finished products to market. Such a failure would cause 
immediate unemployment of 30,000 persons in addition to loss of production. 

Approximately one-fifth of the total tonnage on the Ohio River in 1953 moved 
a distance of only 58 miles from Pittsburgh. About 15 million tons of commodi- 
ties moved through lock 7 in 15,000 barges. It would require 300,000 railroad 
cars to move this tonnage. Failure of this lock would shut off 5,900,000 tons of 
metallurgical coal to Crucible Steel Co. of America, at Midland, Pa., Wheeling 
Steel Corp., at Wheeling, W. Va., and Weirton Steel Co. at Weirton, W. Va., and 
could cause unemployment of 15,000 at Weirton, 15,000 at Wheeling, and 7,000 
at Crucible. 

Maj. Gen. Samuel D. Sturgis, Chief of Engineers, United States Army, recently 
stated, “I am not exaggerating when I say that the 40-year-old lock No. 7 just 
below Pittsburgh can collapse any day,’ * * * and further * * * “which means 
that we may already be too late at dam and lock No. 7 and some of the other 
badly deteriorated locks.” 


Economic justification 


It is estimated that the huge tonnage moved on the Ohio River last year saved 
shippers Some $80 million. This is nearly twice the amount required to build 
New Cumberland Dam. The ratio of benefit over cost is nearly 6 to 1 in benefit 
to the public, since the savings on this traffic is passed on directly to the 
consumer. 

The project is vital to the economy of the United States and to the national 
defense. One of the heaviest concentrations of traffic in the world moves 
through the project area. Materials such as coal, coke, iron, steel, fluorspar, 
sulfur, oil, gasoline, sand, gravel, glass, stone, acids, solvents, benzol, scrap, slag, 
ore, and general freight comprise the tonnage through the project area. During 
World War II, actually billions of gallons of gasoline and oil which could not 
be moved by sea because of the submarine menace, came up the Ohio River to 
the North and East for both military and domestic use. Right in the Pittsburgh 
district there were literally hundreds of war vessels built and moved down the 
Ohio River for our Armed Forces. If we were to experience a failure of one 
of the locks or dams during such a war emergency, it would be a terrible disaster. 
The unsettled international situation today makes it imperative that the con- 
struction of New Cumberland Dam be started at once and brought to completion 
with all possible haste. 

When canalization of the Ohio River was begun, it was estimated that when 
the tonnage moved over it reached the figure of 15 million tons per year it 
would then be a self-liquidating proposition. This figure was passed before 
canalization was complete and today that much tonnage moves through just 
one of locks 7, 8, and 9. This traffic comes from many points. In the Pittsburgh 
district, which includes the 3 rivers as far south as mile 109 on the Ohio 
River, there are 47 terminals on the Allegheny River, 136 terminals on the 
Monongahela River, and 123 terminals on the Ohio River, including 9 river-rail 
terminals. It can be seen from these statistics that industry does use the rivers. 
It is also noteworthy that, in spite of the fact that all of the locks and dams 
on the Ohio River were designed for downstream tonnage only, the upstream 
tonnage now equals that which moves downstream. There is a fine reciprocity 
of trade between Pittsburgh and lower river points. 

Since the end of World War II more than 2,500 industries have established 
themselves along the Ohio River at an investment of some $5 billion. New and 
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expanded industries along the Ohio River have invested $500 million in western 
Pennsylvania, $83 million in West Virginia, and $1,500 million in Ohio. 

Perhaps the most important phase of the development of the Ohio Valley 
is the income produced by industries using river transportation. Every barge 
load not only represents the labor and enterprise of the many people who pro- 
duced that barge load of merchandise, but it also represents employment and 
income for an even larger number of people who will use the commodity as a 
material in the processing industry which receives it. Using 1952 Ohio River 
tonnage figures we find that the oil industry with 13.3 million tons represented 
$87.9 million of income to the oil-field people, the coal industry with 263 
million tons represented $92.3 million to workers and investors, and iron and 
steel with 2.4 million tons represented $151.9 million for workers in that industry, 

It was not happenstance that industry located along the river banks. There 
are many advantages to industry and the public from a canalized river in 
addition to low-cost transportation. Water is a vital necessity to many indus. 
tries. It requires about 30 tons of water to make a ton of steel. The city of 
Pittsburgh is a tremendous user of water for drinking purposes and sanitation, 
yet one plant such as Kobuta on the Ohio River uses more water each day than 
this great metropolis. The assurance of a stable and insured harbor for trans- 
portation and landing is a real advantage, but equally important is an assured 
supply of water for municipal and industrial purposes. All of these uses of water 
will be considerably enhanced by the construction of New Cumberland Dam. 


Summary 

The existing structures (locks 7, 8, and 9) are completely worn out: they have 
paid for themselves in savings to the public many times over; they are incapable 
of handling modern transportation and unsuited to modern methods and traffic; 
their replacement is vital to the economy of the United States and to the national 
defense; their failure will put undue hardship on industry and the public and 
cause unemployment; whereas construction of a new dam will increase em- 
ployment and further the prosperity of the entire valley. Congress was infi- 
nitely wise in canalizing the Ohio River. The investment has paid off in savings 
to the public and in the development of the entire river valley as a great indus 
trial empire. The welfare of the Nation demands that Congress now invest once 
more in a replacement program on the Ohio River beginning with New Cun- 
berland locks and dam. 

Mr. Matuews. This so-called New Cumberland Dam will replace 
existing locks and dams Nos. 7, 8, and 9 on the Ohio River by 1 
entirely new structure, consisting of a roller gate dam, and 2 sets 
of locks which will impound a pool about 22.7 miles long. The large 
lock will be 1,200 feet long, and 110 feet wide. The smaller lock will 
be 600 feet long and 110 feet wide. 

This modern facility will accommodate a tow boat and 22 barges 
carrying a cargo of some 22,000 tons, at a draft of 8.5 feet, which is 
the usual southern tow out of Pittsburgh. 

The New Cumberland Dam has been authorized by Congress, and 
last year $1 million was appropriated to begin construction in fiscal 
year beginning July 1, 1954. 

That $1 million was sufficient money to relocate a highway at the 
site of the proposed dam. 

We consider this to be an extremely emergent project. 

The existing locks and dams, especially lock 7 at Midland, Pa. 
is in such a deplorable condition that we are afraid that the lock wall 
will collapse before the New Cumberland Dam can be built. There 
is extreme pressure from the hillside which is gradually pushing this 
lock wall out into the river. It has physically moved it. In fact, one 
end of the lock is more narrow than the other, as a result of the moving 
of the wall. 

Gentlemen, we became concerned about this several years ago, and 
I went to the district engineer of the Corps of Engineers of the United 
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States Army in Pittsburgh, to the division engineer in Cincinnati, and 
to the Chief of Engineers, to determine just what the situation was, 
and it is so serious that none of those people will guarantee that this 
wall will not collapse before New Cumberland can be built. In fact, 
General Sturgis in a recent address said, and I quote: 


I am not exaggerating when I say that the 40-year-old lock No. 7, just below 
Pittsburgh, can collapse any day. 


He said further, and I quote: 


Which means that we may already be too late at dam and lock No. 7, and some 
of the other badly deteriorated locks. 

Last year we moved a total of 63 million tons on the Ohio River; 
about one-third of the total tonnage on the Ohio moves only a distance 
of 58 miles below Pittsburgh, and through this badly wornout lock 
No. 7 we moved 15 million tons last year, and it would require about 
300,000 railroad cars to handle that tonnage, were the lock to fail. 
It would shut off another 6 million tons of coal used by the steel mills. 
The Wheeling Steel Corp. brings all of its coal out of the Allegheny 
River down to this dock to Wheeling. The Crucible Steel Corpora- 
tion of America has a plant at Midland, Pa., right at the lock and dam 
site. They bring about 2 million tons a year there. 

If this lock were to collapse, it would mean that they would lose that 
pool, and Crucible Steel would not only lose all of their coal for 
making steel, but they would lose the water and would have to shut 
down completely. 

The same thing is true of Weirton Steel Co. of Weirton, W. Va., 
which brings about 2 million tons a year out of the Monongahela River. 
I have visited most of the plants and industries in the valley which are 
affected by this, and have statements from most of them, and in black 
and white they have advocated to us, gentlemen, if lock 7 fails, it 
would mean immediate unemployment of 30,000 persons in the steel 
industry. 

The Army engineers told us that it would require probably a year 
to put the lock back in operation if that wall falls in the river. 

There are not rail facilities to handle 15 million tons, even if cars 
were available. Of course, in addition, you could not build railroad 
tracks along the sliding banks of the river, because of the steep hills 
and because of the nature of the sliding banks. 

They would not bear the traffic. Actually, you would then have 
unemployment for possibly a year. 

We believe that this project is vital to the economy of the United 
States, as well as to the national defense. It is one of the heaviest 
concentrations of traffic in the world. There is just a multitude of 
materials, principally coal, coke, iron, steel, fluorspar, sulfur, oil, 
gasoline, sand, gravel, glass, stone, acids and other products which are 
handled on that river. 

You gentlemen, I am sure, remember that during World War II 
we could not bring our high-octane gas and our other petroleum 
products up the coast by tanker, because of a submarine menace. We 
brought it up the Ohio River to Pittsburgh, and up the Monongahela 
River up to Morgantown and Fairmont, and moved it on further. 


That traffic has continued and, in fact, it has more than doubled since 
World War IT. 
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We have a fine reciprocity of trade between Pittsburgh and the other 
southern ports, and the upstream tonnage and downstream tonnage 
is just about equal. When these locks and dams were designed some 
50 years ago, they were designed for downstream traffic only. In 
those days we took those out, and brought back barges. Today, we 
bring back loaded barges. The locks are too small to accommodate 
the present equipment. They have not kept pace with the times. 

It was estimated, when the canalization of the Ohio was begun, that 
when the tonnage reached 13 million tons, the Ohio River canalization 
program would be self-liquidating. 

Well, we have passed 60 million tons, and we see new business. Our 
companies do business on their books which will increase that about 
25 percent this year. 

I would like to just take one more moment to give you a few statistics 
which were prepared by the Western Reserve University on the eco- 
nomics of the traffic on the Ohio River. Using the 1952 tonnage 
figures, that university has estimated that the oil industry, with 13 
million tons, represented $88 million of income to the workers in that 
area; that the coal industry, with 26 million tons, represented $93 
million to the workers, and investors in coal; that in the iron and 
steel industry, with 2.5 million tons, it represented $152 million for 
workers in the steel industry in that area. 

Gentlemen, it is true that this project is vital to the economy; it is 
a wise investment, and the Army engineers’ published report indi- 
cates that $83 million were saved shippers and the public by the 
traffic on the Ohio River last year, and the benefit-cost ratio is 6 to 1. 

The Pittsburgh Coal Exchange and our members, gentlemen, urge 
that you appropriate sufficient funds to continue the construction of 
the New Cumberland lock and dam. 

Mr. Marswaty. We thank you for a very excellent statement. 

Mr. Mottonan. Mr. Chairman, I would like for the committee to 
have the benefit of the observations of Mr. Lowell L. French, of the 
Union Barge Line Corp. 

This barge line moves the largest amount of traffic of any other 
barge line on the upper Ohio. 

Mr. Frencu. Mr. Chairman, I have a prepared statement. 

Mr. Marswaty. We shall be glad to accept your prepared statement 
for the record. 

(The statement of Mr. French is as follows :) 


STATEMENT OF LOWELL L. FreNcH, Prestpent, Union Barce LIne Core., 
PITTSBURGH, PA., CONCERNING NEW CUMBERLAND LOCKS AND DAM 


As the result of congressional appropriation of funds about a year ago, the 
United States Engineers were able to initiate work in connection with the con- 
struction of the previously authorized New Cumberland locks and dam at a point 
on the Ohio River approximately 57 miles below Pittsburgh. The Bureau of the 
Budget has recommended that an additional $7 million be made available during 
the ensuing fiscal year in order to permit the continuation of this vitally impor- 
tant project. However, it has been reported that at least $10 million and prefer: 
ably $13 million should be appropriated by Congress to permit the work to pro- 
ceed in the most orderly, efficient, and economical manner. We, therefore, are 
here today to remind you of the extreme urgency to make these facilities avail- 
able at the earliest possible date and to solicit your favorable consideration of 
an appropriation in the amount of $13 million. The New Cumberland locks and 
dam when completed will replace Ohio River locks and dams 7, 8, and 9. These 
dams were constructed about 40 years ago and are not only inadequate and 
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obsolete according to present-day navigational requirements but have deterio- 
rated to the extent that they are no longer safe. Eleven years have intervened 
since the United States Engineers in 1944 first determined that the replacement 
need existed. Throughout that time deterioration continued with the situation 
pecoming increasingly more alarming with the passage of each succeeding year. 
Although perhaps a secondary consideration, yet ordinarily of sufficient justifi- 
cation to make the improvement is the fact that river transportation has 
expanded so greatly within recent years that the old structures are obsolete and 
entirely unsuitable for accommodation of present-day trafiic. 

The engineers have stated that the construction of New Cumberland locks 
and dam would require about 4144 years. This work having been initiated during 
the latter part of 1954, the facilities, therefore, will not be completed and avail- 
able for operation before 1959 at the earliest. Unquestionably, the condition of 
the old lock and dam structures will become progressively worse before anything 
is accomplished, Meantime, it can only be hoped that they can be kept in service- 
able condition by patching or improvisions pending their complete abandonment. 

While all of the old structures are worn out and hazardous, the condition of 
lock and dam No. 7 is somewhat more precarious than the other 2 because the 
shore lock wall is moving riverward along its entire length of 600 feet and is 
considerably out of plumb. From now on there will be constant danger of failure, 
especially if the weakened units should be struck by a heavy tow of barges or 
suffer the effects of a severe flood. If this were to happen, weeks or months, even 
a full year, might be required for repairs, during which time navigation would 
be unable to use the lock and either partially or completely block the flow of 
traffic. It would, therefore, be obvious that we are now on borrowed time and 
that nothing should be allowed to interfere with the continuation of the replace- 
ment facility. 

The contribution of river transportation to the Nation’s peacetime economy is 
well recognized, but it is likewise of invaluable benefit in periods of national 
emergency. During World War II hundreds of naval and other deep sea mili- 
tary craft were constructed at shipyards on the Ohio River above lock and dam 
No. 7 and floated to the Gulf of Mexico via the Ohio and Mississippi Rivers. A 
disruption which would have prevented the passage of those vessels would have 
been a serious blow to the war effort. 

In urging that Congress provide the money as needed to permit the orderly 
and expeditious completion of the project, we are mindful of special economies 
to be realized. The annual expenditures required to keep the three aged and 
wornout locks and dams in operating condition, especially from now on, will 
aggregate hundreds of thousands of dollars—maybe millions. The earlier these 
units are replaced, the sooner these expenditures will cease and the money saved 
can be used to pay part of the new construction costs. Furthermore, the economy 
of operating 1 lock and dam instead of 3 such units is fairly obvious. For 
instance, a total of 54 men is needed for the operation of 3 locks and dams, 
whereas only 18 men are required to operate a single installation. The reduc- 
tion of 86 men in operating forces, figuring the earnings of each at $5,000 annually, 
would represent a savings of $180,000 a year, to which could be added the savings 
to be effected by elimination of other expenses for items such as maintenance, 
supplies, power, equipment, ete., unquestionably involving a considerable amount 
of money. 

It is important to keep in mind that while locks and dams are constructed 
in order to create navigable channels of sufficient depth to accommodate barge 
transportation, that they also impound water to serve other important public 
ultipurpose uses. The failure of a single lock and dam structure and the 
resultant release of impounded water could be disastrous, not only disrupting 
the flow of river traffic, but also shutting off water supplies of communities, 
nills, and factories, thus creating serious health and unemployment problems. 
lor instance, the importance of water supply to industry can well be illustrated 
by the fact that only one of the large steel mills on the Ohio River in the Pitts- 
burgh district normally uses 360 million gallons of water during each 24-hour 
daily period. A failure would be extremely disastrous at any time but really 
‘atastrophie if it occurred during a period of national emergency when all-out 
industrial production would be of vital importance. 

The improvement is of utmost importance to the so-called Pittsburgh district, 
roughly embracing the territory along the Ohio River above its mile point 109 
hear Wheeling, W. Va., and including areas adjacent to the navigable portions 
of the Allegheny and Monongahela Rivers. Considering only the channels with 
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a minimum depth of 9 feet, the aggregate length of the Pittsburgh district rivers 
is only about 6 percent of the Mississippi River system as a whole, but in the 
year 1953, they carried approximately 31.9 percent of the total freight of the 
entire system. 

Even if the Pittsburgh District were to be the only beneficiary, the investment 
could well be justified. The district ranks third in the Nation industrially and 
its products are of vital importance to the economic welfare of our country an@ 
to the national defense. Unquestionably this position of industrial eminence 
can be attributed largely to the availability and use of low-cost river trans. 
portation. As you know, the iron and steel industry serving the Nation’s require. 
ments during peace and war is heavily concentrated in the Pittsburgh District 
and depends to a considerable extent on the waterways for the assembly of raw 
materials and the widespread distribution of finished products. Although 
economy is one of the principal considerations, the steel companies realize 
that other methods of freight carriage could not possibly be relied upon to trans. 
port the incredibly large volume of tonnage to be moved. Manufacturers of 
other products likewise depend on the waterways to serve their transportation 
needs, involving the movement of a wide diversity of commodities and materials. 
A great amount of traffic moving on the Pittsburgh rivers originates and ter- 
minates locally but business is otherwise benefited by being able to employ 
barge transportation for inbound and outbound interterritorial shipments which 
aggregate millions of tons annually. Local traffie consists predominately of coal, 
coke, sand and gravel, gasoline, oil, limestone, iron and steel articles and acids, 
all of which move in large annual tonnage volume. Outbound interterritorial 
shipments are made up of iron and steel articles of various kinds, sulfate of 
ammonia, henzol, acids, gasoline and oil, cement, slag, machinery, newly con- 
structed river barges, towboats and other floating equipment, contractors’ equip- 
ment, ete. Inbound interterritorial movements involve gasoline, lubricating oil, 
heating oil, iron and steel scrap, sulfur, coal, coke, iron and steel articles of 
diversified nature, fluorspar, chemicals, acids, and many other things. The 
volume of interterritorial tonnage is enormous and moves throughout the year 
without seasonal interruptions. 

The Pittsburgh District is served by many private and for-hire barge line 
transportation companies, including three of the largest common carrier opera- 
tors on the inland rivers and also a large contract carrier, all subject to the 
jurisdiction of the Interstate Commerce Commission. These carriers maintain 
regularly scheduled sailings to and from the local area, affording shinpers 
frequent and dependable service between all points on the Mississippi River 
system and the Gulf Intracoastal Waterway without transfer or rehandling 
of the freight enroute; in other words, the cargoes move from point of shipment 
to destination in the same barges into which they were originally loaded. 
Barges are available for the handling of a wide variety of products; in fact. 
a suitable type can be provided for the accommodation of practically any kind 
of commodity. Covered barges are furnished for goods requiring protection 
from the elements; open barges are used for cargoes not susceptible to weather 
damage; and tank barges are supplied for bulk-liquid shipments. Supplement- 
ing these services are many unregulated for-hire barge line companies operating 
on irregular schedules which handle a considerable amount of traffic to and 
from this important industrial area. 

The local rivers are a part of a vast network of interconnected navigable 
streams consisting of the Mississippi River and its tributaries, commonly called 
the Mississippi River system which virtually blankets the area from the Appala- 
chian Mountains on the east to the Rocky Mountains on the west, and from the 
Canadian border on the north to the Gulf of Mexico on the south. It borders 
or penetrates 31 States with a total population of more than 60 million people 
and links the Pittsburgh District with such important industrial and commercial 
centers as Cincinnati, Louisville, Evansville, St. Louis, Kansas City, Minneap- 
olis, St. Paul, Chicago, Memphis, New Orleans and many others. 

Since it would be highly improbable that the public would patronize a service 
without gaining significant benefits, we think that the record will speak for itself. 
In 1958 the barge lines operating on this navigable network performed 42 billion 
cargo ton-miles against only 5.5 billion cargo ton-miles in 1931, reflecting 0 
increase of about 650 percent within a 22-year period. The tonnage is continuilg 
to mount, and year by year barge-line transportation is being more firmly estab- 
lished as an important part of the Nation’s transportation system obviously 
because of the great contribution to the national economy. 
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Although it may appear that the Pittsburgh district will be the only or at 
least the principal beneficiary of the new facility, this is not necessarily true 
pecause other States, cities, and communities served by the Mississippi River 
system interchange great quantities of products and raw materials with the 
pittsburgh district for the movement of which river transportation is employed 
to the benefit and advantage of all such communities. If the inland waterway 
system is to continue serving its purpose, channels must be maintained, obstruc- 
tions removed, navigation aids provided, and obsolete and inadequate lock and 
dam structures replaced. Private industry could not afford to keep spending 
money on wornout and dangerous facilities when replacement and modernization 
are the inevitable and proper solutions from the standpoint of good business 
ractice. 

, Please understand that the Government is not being asked to spend money spec- 
ulatively but rather for the purpose of preserving a national asset that has already 
demonstrated its value to the public. 

We respectfully urge your committee to give favorable consideration to this 
matter by immediately making sufficient funds available to permit the completion 
of New Cumberland locks and dam at the earliest possible date. 

Mr. MarsHaty. You may proceed, Mr. French. 

Mr. Frencn. As Mr. Mollohan has stated, our company is one of the 
largest common carriers operating on the Mississippi River at the 
present time. We have common carrier rights between Pittsburgh and 
the gulf coast, and as far over as Brownsville on the Mexican border. 

We are vitally interested in this project, not only for the good of the 
Pittsburgh district, but for the good of the Nation as well. Asa result 
of a congressional appropriation last year, the engineers were able to 
initiate work in connection with the construction, which is to be about 
57 miles below Pittsburgh. The Bureau of the Budget has recom- 
mended that an additional $7 million be made available during the 
ensuing fiscal year, in order to permit the continuation of this vitally 
important project. 

However, it has been reported that at least $10 million and, prefer- 
ably, $13 million, shoud be appropriated by Congress to permit the 
work to proceed in the most ordery, efficient, and economic manner. 
We therefore are here today to remind you of the extreme urgency of 
making these facilities available at the earliest possible date, and to 
solicit your favorable consideration of an appropriation of at least $13 
million. 

The New Cumberland locks will replace locks Nos. 7, 8, and 9 just 
below Pittsburgh. These dams were constructed about 40 years ago, 
and are not only inadequate and obsolete, according to present- -day 
navigation standards, but practically wornout, and are no longer s safe. 

Although perhaps a secondary consideration, there is sufficient 
justifie ation, I think, to make these improvements just to accommodate 
the expanded transportation that has occurred, forgetting entirely, if 
you will, the conditions of the locks themselves. 

I did want to remark on the contribution of river transportation 
to the Nation’s economy. During World War I it not only took care 
of consumer goods for the domestic purposes, but also served for the 
purpose of enabling the Navy and the Army to construct war facilities 
along the Ohio River which were all taken to the gulf by way of the 
Ohio River and the Mississippi River. 

You can quite well imagine, had disruption occurred at that time 
it . ould have been quite serious as a blow to our war effort. 

[ do want to emphasize this, too: Some may believe that this im- 
provement will be for the benefit only of the local Pittsburgh district, 
but that is not exactly true. It will be of great benefit there, because 
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of local traffic moving within that area, but hundreds of thousands 
of tons of Pittsburgh finished goods go to the other sections of the 
inland waterway, which penetrates or serves 31 different States with 
a total population of about 60 million people. 

Likewise, from those outer areas come raw materials and other 
goods to the Pittsburgh district, so there is a vast tonnage of inter- 
territorial traffic that is for the benefit of the national economy, too, 

However, I would like to say that even though this interterritorial 
exchange of goods were not present there would be sufficient justifica- 
tion to make these improvements, if only to serve the needs of the 
Pittsburgh district itself, because, as we all know, Pittsburgh is Pitts. 
burgh, and the center of the steel industry, primarily because of the 
availability of river transportation and the opportunity to move traflic 
cheaply. It permits the concentration of seqebaenions lower costs, and 
distribution throughout the whole United States to the benefit of 
people even up in the States of Washington and Maine, throughout 
the whole Nation. 

Furthermore, I should like to point out that in making this im- 
provement there will be some economies. The sooner those facilities 
are made available the quicker certain expenses can be eliminated 
and contributed to the building of the New Cumberland Dam, the 
cost of the New Cumberland Dam. 

The dam will replace three structures. At the present time they 
require about 18 men to operate each one of those old facilities, that 
is a total of 54 men. Figuring even at the low rate of $5,000 per 
man, that is $270,000 a year that could be saved, let alone the expenses 
for fuel and power and other things that can be accumulated for that 
purpose. 

The Pittsburgh district, in relation to its being tied in with the 
other parts of the country, has great importance. There are three 
common carrier barge lines operating in and out of Pittsburgh, we 
are one of them. We have an average of two trips a week. Our own 
company, therefore, has about 100 sailings a year. Our two prin- 
cipal competitors operate in about the same fashion, so there are 
300 tows operating out of Pittsburgh annually. Each one of those 
tows handles between 10,000 and 15,000 tons going out and perhaps 
8,000 to 12,000 tons coming in, so there is a vast tonnage of inter- 
territorial traffic to be accommodated. 

In 1953 the barge lines operating on the Mississippi River system, 
of which the local Pittsburgh rivers are a definite part, performed 
42 million ton-miles of traffic. That compares to 514 million back 
in 1931, or an increase of 650 percent during a 22-year period. The 
tonnage continues to mount. 

Although it may appear that the Pittsburgh district will be the 
principal beneficiary, I will assure you that this is not true. Private 
industry, the military, the midcontinental area, and even remote areas 
benefit from these facilities. 

We are not asking that you spend money speculatively, but rather 
for the purpose of preserving a national asset that has already demon- 
strated its value to the public. As a consequence we respectfully 
urge that you give favorable consideration to making sufficient money 
available to permit this construction to continue. 

Thank you very much. 

Mr. Marsnaz. Thank you for an excellent statement. 
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Mr. Motitonan. Mr. Chairman, our last speaker is Mr. John E. 
Laughlin, Jr., of the National Steel Corp. I should like very much 
for the committee to have the benefit of what Mr. Laughlin has to 
say on this project. He has not only been active in the community and 
civic life of the Pittsburgh locality, but he has been intimately asso- 
ciated with the industrial and economic development of the Pitts- 
burgh area and those areas that will be served by this project. 

Mr. Marsuauy. Mr. Laughlin, you have a prepared statement / 

Mr. LauGuurn. Yes, sir. 

Mr. Marsuatu. It will be printed in the record at this point. 

(The statement is as follows:) 


NEW CUMBERLAND LocKsS AND DAM, Onto RIVER 


SUMMARY 


The project—To continue construction of a new dam and 2 modern locks on 
the Ohio River at New Cumberland, W. Va., to replace 3 locks and dams, of obso- 
lete design (erected between 1911 and 1914), between Midland City, Pa., and 
New Cumberland. 

Expected cost.—In the fiscal year 1955-56, between $7 million and $10 million, 
preferably the higher figure. For the fiscal year 1954—55, there was appropriated 
the sum of $1 million for property damages and road relocation, as a prelimi- 
uiry to beginning construction. 

ixisting facilities are in a very hazardous condition, especially 
lock 7 which is falling along the entire length of one wall. A major failure at 
any of these facilities could close navigation along this highly industrialized 
section of the Ohio for periods up to a year, with a loss of more than 12 million 
tons of coal, steel, gasoline, oil, and other essential commodities. Steel and 
powerplants and hundreds of manufacturing establishments would be seriously 
crippled. 


BACKGROUND 


From almost every significant point of view, the Ohio River is one of the most 
important inland waterways of the world. It is the vital link between the north- 
em industrial States, such as West Virginia, Pennsylvania, and Ohio, and the 
South and southern gulf ports. The products which it bears in vast quantities 
are vital to national defense and to the economic welfare of the country : among 
these are fuel oil, gasoline and other petroleum products; iron and steel; coal 
and coke for the manufacture of iron and steel; sulfur, sulfuric. and other 
acids ; fluorspar ; benzol; toluol; limestone; and iron and steel scrap. Tonnages 
of traffic are immense and have been constantly increasing. For example, in 
M5 annual tonnage was about 34 million; today it exceeds 60 million tons. 

The iron and steel industry in the East—a basic industry from the stand- 
point of national defense and economic welfare—is wholly dependent upon river 
transportation via the Ohio River. Steel manufacturers at Pittsburgh, Pa., 
Weirton, W. Va., Steubenville, Ohio, Wheeling, W. Va., Ashland, Ky., and 
lortsmouth, Ohio, use the river extensively to ship their finished products. 
The heavy concentration of steel production below Pittsburgh receives prac- 
tically all of its requirements of coking coal in barges which traverse the Ohio 
ind much of its limestone, fuel oil, acid, and other important operating supplies 
is delivered in the same manner. Moreover, steel’s dependence upon river trans- 
jertation is not merely a matter of operating economy ; if river shipments should 
he halted for any appreciable length of time, other methods of freight carriage 
could not begin to supply the incredibly large tonnage requirements of the steel 
producers. For example, two single steel produeers on the Ohio below New 
Cumberland bring in over 4 million tons of coking coal a year for their blast 
furnaces ; it would require at least 100,000 railroad cars to move that quantity 
of coal and neither producer has rail unloading facilities adequate to handle 
‘ven a small portion of such shipments. 

Sevéral important common carriers operate regular schedules on the Ohio 
River; among them, to mention only a few large operations, are Union Barge 
Line € orp., American Barge Line Co., and Mississippi Valley Barge Line Co. 
lrivate and contract carriers are equally active, in that almost all of the steel 
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producers and many coal and oil companies move their own barges, laden with 
coal and other raw materials and finished products. 

Other manufacturers in Pennsylvania, West Virginia, Ohio, and Kentucky are 
also dependent upon river transportation for various raw materials and operating 
supplies such as steel, coal, and fuel oil. Moreover, these segments of industry 
ship substantial amounts of package freight by water carriers to points on the 
Ohio, Mississippi, and Missouri Rivers and the gulf ports. 


THE PROJECT 


All of the coal and other raw materials for steel which move from the mines 
and other sources of supply above and around Pittsburgh to the important stee| 
producing areas on the Ohio River in West Virginia and Ohio must pass throug) 
Ohio River locks and dams 7, 8, and 9 located between Midland City, Pa., anj 
New Cumberland, W. Va., a distance of about 10 river miles. The same is true 
of important finished products manufactured in the industrial sections of Penn- 
sylvania, of fuel oil and other operating supplies moving northward to such se- 
tions and of other commodities which are transported in both directions. Three 
major steel producing companies have important iron and steel plants in the area, 
One large power plant is wholly dependent upon coal moving through all three 
locks and dams. Atomic energy developments in Ohio will need at least 3 million 
additional tons of coal from the Pittsburgh area, to move by water. The United 
States Air Force has fuel storage facilities below the Montgomery locks which 
receive their supplies over this section of the Ohio. These locks and dais are 
therefore the keys to navigation in the area and any interruptions to service 
through them would paralyze commerce and production in one of the most im- 
portant industrial centers of the United States. 

Over 12 million tons of traffic pass through lock 7 in a single year. In 195), 
there were 1,200,000 tons of iron and steel, 2 million tons of gasoline and oil, 
5,500,000 tons of coal and coke, 2,200,000 tons of sand and gravel. In 1952, 34.000 
river craft passed the site. In just one month of 1950, lock 7 locked through 595 
separate tows, made up of 3,141 river craft. These statistics, selected more or 
less at random, provide conclusive proof of the continuing vital importance of 
these navigation facilities from the standpoint of normal economic welfare and 
national defense. 

The inadequacy of these locks and dams—which were installed over 40 years 
ago and which are obviously obsolete when compared with other navigation 
facilities on the Ohio—was recognized by the Corps of Engineers of the Depart- 
ment of the Army as early as 1944. However, nothing could be done at that 
time because construction work of this type was virtually suspended because of 
the war. After a delay of 10 years (during which obsolescence continued to the 
point of a dangerous emergency) in 1954 the Congress appropriated $1 million 
for property damage and road relocation as a preliminary to actual construction. 
To continue the program, a minimum appropriation of $7 million is needed. 
It is believed, however, that this minimum is really not adequate to fit the emer: 
gency and that an appropriation of $10 million would be more appropriate. The 
emergency which led Congress to appropriate $1 million in 1954 has not de- 
creased; on the contrary, every day adds to the hazards of the situation. 

Reasons for continuing support of the project——The existing locks and dams 
are entirely obsolete with respect to present river traffic conditions for several 
reasons. In the first place, at each installation there is only one lock, with no 
provision for emergencies. In the second place, each lock is only 600 feet 
long, which is not sufficient to handle modern tows which in turm means that 
tows must be broken up—procedure which delays and endangers the movenrnt 
and substantially increases its cost. Thirdly, the existing wicket-type dams 
present operating difficulties in bad weather and under ice conditions. And 
finally, navigation is obviously hindered by requiring lockage through 38 sets 
of locks, when only 1 lockage should be needed. 

These factors—and perhaps others—have no doubt been emphasized by the 
proponents of the project, because the proposed locks and dam at New Cumber- 
land, W. Va., will provide modern facilities which will eliminate all of the dis 
advantages of the present arrangements and permit more economical] operations 
on the river by earriers and shippers, with like economies to the Government 
in its operation of navigation aids. These same factors should be sufficient to 
justify the project, but it is recognized that, in the present state of the economy. 
any project involving substantial expenditures may require better justification 
than the fact that it is desirable from an economic viewpoint. It is therefore 
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appropriate to consider the fact that the continued support of this project is not 
merely a matter of econonic desirability. 

Locks 7, 8, and 9 are inadequate, not only because there are single locks of 
limited length, but also because they are in deplorable condition from an op- 
erating point of view. It is possible that any one of them may have to be closed 
for repairs at any time because of a major failure, which would be absolutely 
disastrous for the essential traffic which moves through these sections of the 
Ohio River and this danger is particularly acute at lock 7 where the landward 
lock Wall has been moving toward the river. At the present time, the entire 
length of the wall (600 feet) has moved about 6 inches, with the result that it 
is about 3% inches out of plumb. A total collapse would of course close the lock 
to navigation for at least 6 weeks and, if the gate recesses were damaged, for 
perhaps a full year. If the maximum damage occurred, there would be no 
adequate substitute methods of transportation to handle the 12 million tons which 
traverse this area and water carriers would have to suspend business completely. 

It is not our intention to predict that such a disaster may occur this year or 
next; we do believe, however, that the condition of these locks and dams is such 
that if the project is continued with due speed and completed in 1959, 4 years 
from now, We will have stretched our margin of safety beyond reasonable limits. 
The Corps of Engineers has made an exhaustive study of the hazards involved 
in the operation of the existing obsolete facilities and it would seem safe to 
assume that the corps would confirm the views which we have expressed if 
requested so to do. 

Respectfully submitted. 

NATIONAL STEEL Corp., 
By JoHN E. LAUGHLIN, Jr., 
Counsel. 


Mr. Laueuurn. Mr. Chairman and gentlemen, I represent one com- 
pany, the National Steel Corp., but the steel mills at Pittsburgh, Pa.; 
Weirton, W. Va.; Steubenville, Ohio; Wheeling, W. Va.; Ashland, 
Ky.; and Portsmouth, Ohio; all ship extensiv ely on this river below 
the New Cumberland locks and dam. Although I just represent one 
company I think I can inform the committee that I have discussed 
this matter with a great many other industrial organizations in Pitts- 
burgh, such as the Wheeling Steel Corp., which is below us on the 
river; the Crucible Steel Co., which is direc tly above the affected area; 
the P ittsburgh Consolidated Coal Co., which ships vast quantities of 
coal through these dams; and a great many other such companies. 
All of them have said that they ‘would be ‘happy to appear before 
the committee, but we informed them that in view of the time limi- 
tation we thought it would be inadvisable to have them do so. 

My own particular company, as I have indicated, is the National 
Steel Corp., which has a very large steel manufacturing plant at Weir- 
ton. We ship through that plant each year 2 million tons of coal for 
coking. That 2 million tons moves through locks 7, 8, and 9, which 
would be replaced by the New Cumber land locks and dam. 

We know if there should be a failure at any one of these locks 
and dams—and a failure at No. 7 certainly is imminent—our opera- 
tions would be completely paralyzed. A good many years ago we had 
an experience which indicates the danger that could result. Due to 
bad icing conditions on the Ohio River navi igation was shut down for 
a period of about 2 months. During that time we endeavored to bring 
coal and fuel oil by rail, but we found that we simply did not have 
the facilities in our own plant to handle any substantial quantities of 
those materials, and we also found that the railroad did not have the 
facilities to deliver them. The only reason we were able to continue 
oper rations is that we maintain a stockpile of coal for about 60 days’ 
use. Even at that, towards the end of the period the situation had 
become critical. 
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When we endeavored to rebuild our stockpile after this difficulty it 
took us a year to get back up to our normal stockpile. 

If we had a failure on the river it would require 100,000 coal cars to 
move the quantity of coal we use in a year. We know it would be abso- 
lutely impossible for us to do that, so that if there were a failure for 
a year on lock No. 7 or any of these other operations we know we 
would be required to shut down after say 60 to 90 days. That would 
mean unemployment for 12,000 people, and it would mean the loss 
to the country of pretty close to 3 million tons of steel. 

We know also, gentlemen, that the dangers emphasized by Mr, 
French are there. As a matter of fact, you need only look at his 
pictures to see that these facilities are in deplorable condition. 

We made our own investigation. We have had our own engineers 
look into it. We know that the danger is not exaggerated. As a 
matter of fact, every day puts us closer to the danger of what we 
regard as a disaster. 

Thank you very much. 

Mr. Marsuaty. Thank you for your statement. 

Mr. Mortzonan. Mr. Chairman, I appreciate very much the oppor- 
tunity you have afforded me to bring these gentlemen before you 
this morning. 

Mr. Marsuauyi. We are always pleased to have our distinguished 
friend appear. 

Mr. Motionan. I would like to reemphasize one thing of particular 
interest and importance; that is, that the present construction pro- 
gram should be expedited and advanced by increasing the budget 
appropriation request of $7 million to a more appropriate and larger 
figure. It has been suggested it should be as high as $13 million. 

Mr. Marsuatu. Thank you for bringing this item before us. 


Warrior Lock anp Dam anp Mosite Suie CHANNEL 
WITNESSES 


HON. FRANK W. BOYKIN, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ALABAMA 

HON. ARMISTEAD I. SELDEN, JR., A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF ALABAMA 

HON. CARL ELLIOTT, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF ALABAMA 

HON. ROBERT E. JONES, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ALABAMA 

HON. GEORGE HUDDLESTON, JR., A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF ALABAMA 

HON. ALBERT RAINS, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF ALABAMA 

EDD H. HYDE, SECRETARY TO SENATOR SPARKMAN, REPRESENT- 
ING HON. LISTER HILL AND HON. JOHN J. SPARKMAN, UNITED 
STATES SENATORS FROM THE STATE OF ALABAMA 

J. M. GRISER, PRESIDENT, WARRIOR-TOMBIGBEE DEVELOPMENT 
ASSOCIATION 

WILLIAM A. TRAUTH, WASHINGTON REPRESENTATIVE, ALUMI- 
NUM COMPANY OF AMERICA 
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H. A. GUTHANS, PRESIDENT, WARRIOR AND GULF NAVIGATION 
co. 

BRAXTON B. CARR, EXECUTIVE VICE PRESIDENT, WARRIOR-TOM- 
BIGBEE DEVELOPMENT ASSOCIATION 


Mr. MarsHauu. We are very pleased to have before our committee 
this morning Congressman Boykin, Congressman Selden, Congress- 
man Elliott, Congressman Jones, Congressman Huddleston, and Con- 
vressman Rains. 

We are glad to call on Congressman Selden at this time. 


STATEMENT BY CONGRESSMAN SELDEN 


Mr. Sevwen. Mr. Chairman and gentlemen, we are extremely grate- 
ful to you and to the members of this committee for allowing those 
of us present this morning to appear before you. We realize it is 
necessary for this committee to hear hundreds of witnesses and that 
the time you have given us is necessarily limited. I assure you we will 
make every effort to stay within the 30 minutes allotted to us. 

All of us here this morning are anxious for this committee to retain 
in the appropriation bill laid items that appear in the President's 
budget for the 1956 fiscal year. The first of these is the sum of $4 
million for the Warrior lock a dam. The second is the sum of $1 
million to be used to deepen the Mobile ship channel. 

I shall limit my remarks primarily to the Warrior lock and dam as 
this installation is located in the district I have the privilege to repre- 
sent. I would like to say first, however, that a deeper, wider Mobile 
ship channel is unquestionably needed, and I join with my colleagues 
in urging approval of the funds necessary for that work. 

As. you know, gentleman, the Congress last year approved a $1.8 
million appropriation to begin construction of the Warrior lock and 
dam which is located between Hale and Greene Counties in the Sixth 
Congressional District of Alabama. Construction on this vital link in 
the W arrior-Tombigbee Waterway was begun last October and, 
understand, is progressing on se hedule. 

The budget for fiscal year 1956 includes the sum of $4 million for 
the continued construction of the W arrior lock and dam, and I under- 
stand that a representative of the Corps of Engineers has already testi- 
fied that this amount is necessary in order to continue on schedule the 
construction of this installation. 

This new installation will replace lock and dam Nos. 8 and 9 on the 
Warrior River which were built in 1903 and 1902 respectively. Not 
only are these present locks and dams dilapidated and obsolete, but 
many believe they are in danger of partial, if not complete failure. 

Mr. J. M. Faircloth, an outstanding civil engineer of Alabama, made 
a study some 18 months ago of the condition of lock and dam No. 9. 
This study, made with the permission of the Mobile district office of 
the United States Corps of Engineers, revealed the dangerous con- 
(ition of these structures. 

In this report, Mr. Faircloth said: 

Both the lock and dam No. 9 are in exceedingly poor condition. To keep these 
Structures in even a reasonable state of repair, that will permit the operation of 
the lock, must involve a tremendous maintenance effort. To put them in accept- 
able state of repair is obviously impractical and probably impossible. While 
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this report does not intend to suggest imminent complete failure of either the 
lock or dam it does not rule out the possibility of such failure. 

There is, however, basis for the premise that even now there is not time for 
adequate replacement before failure. Structural failure to any degree will prob- 
ably involve very little risk of direct damage to life or personal property, but 
one cannot refrain from contemplating the effect that even partial failure could 
have on the multimillion-dollar Government investment in the present Warrior 
River System as well as the effect upon private industry and the large geo- 
graphical area dependent upon the facility. 

There is every reason to believe the present installations have de- 
teriorated even further since Mr. Faircloth’s report of 18 months ago. 

The Budget Bureau. the Appropriation Committee, of both the 
House and Senate, and the Congress wisely decided last year to 
replace locks and dams Nos. 8 and 9 with a modern lock and dam. 
This work is now underway and I trust the new Warrior lock and 
dam will be fully completed before any failure occurs at either lock 
and dam No. 8 or lock and dam No. 9. 

However, the earliest possible completion of the new lock and dam 
is, in my opinion, very necessary, and I cannot overemphasize the 
urgency of adequate funds to continue on schedule the construction of 
the Warrior lock and dam. I therefore respectfully urge this com- 
mittee to approve the full sum of $4 million which is included in the 
1956 budget for scheduled work on this very vital link in the Warrior- 
T ombighee Waterway. 

Mr. Marsuan. Congressman Selden, you have given a very in- 
pressive statement before the committee this morning. 

Mr. Sevpen. Thank you, Mr. Chairman. I would like to introduce 
to you, with your permission, several members of our delegation from 
Alabama, and call on them to make a statement if they can do so. 

I would like to say, first, that Senator Hill and Senator Spark- 
man had both intended to be here this morning but due to a very 
full schedule on the Senate side they found at the last moment that 
they could not come. However, representing both Senator Hill and 
Senator Sparkman is Mr. Edd Hyde, from Senator Sparkman’s office. 
I introduce him to you at this time and ask him if he would like to 
make a statement to the committee. 

Mr. Hyver. Thank you very much, Congressman Selden. 

Mr. Chairman, I have no prepared statement. 

Both Senator Hill and Senator Sparkman are tied up in committee 
meetings this morning. However, they are both deeply interested in 
the two projects under consideration, and asked me to come here and 
express their hope that you would approve the budget recommenda- 
tion for both the Warrior lock and dam and the Mobile ship channel. 

Thank you very much. 

Mr. Marsuaty. We thank you for coming over. You can assure 
both the Senators that their words have considerable weight with this 
committee. 

Mr. Hype. Thank you. 


STATEMENT BY CONGRESSMAN JONES 


Mr. SevpEN. Congressman Robert E. Jones, of the Eighth District 
of Alabama, is always interested in the river development ¢ of our State. 
He is here with us this morning and I would like to call on him for a 
statement. 
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Mr. Jones. Mr. Chairman, I did not want to take up the time of the 
committee, since there are other Members of the House whose districts 
are involved, and [I am going to yield to them. 

I do wish to express enthusiastic support for this project. It is one 
of the great water highways of the United States. It has been that 
since the early part of the century. If it is to be fully and completely 
utilized it means that there will have to be renovation and replace- 
ment of these locks for the full and proper utilization of the stream. 

I hope that in the course of the hearings there will be someone 
present who can give us the traffic index on the river, because I am 
quite sure it would be most impressive. 

Thank you very much, Mr. Chairman. 

Mr. Marsnati. Thank you, Congressman Jones. 

Mr. SevpEN. We have with us Congressman Carl Elliott, through 
whose district the Warrior River also flows. I think Congressman 
Elhott prefers to make his statement after some of the other statements 
have been made. Is that correct / 

Mr. Exuiorr. If I may. 

Mr. Marsuauy. That will certainly be permissible. 


STATEMENT BY CONGRESSMAN ILUDDLESTON 


Mr. Sevpen. Also here this morning is the newest member of our 
delegation, Congressman George Huddleston, Jr., of Birmingham. 
(ieorge’s district is also vitally affected by the development of the 
Warrior River, and I call on him as our next witness. 

Mr. Huppieston. Mr. Chairman and members of the committee, I 
consider it a distinct privilege to appear before the subcommittee to 
assist in stating the case of the people of Alabama in behalf of this 
ine construction program on the Warrior-Tombigbee River system. 

I am at one end of this river system, and Mr. Boykin’s district is at 
the other end. I represent the Birmingham District, and the people 
of my district stand to benefit tremendously from the adequate devel- 
opment of this river. 

We have a deep and abiding interest in the further development of 
our river system. We have great faith in our system. 

On behalf of the people of Jefferson County, Ala., I wish to urge 
the subeommittee with all that I have to approve the budget recom- 
mendation of the President. We need this improvement on our river, 
and the return to the people of our country will be many times greater 
than the investment. 

I do not want to take up any more time of the committee, but I do 
want strongly to urge the committee to give us favorable consideration. 

Mr. MarsHauyi. We would like to say that in your first year here you 
re proving to be a very valuable member of the Alabama delegation. 

Mr. Huppieston. Thank you, Mr. Chairman. 

Mr. Marsuauu. We are glad to have you before us. 

Mr. Boranp. And a valuable Member of Congress, may I add. 

Mr. Huppteston. Thank you. 


STATEMENT OF CONGRESSMAN BOYKIN 


Mr. Seipen. Mr. Chairman, the gentleman who represents the First 
District of Alabama, the Mobile district, certainly needs no introdue- 
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tion. Iam going to ask Congressman Frank Boykin to introduce the 
remaining witnesses, following his statement. 

Mr. Marsuaut. We would be glad to hear from you. 

Mr. Borin. Chairman Marshall and gentlemen, it is a real pleas. 
urse to be here. 

I should like to tell you men that this group is the finest we have 
in Congress. I have no doubt about the ‘decision, because this is s 
worthwhile it is one of the greatest things that could ever happen 
to America. Not only Alabama but ever y State in the Union is inter. 
ested. 

Alabama has spent about $30 million without any Government help 
in building the greatest State docks on earth. We are only asking 
here for $1 million. 

Johnnie Griser, the president of this Warrior-Tombigbee Develop. 
ment Association, will tell you about this survey. I hs ave not read 
his statement. 

I am hurrying along, because I am afraid that the bells will ring. 
and I do want you gentlemen to hear Mr. Griser’s statement. The 
other gentlemen present will put their statements in the record. 

This is the greatest thing that could happen. We had the Chief of 
Army Engineers down there, who at that time was General Pick, who 
had never before been there, and he then approved this project. Ther 
the new Chief of Engineers did the same. We went all the way frou 
George Huddleston’s district, through all of this, and I want to tell 
you he said that there was never any river system on earth like this, 
That was General Pick, who built the Burma Road, and one of the 
greatest developments in the world on the Missouri. With half the 
money he said he could make it 10 times better than that. 

Gentlemen, the only thing we ask for is something to help save this 
Nation. The great United States Steel Corp. discovered, at their own 
expense, the largest body of ore, in Venezuela. They have spent mil- 
lions of dollars building the largest iron ore ship, for coming into 
Mobile, but it cannot come in because the channel is not deep enough. 
With just a very few dollars we can do it. 

I have talked to everybody from the White House down on this. 
I have talked to Mike Kirwan; our great leader, Sam Rayburn: Joe 
Martin; and everybody. I have not found a human being against 
this proposition. 

All they need here is a little money to make it 42 feet deep, where 
Mobile Bay meets the Gulf of Mexico, and then 40 feet up to that great 
dock in the State of Alabama. That is the fifth largest port in the 
United States. When we can get this we can take any ship on eartli 
in there. They have already built the ship. 

How big is that ship? 

Mr. Griser. 63,000 tons. 

Mr. Boyxrn. 63,000 tons. That is coming in right now, but they 
‘an only load it to one-third of capacity. If they loaded it to capacity 
the ship could not get in. 

We were going to have Capt. Harry Hargrove, the president of the 
Mobile Bar Pilots’ Association, report to you. He said he had to stay 
in Mobile to try to get the ships through that channel with this ore. 
It is too narrow and not deep enough. 

Gentlemen, I could go on and on and on. I have a man here whe 
has handled 1 million tons down there. 
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You have the record of what I said before, when you gave us so 
much encouragement. 

| do want to introduce to you the president of the Warrior-Tombig- 
bee Development Association. That group takes in from the deep 
end of the river clear down to the mouth of Mobile Bay, which runs 
ito the Gulf of Mexico. This man started in Mobile, along with us, 
it seems like maybe 100 years ago, and he has developed the largest 
shipbuilding and drydock business in the South below Newport News. 
He has a fine organization. Last night the labor union called and 
said that they would back him up. Sometimes they are against him. 
He has worked as m: inv as 20,000 men at one time, but at this time 
he has between 3,000 and 5,000 men working. 

If we had this channel deepened, he would have many, many more 
people there, because they do have one of the most eflicient drydock 
und shipbuilding companies on this earth. He has a full statement 
to present, because he is the president and represents the river from 
top to bottom. 

There is another thing I want to tell you: Our entire delegation is 
here. We have this great fellow, former Senator O’Conor, who was 
here, but he has gone out to make a telephone call. He is very much 
interested in this. 

We have a representative here of the Aluminum Co. of America, 
which has spent some $100 million down there. We just have the 
backing of everybody in that whole country. 

You can be doing the Nation more good by giving us this $1 million 
than by doing anything else I know of. 

As to the proposition presented by Congressman Selden, I was 
there when they opened that. All of these men and several hundred 
others were there in that area. It is a great proposition. We need 
them all together, as Mr. Huddleston says, from the top to the bottom, 
ind we will have the greatest State in the world, with water to serve 
the entire Nation. 

We have talked about Pennsylvania and New York, and every other 
part of the world is interested in this area down there. The aluminum 
companies, the steel companies, and all the big corporations on earth 
we interested. 

[ will appreciate very much any consideration you can give us, 
ind T am counting on you and depending on you. I would like to ask 
Mr. John Griser, the president of this great association, to present his 
case now, if it pleases you. 


STATEMENT BY MR. GRISER 


Mr. MarsHaty. We would be glad to hear from you, Mr. Griser 

Mr. Griser. I am John M. Griser, president of Warrior- Tombigbee 
Development Association, which has its offices located in Birming- 
— The organization is a nonprofit association made up of mem- 
bers throughout Alabama’s Warrior-Tombigbee River Valley. The 
association has one purpose: to seek development of the water re- 
sources of this valley for better use for navigation, for industry, for 
agriculture, for domestic consumption, and for recreation. We fully 
recognize as do the members of this committee, that these uses are all 
interlocked and that the developments we seek must be governed by 
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a standard which will result finally in deriving the greatest public 
benefits possible from our water resources. 

At the same time we must recognize that the Warrior-Tombigbee js 
already a vital, principal commercial artery serving an established 
industrial area whose heavy, basic industries are important factors in 
not only the economy of the Southeast but the Nation as well. The 
area’s industrial growth continues to keep pace with the needs of the 
region and in line with the national average. One of the basic factors 
in promoting the industrial progress of the area is the availability of 
water transportation on the river system, as well as the availability of 
access to world trade through the fine gulf port in Mobile Bay into 
which the river empties. 

While we are interested in all the complex phases of water resource 
development which must be practiced in our river valleys, and while 
we are aware of the need for maintaining carefully balanced devel- 
opment to protect fully the public interest in every phase of water 
use, we come before this committee asking consideration and assist- 
ance primarily for navigation purposes. 

This is the fourth consecutive year that representatives of the War. 
rior-Tombigbee Development Association have appeared _ before 
members of this committee. I am sure you are as well informed on 
most aspects of the project as we are. However, I do want to call 
certain facts briefly to your attention. 

The public interest in the development of this river system is greater 
today than it has ever been. The interest in the program of our asso- 
ciation, in the progress of work on the river, and the interest in use 
of the river is more widespread and more intensive than it has ever 
been in the past. 

Shippers, barge and towboat operators, and to some extent the pub- 
lic gained a new concept of the value of navigation improvements on 
the Warrior-Tombigbee River last August when the new Demopolis 
lock and dam was opened to traffic midway on the river system. This 
new facility made it possible to cut transportation costs on the river 
by a full 10 percent. Plans are under way for industrial expansion 
in the dam area. Heightened interest in water recreation above the 
dam is already adding a steady flow of dollars into the service econ- 
omy of the area. 

We are here particularly today to ask this committee’s approval for 
a second appropriation for construction of the second such naviga- 
tion facility on the waterway. This is the $19 million Warrior lock 
and dam on which construction was started last fall under an initial 
appropriation of $1,800,000. Warrior lock and dam is a replacement 
for existing locks and dams 8 and 9 which were built in 1903 and 190? 
respectively. These locks were built for packet boats. They provide 
lifts of 10 and 11 feet respectively. They are 284 feet long by 52 feet 
wide. Both the lock chambers and the dams are in such condition 
from age and wear and tear that a reputable civil engineer who made 
meV ith of lock and dam 9 for our association 2 years ago concluded 
that— 


To keep these structures in even a reasonable state of repair, that will permit 
operation of the lock, must involve a tremendous maintenance effort. To put 
them in acceptable state of repair is obviously impractical and probably impos 
sible. While this report does not intend to suggest imminent complete failure 
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of either the lock or dam it does not rule out the possibility of such failure. 
There is, however, basis for the premise that even now there is not time for 
adequate replacement before failure. 

Maintenance by the Corps of Engineers has kept the structures oper- 
ating but their basic condition is getting worse all the time. 

As an indication of the public interest in the improvement of this 
river and particularly in the building of Warrior lock and dam, I 
would like to point out that 650 people gathered at a remote, isolated 
and poorly accessible site on the river in October of last year to par- 
ticipate with the Corps of Engineers and 8 Members of Alabama’s 
11-Member delegation in the Congress in ground-breaking ceremonies. 

There is in the budget under consideration an item of $4,100,000 
of construction money for Warrior lock and dam. In our estimation 
it is money that is needed for worthwhile improvement of an already 
navigable waterway that is paying good dividends on investments 
already made and which in our estimation will return even greater 
benefits in the future. We earnestly ask your approval of the full 
amount in the budget for this project. 

Four completely new locks and dams will be required to modernize 
the navigation facilities on Warrior-Tombigbee. Demopolis, which 
is practically finished, and Warrior, which is under construction, 
represent half of these facilities. Looking ahead in hopes that Con- 
gress will see fit to provide the funds to complete the modernization 
of this inland navigation channel in orderly, systematic fashion, we 
urge your consideration and approval to provide adequate planning 
and investigation funds for the Corps of Engineers. As a representa- 
tive of a region that has a relatively small stake in the $3,600,000 in- 
cluded in the current budget for general investigations by the Corps 
of Engineers, we nevertheless recognize the need for such funds to be 
provided for the corps. Good business practice requires that planning 
work proceed systematically far in advance of actual construction. 

The next navigation project on Warrior-Tombigbee will be in the 
lower reaches of the river. There is at present a conflict of interest 
involved in the project. The conflict concerns the amount of land 
to be flooded. We are confident that the Corps of Engineers will find 
a way to design improvements to provide maximum efficiency of the 
river for navigation and at the same time minimize the amount of 
productive land affected. But this very conflict of interest and the 
need to find a mutually satisfactory solution emphasizes the need 
for the corps to have adequate general investigation funds. 

Ours was one of the first complete river systems in the United States 
that was authorized for Federal improvement. Today it is one of the 
most rundown river systems being used as a principal artery of com- 
merce. In its present condition, with 2 of our locks and dams only 
1144 miles apart and some of the others only 3, 4, and 5 miles apart, 
the river is actually crowded. There are 22 towboat and barge 
operators on the river with 44 towboats and 204 registered barges in 
operation. In barges that average only a little more than 500 tons 
capacity, they are carrying commerce at a rate this year well in excess 
of 3 million tons annually. They navigate over 467 miles of chan- 
nel that has a 255-foot fall in 277 miles now canalized by 13 locks and 
dams. The upper half of the river flows through a narrow rock gorge. 
The lower half flows through a relatively flat plain where the river 
winds constantly and at times abruptly through soft soil where the 
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banks are constantly eroding. Consequently, the Warrior-Tombighbee 
from Tuscaloosa south for 250 miles, except for the new Domopolis 
pool, requires constant mantenance dredging. We have the highest 
regard for the oftice of the Mobile district engineer of the Corps of 
Engineers for the fine job of maintenance that has been done with 
limited funds. At the same time we ask this committee to recommend 
adequate inland waterway channel maintenance funds from which we 
on the Warrior-Tombigbee may receive our fair and proportionate 
share to keep our commerce moving. 

Mobile Bay, into which this river system flows, affords access 
to oceangoing shipping over a federally maintained ship channel 
that was first authorized by the Congress in 1826. Last year the Con- 
gress authorized a project to deepen and widen the ship channel in 
Mobile Bay. The present project depth is 32 feet with 36 feet over 
the outer bar. The present project width is 300 feet in the channel 
with a 450-foot width over the bar. These project controls were 
established in 1934 when commerce through the port totaled 3,700,000 
tons. Six years ago, in 1949, the people ‘of Mobile and the shipping 
interests using the port asked for and were given a public hearing 
by the Corps of Engineers on the project. At that time they asked 
the corps to recommend a 40-foot channel. The corps did so and 
last year Congress approved the project for a 40-foot channel, 500 feet 
wide in the bay, with 42 feet over the bar. I mention this chronology 
of events to point out that the need for this project has been recognized 
for a number of years. And the need continues to grow. Tonnage 
handled through the port now exceeds 12 million tons annually. A 
major portion of this tonnage is bulk materials which can be most 
economically carried in deeper draft vessels, vessels drawing in excess 
of 27 feet of water. Industries operating bulk material handling 
plants at Mobile have added several million tons of capicity to their 
facilities in the last year. The vessels supplying these plants are 
giving up cargo ranging from 2,000 tons to 8,000 tons on every trip 
because the channel cannot accommodate them fully loaded. In the first 
11 months of 1954, 608 vessels entered the port of Mobile which drew 
in excess of 27 feet of water when fully loaded. Not only do these 
deep-draft vessels lose cargo, but they operate under constant hazard- 
ous conditions because of depth and width limitations of the channel. 

There is an item of $1 million in the budget now under consideration 
to start the work of deepening and widening the Mobile ship channel 
which is estimated to cost a total of $5,971, 000. We understand this 
project is estimated to return $2.77 in benefits for every $1 of expendi- 
ture, a very favorable ratio. We know the deeper, wider channel is 
greatly needed, and we urge approval of funds for the work. 

T thank you. 

Mr. Marsuati. Thank you for a very complete statement. 

Mr. Borxrn. Now, Mr. Chairman, Senator Herbert O’Conor was 
here but he stepped out. He represents the American Merchant 
Marine Institute. 

We are not going to present any more statements, except to ask to 
have them included in the record. 

At this time I would like to introduce William A. Trauth, the Wash- 
ington representative of the Aluminum Co. of America. 
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STATEMENT OF MR. TRAUTH 


Mr. TrautH. Thank you. Mr. Chairman, I just want to put in the 
record two reports. One isa report of the Mobile Bar Pilots’ Associa- 
tion, and the other is the chamber of commerce report. I think you 
should have both of them. 

Mr. MarsHati. We will accept these statements in the record at 
this point. 

(The information is as follows: ) 


STATEMENT OF Capt. Harry L. HArGRove, PRESIDENT, MosiILeE Bar Prnots’ 
ASSOCIATION 


Mr. Chairman, it is a privilege to appear before your committee in interest 
of deeper water for the Mobile Ship Channel, Alabama’s only seaport. I have 
een a pilot on Mobile Bay and Bar since June 20, 1906, and have been president 
of the Mobile Bar Pilots’ Association for 25 years. These pilots are thoroughly 
trained, holding State and Federal licenses, rendering 24-hour service and 
capable of handling any type of vessel. They have indeed done a fine job piloting 
ships in this narrow ship chanel. I am still an active pilot. We board these 
vessels at Sea, pilot and dock them in Mobile, and vice versa. 

Mobile Bar, 7 miles offshore with its shoals, strong crosscurrents, is nasty 
when heavy weather offshore causes the seas to break. Mobile Bay, 30 miles 
long, 10 miles wide, 10 feet deep, has a channel 32 feet deep and 300 feet wide 
that we Were proud of many years ago, which then answered the purpose. Mobile 
has grown into a great port, with its fine, modern concrete docks, fruit wharves, 
largest drydock and repair plant in the gulf, largest bauxite plant in the Nation, a 
ipeline connected with many oilwells, and the steel company dock just completed 
and ready for business. These, along with Brookley Field and Theodore Chan- 
nel, make Mobile one of the most important American seaports. If we had 

er water the port could take care of an increased volume of shipping with 

er and deeper-draft ships. The oil companies desire supertankers to enter 
this port. The steel company wants ships capable of carrying 45,000 tons of 
iron ore from Venezuela with ore to their newly built docks. Likewise, the 
aluminum company wants to bring its bauxite into the port with very large 
‘urriers. We are now piloting vessels into Mobile which draw 31 and sometimes 
2 feet. Gentlemen, imagine leaving Mobile with a draft of 32 feet in at 32-foot 
‘hannel, passing another vessel of the same draft. In such a situation anything 
ess than perfect julgment and the highest degree of skill in ship handling, plus 
thigh tide, would result disastrously. : 

Itis common knowledge that this channel requires a higher degree of »ilot 
kKilland experience than in many larger American seaports, due to the fact that 
he geographical location of our channel does not permit the establishment of 
wge lights, such as many larger ports enjoy. Further, you are in the middle 
fa very large body of water with no defining banks to contain you in the 
hannel. A vessel, in my opinion, should have at least 3 feet clearance between 
he bottom of the channel and the keel to be handled with any degree of safety. 
‘trong north winds blow the water out of Mobile Bay, fresh east or west winds 
duse strong crosscurrents, making it necessary to hold a ship up 20 degrees off 
er course in order to remain in the middle of this ditch. Imagine what her 
ourse would be when you slow down. In my opinion, ships with any greater 
rift than 28 feet should not be handled in this existing channel. We are 
lloting ships drawing up to 32 feet and when you get a ship to sea with that 
irft, you have really done a good job. Should such a vessel ground, she is 
rounding on a high tide and will probably have to remain fast until the next 
‘igh water stage. During this interval the port of Mobile could be completely 
‘wed to shipping. A deep draft vessel, regardless of speed, cannot make over 
‘knots in this channel. When a gale blows from southeast to southwest 
tusing the bar to break, the ship must stay either outside or inside of the hay, 
til it moderates due to the rise and fall of the ship, causing expensive delay 
)the vessel, 

We have many tows in the channel, plenty of fog, smoke, and crosscurrents, 
rich often make it necessary to follow a tow or a ship going in the same 
‘tection, as the risk of passing is too great, causing additional delay to the 


esse, 
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Gentlemen, as you know, a vessel is called a she, but she can’t be handled g 
readily as the fairer sex. What this unmanageable she requires is a high) 
skilled pilot with plenty of guts, nerve, and deep water under her keel, and they 
she can be handled. 

I believe I am qualified to make these remarks, as I have handled over 10,1 
vessels in the Mobile Channel. 

There is attached hereto data which sets forth the increase in the number of 
deep-draft vessels calling at the port of Mobile between the years 1945 and 195; 

Gentlemen, please give this request, for the proper deep water channel froy 
Mobile to sea, your serious consideration. We need deep water, larger ships 
want more business and your help. Thank you for your consideration and tine 


Totals by year, Apr. 1 through Mar. 31 
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May 3, 1955. 
Mr. W. H. Trautu, 
Alcoa Steamship Co., Inc., Washington, D. C. 

Captain Hargrove, president, Mobile Bar Pilots, pleased have you presen 
copy his previous testimony before a subcommittee hearing Thursday and re 
quests you advise committee he is unable appear because he is kept so busy 
struggling with getting oversized ships through undersized Mobile ship channel 
which has not been improved in 20 years 

J. A. ALLAIN, 


STATEMENT IN BEHALF OF THE IMPROVEMENT OF THE Mosite Suip CHANNEL 
Mosier, ALA. 


On the subject of the proposed improvement of the Mobile ship channel, it i: 
a privilege for me to appear before this committee on behalf of the Mobile Cham 
ber of Commerce, as its chairman of the port development committee, an assign 
ment that I have enjoyed since 1947. My appearance here today is principally 
in the interest of bringing to the attention of this committee information supple 
mental to that which was gathered by the United States engineers November 1 
1949, when hearing was held at Mobile, Ala. The engineer’s hearing generate 
an astounding amount of interest and testimony clearly indicating that the nee 
of channel improvements was not only a matter of immediate concern, but one 
that was probably too long deferred. 

In support of this contention, we refer to the findings of the United State 
engineers which establishes very high economic justification for the improv 
ments. In preparation of the report figures are set down for the accomplish 
ment in three stages and are based on cost of the project and the return annual! 
for each dollar expended, including dredging, maintenance, interest and amort! 
zation. The figures are as follows: 


Return an- 





. nually for 
Depth of channel cash dolies Cost 
expended 
i $3. 30 $3, 5880 
Sparen ee. 02 EE py LSM pe AE LER LS EELS 3.11 4, 851,7 
I a iain cei ieee Sake eR OM te Ew go te 2 Va aa a 2.77 5, 971, 0 





We understand, by comparison, that this project carries one of the highest bet 
fit ratings of all projects presently under consideration. 
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These figures are by no means current and even though we understand that 
they were projected for a 2-year period after hearing date, during the additional 
9 years that have elapsed there has been an increase in tonnage that is much in 
excess of the average on which the original figures are based. 

Before setting down some of the factors which have intensified the need of 
this channel improvement, I would like to call attention to the time lag which 
in this instance has become a matter of serious consequence, Four years and 
j months have elapsed since the engineer’s hearing was held. We believe that 
the testimony gathered by the engineers clearly indicated the need of the im- 
proved channel as of the date of the hearing. The extent of further delay, of 
course, is in the hands of the Congress. 

In the meantime, the need of channel improvements steadily becomes more 
imperative. Some of the factors which have contributed to the changing condi- 
tions are as follows: 

(a) In 1948 there were 240 vessels using the channel which carried a draft of 
between 27 and 32 feet. In 1953, 637 vessels in the same category were handled 
over the channel, 

(b) The Alabama State docks completed last year a shipside grain elevator 
having a storage capacity of 1.6 million bushels, 

(ec) The Alabama State docks has within the past year or two, expanded its 
bulk handling plant to provide 40 percent of additional capacity with 1 additional 
ship berth and 1 additional bulk handling tower, expending $1.4 million for these 
improvements. 

(d) The Aluminum Ore Co. has recently expanded its bauxite reduction plant 
and on March 1 this year, made an announcement in the public press that the 
Mobile plant was now the largest of its kind in the United States, with a capacity 
of producing sufficient alumina from bauxite ore to smelt 400,000 tons of aluminum 
annually. 

(e) The Tennessse Co. of Birmingham, Ala., who at the time of the engi- 
neer’s hearing, were undertaking a study to determine selection of a suitable 
gulf port for the importation of foreign iron ore have in the past 2 vears con- 
structed in Mobile an enormous bulk-handling plant which will within a month 
or two Commence operations on a shedule of handling approximately 3 million 
tons of this raw material annually. 

The bauxite company and the steel company, as referred to in (d) and (e), 
anticipate the importation of their respective raw materials in very large vessels, 
and until such time as an adequate ahannel has been provided, these vessels 
could be used only under light loaded conditions. Not only does such an arrange- 
ment bring about high transportation costs but in event of emergency, light load- 
ing of vessels of this kind would indeed be deplorable. 

(f) The Brookley Air Force Base has within recent months inaugurated a 
practice of bringing Navy carrier vessels loaded with planes for repairs or modi- 
fications for discharge at Brookley Air Force wharf. When these carriers come 
into our channel all other traffic must be halted by the Coast Guard because of 
an inadequate channel width. 

(g) The Navy, on one occasion of a carrier’s visit to Brookley Air Force Base, 
put the carrier into the Alabama Dry Dock & Shipbuilding Co. plant for docking 
and repairs. The port of Mobile has beyond question the best-equipped ship- 
repair plant and drydock facilities in the gulf. 

(h) Tonnage handled by the port has substantially inrreased in volume as will 
later be covered in detail by the general manager of the Alabama State docks. 

The port of Mobile is outstanding in its possession of three separate and 
distinct bulk-eargo-handling plants. Such commodities as bauxite, iron ore, 
manganese, coal, nitrate, phosphate rock, and sulfur are customarily handled. 
It is indeed a modest statement to say that Mobile has in these three bulk 
plants more capacity than all other gulf ports combined. Consideration of the 
‘apacity of the plants and the commodities handled by them, coupled with 
the aluminum plant and the shipyard and the use of the ship channel by the 
Brookley Air Force Base in delivery of planes by carrier, prompts us to suggest 
‘0 this committee a relationship in the matter of national security. 


SUMMARY 


Recognition of the importance of Mobile Harbor dates back to the River and 
Harbor Act of May 20, 1826, when the Congress approved the first project for 
improving the ship channel in Mobile Bay. This occurred 2 years following 
the inauguration of the civil-works program under the Corps of Engineers when 
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the first River and Harbor Act was passed in 1824. This port is the oldest 
federally improved harbor on the Gulf of Mexico and antedates by many years, th 
the principal ports of the Atlantic and Pacific coasts. It is Alabama's only hi 
seaport and its location at the head of Mobile Bay approximately 30 miles 71 
from the gulf provides a protected and safe harbor with limited fluctuation 
in tide levels for year-round operation. Since the first improvement program 
in 1826 Congress has continued to recognize the port’s potentialities by allotting 
additional funds for further deepening and enlarging of the channel until 1934 
when the present project was completed which provides a channel 32 feet by 50 
300 feet wide. thi 

To most of us who have been closely associated with this matter, the informa. 
tion engendered by the study disclosing that no improvement has been made 


in the ship channel in the past 20 years was indeed a shocking surprise. It is 
evident that when you live with a problem for a long period of time, you fail not 
to recognize it as such, and in case of this kind habit becomes an obstruction he 
to progress. During this 20-year period the port of Mobile has made enormous 1 


progress in spite of the handicap. The volume of tonage moving through the 
port of Mobile now places it in ninth place in the Nation. It is obvious that ad 
channel improvement in Mobile has failed to keep abreast of the tremendous nev 
increase in tonnage handled through the port. To further clarify the relation- the 
ship of improvements of the channel to expansion and growth of the port 
the attached chart showing stages of improvements versus tonnage is submitted 


herewith. 1 
H. A. GurHans, \ 
Chairman, Port Development Committee. \ 


Mr. Traut. There is one change from the previous statement. J gou 
There is the addition of 2 million tons of commerce, 1953 over 1952, HH rece 
which is very important. con 

Mr. Boykin. Mr. Chairman, I should like to introduce Mr. H. A. ( 
Guthans. I want to tell you that he is president of the Warrior & 
Gulf Navigation Co., and he has handled already this year over | 
milliontons. There is no telling what he can handle when you fellows 
fix this up like it should be. tT 

This is Mr. Guthans, my friend from Mobile. a 


Wor 

the 1 

STATEMENT BY MR. GUTHANS TI 

4 U 

Mr. Gutuans. I also represent the chamber of commerce. gros: 
As to this 1 million tons, let me say that so far we have handled § "°™ 
tonnage which will produce 1 million tons if we continue at that rate, a 
but the tonnage has been steadily increasing. ment 
I would like to clear up one other point. This statement that Mr. & need 
Trauth just handed in has an interesting graph in it which shows ~ 


there has been no improvement in the Mobile ship channel in 21 years, @ © 7, 
and the tonnage is plotted on the sheet. When that statement was i for ¢ 
made before the committee on approvals the tonnage was 11 million 
tons. In 1 year it has soared to 13,127,000 tons. When you see the gi ‘tis 
two lines, which shows that there has been no improvement, com- jm "?! 


; ; appre 

pared to the tonnage, they are quite startling. chan 
Mr. Marsuary. Thank you for appearing, Mr. Guthans. and t 
Mr. BoyK1n. We also have present Mr. Braxton B. Carr, the exec St 
tive vice president of the Warrior-Tombigbee Development Associa- ses 
tion. He may have a word or two to say. 
STATEMENT BY MR. CARR M. 

js ° ° ° . tom 

Mr. Carr. Mr. Chairman, if I might take just 1 minute, as al ey 
indication of the need for improvements on this river, it has closed Y. 


dlown today and has been closed since Sunday. Up until 10 days ag? 
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the tugboats and barges were operating over the dams because of 
high w vater, and the w rater has fallen out of reach at the rate of 6 or 
7 feet a day, and the left shore is exposed at four points in the lower 
reaches of the river, which completely closed it down to commerce for 
6 or 9 days. 

The second thing I would like to point out is that there are over 
30 different categories of materials th at are moved in commerce on 
this river. There are over 250 shippers and receivers of commerce 
moving on the river today. 

I do not think there is any question about the fact that if we did 
not have the river the commercial coal producers in the area would 
be out of business. 

We have had this commerce coming on the river in the last 2 years, 
adding tonnage that was not in existence, and that is simply providing 
new job opportunities in the State of Alabama, which is actually 
the crux of our presentation to you this morning. This river is 
creating job opportunities all up and down the river system. 

Thank you so much. 

Mr. Marsuauu. Thank you. 

Mr. Boykin. Gentlemen, I do not think that Senator O’Conor is 
going to get back, but I will ask that you put his statement in the 
record, if you please. ‘That statement has been delivered to the 
committee. 

(The statement is as follows :) 


STATEMENT OF Herrert R. O’Conor, WASHINGTON COUNSEL, AMERICAN MERCHANT 
MARINE INSTITUTE 


The American Merchant Marine Institute through Herbert R. O’Conor, Wash- 
ington counsel, requests this opportunity to state to the Subcommittee on Public 
Works of the House Committee on Appropriations its unqualified endorsement of 
the requested appropriation for the Mobile Harbor, Ala., project. 

The American Merchant Marine Institute is a trade association comprising 
i4 United States steamship companies which operate approximately 6 million 
gross tons of American-flag vessels (tank, dry cargo and collier) in both the 
domestic and foreign trades of the United States. 

The §3d Congress in Public Law 780 authorized the expenditure of $5,778,000 
for deepening and broadening the existing harbor at Mobile, Ala. This improve- 
ment is necessitated by the inadequacy of the present harbor to meet the shipping 
needs of the area. Heavily loaded modern ships, particularly tankers and bulk 
commodity carriers, have difficulty transiting the present channels because 
of the risk of grounding and the loss of efficiency in operation. 

The million dollar appropriation item included in the President’s budget is 
for the purpose of starting work on this much-needed project. 

The American Merchant Marine Institute urgently recommends approval of 
this requested appropriation. Mobile Harbor, Ala., is a port of entry and 
shipping outlet for an extensive area which is rich in mineral resources. This 
appropriation is definitely needed to make an early beginning in providing a 
channel to serve the carriers of metallic ores and crude oil in the large super-ore 
and tanker vessels. 

Studies of the district engineers indicate that the estimated annual benefit 
expected to result from the proposed improvement exceeds double its estimated 
innual cost. 


STATEMENT BY CONGRESSMAN ELLIOTT 


Mr. Boykin. We now have the Honorable Carl Elliott, who desires 
tomake a statement. You know what a great man he is, and he has a 
great deal of work up in his district. 

You might tell them about private enterprise, Carl. I know they 
are interested. 
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Mr. Marsuau. We are always glad to hear from our distinguished 
colleague. 

Mr. Exuiorr. Mr. Chairman, I want you to know that I appreciate 
this opportunity to again appear before you in behalf of the continued 
improvement of the Warrior-Tombigbee River system. I believe that 
your records will show that this is my seventh annual appearance 
before you in this regard. 

Today, I must necessarily cut my statement short because of my 
interest in the farm bill. The House of Representatives is at this 
minute considering a bill to restore 90 percent parity price supports 
to the basic commodities. The 7th Congressional District, which I 
have the honor to represent, grows a lot of cotton, and in one county, 
Blount, it grows peanuts commercially. The chairman is aware of 
the fact that on yesterday the House, while in the Committee of the 
Whole House on the State of the Union, voted to strike peanuts from 
the lists of basic farm commodities for price-support purposes. | 
know of the chairman’s interest in farm legislation, and I am going to 
cooperate with him in order that he and I both may soon go over to the 
House of Representatives. 

I represent the Seventh Alabama Congressional District which is 
located at what you might call the top of the Warrior-Tombigbee River 
system. Eight of the nine counties I represent are drained by this 
river system. The Warrior coalfield, in substantial part, is also Jo- 
cated in the Seventh Congressional District of Alabama. 

The district I represent has been grievously harrassed over the 
period of the past few years by unemployment, which has been 
particularly severe in the coalfield. Our unemployment has been 
the heaviest, percentagewise, of any district in the Southeast. The 
bottom fell out of the coal industry in my area of Alabama a few 
years ago. Thousands of jobs were lost. 

However, I want to say to you gentlemen that the Warrior-Ton- 
bigbee River system is Alabama’s greatest natural asset, and its 
development is helping us to win our way back to a prosperous 
economy, so I want to thank this committee for its help on this 
problem through the years. 

In 1949 you helped us to get the first appropriation with which 
to start the Demopolis lock and dam. This lock and dam is now 
virtually complete. I wish you gentlemen could see this beautiful 
structure. I saw it last on February 10 of this year. This great 
lock and dam has taken the place of the obsolete locks and dams 
Nosi 4, 5, 6, and 7, and this structure alone has contributed wonder- 
fully to improving navigation all up and down the Warrior-Ton- 
bigbee River system. The Demopolis lock and dam cost about $2 
million. 

Then last year you helped us to get a new appropriation with 
which to begin construction of the Warrior lock and dam, located 
near Eutaw, Ala. This lock and dam will likewise cost in the neigh- 
borhood of $20 million, and it will take the place of existing locks 
and dams 8 and 9. The building of this dam will also greatly im- 
prove the navigation potential of the entire river system. 

Earlier, I mentioned that improvements on the river to date had 
already been helpful in alleviating unemployment in the 7th Con- 
gressional District. An example is that v1,000 tons of coal were 
shipped downriver from the Warrior coalfield to the Barry steam 
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Jant in 1935. In 1954, this shipment was increased to 241,000 tons. 
It is estimated that tonnage this year will approach 400,000. 

So, Mr. Chairman, I want to urge this committee to provide for 
is the $4 million we are asking with which to continue construc- 
ion of the Warrior lock and dam, and for $1 million with which 
o begin the harbor improvements that must be made at the mouth 
pf this river system at Mobile, Ala. It is now freely predicted that 
‘ithin 5 years, when these improvements and others that are badly 
veded have been made on the Warrier River, that at least $1 mil- 
ion tons of coal per year will move from Walker and Jefferson 
‘ounties, in Alabama, to supply fuel requirements of industries lo- 

ted in the Mobile, Ala., area. 

Also, I think I shoud say to this committee that for final stabiliza- 
tion flow on the river that it will be necessary that at least three huge 
eservoirs be constructed in the headwaters area of this river system. 
rivate interests have made application to the Federal Power Com- 
ission, seeking permission and licenses, authorizing them to con- 
truct three dams in this area. It is thought that this work will get 
nder way by the first of next year. I knew you gentleman would 

interested in knowing that we are doing everything possible to get 
mr river developed, urging both public and private interest to do 
hat they can. The job is big, the challenge is great. 

The commerce on the Warrior-Tombigbee River system is now at 
herate of 3 million tons annually. We believe it will grow to 8 million 
ons When the improvements we have talked to you about today have 
been completed. 

I sincerely hope that members of this committee may find it possible 
before long to make an inspection of the Warrior River and see at 
rsthand its great possibilities. If you should do so, I don’t believe 
ou would at any time have any doubt but that the work should be 
pushed forward with all possible speed. 

Thank you very much. 

Mr. Chairman, I believe that Congressman Rains of Alabama would 
ulso like to make a few remarks. 

Mr. MarsuHann. We will certainly be glad to hear from our dis- 
inguished colleague Congressman Rains. 


STATEMENT BY CONGRESSMAN RAINS 


Mr. Rarns. Mr. Chairman and members of the committee, I desire 

associate myself with my colleagues, Congressman Elliott and 
ongressman Selden, in urging this committee to make the neces- 
wry appropriations to carry on and complete the work on the Warrior 
liver. Navigation on the Warrior River is of great importance not 
uly to the State of Alabama, but to the Nation. The commerce from 
ie great manufacturing city of Birmingham, and the coal along the 
xnks of the Warrior River is essential to the safety of the Nation. 
My congressional district does not immediately join the Warrior 
Kiver, even though the headwater of the Warrior River is in my 
ongressional district, and I am not as informed on the Warrior River 
sare my colleagues who have spoken before me. However, I do 
on with them in urging the necessary appropriations. 

Mr. MarsHatL. We appreciate your coming before our committee. 
Mr. Borxin. Congressman George Grant, of Alabama, would also 
ike to present a statement. He is up on the floor, on the agricultural 
ll at this time, Mr. Chairman. 
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(The statement referred to follows :) 


STATEMENT BY REPRESENTATIVE GEORGE GRANT IN SUPPORT OF THE ReEQuzEstp 
FUNDS FOR THE WARRIOR LOCK AND DAM AND THE MOBILE SHIP CHANNEL 


I wish the record to show that I strongly support the recommended appro 
priations for the Warrier River facilities and the Mobile Ship Channel ag cop. 
tained in the President’s budget recommendations for fiscal 1956. 

In the case of the Warrior River project, I believe that the Corps of Engineers 
has assured the subcommittee that the requested $4.1 million is absolutely neces. 
sary for the completion on schedule of the dam and lock for which the Congress 
appropriated last year $1.8 million as initial construction funds. As my ql. 
league, Congressman Selden, has testified, it is believed that the work on this 
installation, which was begun in October of last year, is moving forward 
schedule. I am pleased to urge that adequate funds be provided to continue 
this construction schedule. 

Due to the relatively shallow channel, the port of Mobile according to most 
recent estimates is losing thousands of tons of shipping to other ports. Of 
course, the adverse effects of such a circumstance on the growth and prosperity 
of the Mobile port and affected area are cumulative and substantial. 

Moreover, I am of the opinion that the requested $1 million for deepening 
the Mobile Channel can be justified from the standpoint of national defense, 
Not only is the Mobile port strategically located in the consideration of continental 
defense, but it is also the nearest port in the United States to the Panama 
Canal. Certainly the military significance of the Panama Canal is appreciated 
in any program of defense. 

I hope that the committee will approve the full $1 million for dredging the 
Mobile Ship Channel. 


Mr. Boyxry. We cannot tell you how much we appreciate your 
giving us this time and attention. 

Mr. Marsnaty. Thank you for appearing. 

Mr. Anpersen. Mr. Chairman, I would like to say for the record 
that we are always honored when Mr. Boykin comes before this sub- 
committee. 

Mr. Boyrxrn. Thank you somuch. I wish we could get you all to go 
down there and see this area. That is the only way to possibly fully 
appreciate it. 

Mr. MarsHatu. The committee will stand adjourned until 2 o'clock. 


SOUTHEASTERN Power ADMINISTRATION 
WITNESS 


HON. PAUL BROWN, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF GEORGIA 


Mr. Marsnauy. We are very pleased to have before our committe 
Hon. Paul Brown, of Georgia, who is respected and esteemed by all 
of his colleagues in the Congress. 

Congressman Brown has been very diligent in expressing his inter- 
est in the Southeastern Power Administration and is appearing before 
our committee this morning to give us the knowledge that he possess 
of the work of this Administration. 

We are pleased to hear from our colleague at this time. io 

Mr. Brown. Mr. Chairman and gentlemen of the committee, it 8 
a pleasure for me to appear before this subcommittee in connectio 
with the appropriation request for fiscal year 1956 of the Southeaster 
Power Administration. In the past I have appeared before the 
Interior Subcommittee which previously considered this appropt 
tion request. Since some of the members of this new subcommittee 
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may be less familiar with Southeastern Power Administration, 1 
would like at this point to mention that the agency is a power-market- 
ing agency in the Department of the Interior which exercises in the 
10 Southeastern States the marketing responsibilities of the Depart- 
ment under section 5 of the Flood Control Act of 1944. In this 10- 
State area there are now 7 Corps of Engineers projects in operation 
and 4 under construction whose power is being or must be marketed 
by this agency. In addition to my general interest in the program 
of the agency, I have a particular interest in its operations since its 
headquarters office is located in my hometown, Elberton, Ga. 

The agency’s request for funds for 1956, like its appropriation for 
1955 and previous years, involves funds for the payment of wheeling 
fees and purchase of firming energy under its contract with Virginia 
Electric & Power Co. and also funds for the maintenance of head- 
quarters office in Elberton. A major part of the appropriation re- 
quest. is for the former purpose, and of the total request of $1,160,000, 
only $235,000 is requested for the maintenance of the headquarters 
office in Elberton. ‘The appropriation for 1955 for the same purpose 
amounts to $250,000, of which $16,200 was transferred to the Solicitor’s 
Office. The request for 1956, as you will note, is approximately the 
same as the current year in spite of the fact that the agency’s responsi- 
bilities are progressively increasing. In view of this I feel that the 
full amount requested in the President’s budget for 1956 should be 
appropriated. 

| hope you will bear in mind that this agency is a revenue-producing 
agency and that all expenditures made by it from appropriations will 
be repaid from revenues for power sold by it. It is estimated that 
during this fiscal year the agency will collect and turn into the Fed- 
eral Treasury approximately $11 million and revenues for fiscal year 
1956 are estimated to increase to approximately $14 million. 

As I stated last year, I am deeply concerned with three matters for 
which the agency has responsibility and for which I feel the agency 
must be adequately staffed. First, I think it is essential that the 
agency negotiate and enter into contracts for the sale of power which 
will result in a fair division among all prospective purchasers of the 
benefits from the Federal hydroelectric developments, having due 
regard to the preference provisions of the law. Second, I feel the 
administration of these contracts and operations under the contracts 
must be such that all customers are treated fairly and equitably while 
at the same time the maximum revenue obtainable under the contracts 
is returned to the Government. Third, I feel that rates must be set 
at levels which will return to the Federal Government all investment 
and expenses properly chargeable to power development and that this 
matter must be the subject of constant check to reflect any changing 
conditions to assure this repayment. 

It is my understanding that long-term arrangements for the sale 
of power from four of the projects, the Dale Hollow, Center Hill, 
Wolf Creek and Allatoona projects, were entered into prior to the es- 
tablishment of the agency and are presently in effect. It is further 
my understanding that long-term marketing arrangements remain 
tobe completed for the Clark Hill, Kerr and Philphott projects which 
are in operation and the Jim Woodruff, Buford, Cheatham and Old 
Hickory projects which are under construction, specifically, that long- 
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term arrangements remain to be made for the sale of all of the power 
at the Philpott project, one-third of the power at the Kerr project 
and over half of the power at the Clark Hill project. Such disposition 
will involve arrangements affecting as many as eight private power 
companies and a very large number of public bodies and cooperatives, 
In my own State of Georgia for example, there are 37 rural electric 
cooperatives and 44 municipalities presently served by the Georgia 
Power Co. which are preferred customers under the law. All of the 
various proposals that have been made concerning the sale of Clark 
Hill power in Georgia anticipate that the Government will contract 
with each of the preferred agencies receiving power which presumably 
will involve most if not all of these cooperatives and municipalities. 
Similar situations exist with respect to other areas of the Southeast, 

Although the Army Corps of Engineers is responsible for the physi- 
cal operation of the projects, the marketing agency must nevertheless 
administer the operating provisions of its contracts and concern itself 
with the scheduling and dispatch of power under its contracts to the 
various systems to whom power is delivered at the generating plants. 
It is essential that the agency be adequately staffed to carry out this 
responsibility in such a way that the available water resources from 
time to time are made use of in a way that is fair to all purchasers but 
at the same time returns the maximum revenue to the Government. 

It is also essential that the agency be adequately staffed to make 
rate and economic studies on each of the projects to assure repayment 
of power costs and that these studies be periodically reviewed to re- 
flect changing conditions and the actual expenses incurred and rev- 
enues collected. 

I have been well acquainted with the operations of the Southeast 
Power Administration since its inception and it is my firm belief that 
appropriation of the amount requested in the President’s budget for 
1956 is required if the agency is to properly carry out its functions 
and responsibilities. 

Mr. Marsnatn. Thank you very much, Congressman, for an excel- 
lent statement. 

Mr. Brown. Thank you, Mr. Chairman, for affording me the op- 
portunity to appear before your committee. 


Devaware River CHannet Prosect 


WITNESSES 


HON. H. ALEXANDER SMITH, A UNITED STATES SENATOR FROM 
THE STATE OF NEW JERSEY 

HON. EDWARD MARTIN, A UNITED STATES SENATOR FROM THI 
STATE OF PENNSYLVANIA 

HON. CHARLES A. WOLVERTON, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF NEW JERSEY 

HON. DANIEL J. FLOOD, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF PENNSYLVANIA 

HON. FRANK THOMPSON, JR., A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF NEW JERSEY 

HON. IVOR D. FENTON, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF PENNSYLVANIA 

HON. HUGH D. SCOTT, JR., A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF PENNSYLVANIA 
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HON. JAMES G. FULTON, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF PENNSYLVANIA 

HON. WILLIAM J. GREEN, JR., A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF PENNSYLVANIA 

HON. JAMES A. BYRNE, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF PENNSYLVANIA 

HON. EARL CHUDOFF, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF PENNSYLVANIA 

HON. WILLIAM A. BARRETT, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF PENNSYLVANIA 

HON. BENJAMIN F. JAMES, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF PENNSYLVANIA 

HON. SAMUEL K. McCONNELL, JR., A REPRESENTATIVE IN CON- 
GRESS FROM THE STATE OF PENNSYLVANIA 

HON. WILLIAM T. GRANAHAN, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF PENNSYLVANIA 

HON. KARL C. KING A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF PENNSYLANIA 

HON. GEORGE M. LEADER, GOVERNOR OF THE STATE OF PENN- 
SYLVANIA 

HON. JOSEPM 8S. CLARK, JR., MAYOR, CITY OF PHILADELPHIA 

G. H. LUSH, ADMINISTRATIVE ASSISTANT TO HON. JAMES H. DUFF, 
A SENATOR FROM THE STATE OF PENNSYLVANIA 

FRANCIS J. MYERS, FORMER SENATOR FROM THE STATE OF PENN- 
SYLVANIA 

HARRY G. SCHAD, CHAIRMAN, JOINT EXECUTIVE COMMITTEE FOR 
THE IMPROVEMENT AND DEVELOPMENT OF THE PHILADELPHIA 
PORT AREA 

JOHN H. REINERS, JR., PRESIDENT, CAMDEN COUNTY CHAMBER 
OF COMMERCE 

HERMAN BELOPOLSKY, SOLICITOR FOR THE CITY OF BURLINGTON, 
N. J. 

CHESTER C. THOMPSON, PRESIDENT, AMERICAN WATERWAY 
OPERATORS 

I. SNOWDEN HAINES, MEMBER, BOARD OF DIRECTORS, GREATER 
BURLINGTON CHAMBER OF COMMERCE 

HON. EDWARD M. STEWART, MAYOR, TOWNSHIP OF PENNSAUKEN, 
N. J. 

MISS JANE STRETCH, DIRECTOR, CAMDEN COUNTY CHAMBER OF 
COMMERCE, AND EDITOR, CAMDEN COURIER POST 


Mr. Kirwan. The committee will come to order. 

We shall now proceed to hear witnesses who are here in behalf of 
the Delaware River project, and at this time, we shall hear from Sen- 
ator Alexander Smith of New Jersey. 


STATEMENT OF SENATOR SMITH 


Senator Smrrn. Mr. Chairman, before I give my very brief state- 
ment I want to speak for my colleague, Senator Case of New Jersey. 
He was unable to be here, but he wanted me to say to the committee 
that he had examined my brief statement, and would be glad to be 
identified with it, we being jointly interested in this matter. 

Senator Case wanted me to say, also, for the record, he expects to 


appear when this legislation comes up before the Senate at the Senate 
earings, 
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With that brief statement, Mr. Chairman, here is the statement 
which I have prepared on this matter. 

I appreciate the opportunity to testify today in support of the full 
appropriation forthe so-called Delaware River project. 

It is estimated that the total cost of this important project will 
amount—over a 4-year period—to approximately $91.3 million, which 
was authorized in the enabling legislation last year. We ask now 
for an appropriation of $25 million for the first year. 

Last year when the Congress voted the authorization it was agreed 
that this project was in the interest of our national prosperity, and 
our national security. 

The Chief of Engineers found that deepening the Delaware Channel 
to Trenton would result in increased industrial activity all along the 
river. 

This generation of new industry is bound to have its favorable effect 
throughout the entire Nation. 

When the St. Lawrence seaway project was being considered by the 
Congress, we became convinced that it was in the interests of the en- 
tire United States and President Eisenhower stated that it was vital 
to our national security. 

It is my understanding that the improvement of navigable streams 
has traditionally been a Federal responsibility. 

I, therefore, sincerely urge that this committee approve the full 
appropriation of $25 million for the initiation of this worthy project. 

Mr. Kirwan. Thank you, Senator Smith. 

Senator Smrru. Thank you very much, Mr. Chairman, for the 
courtesies which you have extended to me. 

Mr. Kirwan. We shall now be glad to hear from Hon. Edward 
Martin, Senator from Pennsylvania. 


STATEMENT BY SENATOR MARTIN 


Senator Martin. Mr. Chairman and members of the committee, I 
would like to state at this time that Senator Duff had to go to Pitts- 
burgh for some medical attention. However, I would like to further 
state that he is fully in accord with what I am about to say, although 
he has a statement which he will present through his administrative 
assistant, who is here now. 

It is my firm conviction that no major river and harbor improve- 
ment project that has come before Congress in many years is more 
meritorious or more important than the deepening of the channel in 
the upper Delaware River to its authorized depth of 40 feet. 

The Delaware River is one of our great national assets. Its develop- 
ment to the highest degree of usefulness and efficiency is essential to 
the economic progress and welfare of the whole Nation. 

It has been well established by the testimony of maritime, industrial, 
and commercial interests, and concurred in by the Corps of Engineers. 
that improved navigation, adequate to accommodate modern. deep- 
draft cargo vessels, will generate a high level of industrial and com- 
mercial expansion. It has been well established that large industries 
are prepared to avail themselves of the advantages offered by this great 
international waterway. They are ready to make large capital invest: 
ments in plant facilities provided they are assured of a channel dept! 
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adequate to provide water transportation of raw materials and other 
commodities in large volume at low cost. 

The transportation needs of the United States have become so great 
that it is necessary to take full advantage of every possible waterway. 
The prosperity of many industries depends upon the movement of raw 
materials in large volume at low cost. Our rivers have become so 
much more important because we do not have the rail capacity or 
the highway capacity to transport the enormous amount of petroleum, 
ore, coal, and other bulk commodities required by our expanding 
industry. Our rivers and other natural waterways provide the most 
economical roadway for the movement of such goods. 

The unprecedented industrial expansion which has already taken 
place in the Delaware Valley and its vast potentialities for the future 
leave no doubt that the deepwater project is not only economically 
sound but will actually be a profitable investment. It will produce a 
return to the United States Treasury far in excess of its cost within a 
very few years. It will pay big dividends in increased customs receipts 
and increased income taxes. If you look at the figures for the past 50 
years you will find that for every dollar of cost to the Federal 
Government for the improvement of the Delaware River Channel, 
$14.25 has been returned to the United States Treasury in customs 
receipts collected at the Delaware River ports. 

No project in the United States has made a return like that. No 
project in the United States is more deserving of support. 

The only area of disagreement grows out of the recommendation of 
the Budget Bureau that would require a contribution of $18 million 
from local interests, representing one-half of the additional cost for 
the construction of a 40-foot channel over a 35-foot channel. 

This proposal was carefully considered by the Senate Public Works 
Committee of the 83d Congress and was rejected as unsound. In its 
report the committee stated : 

Adoption of this recommendation would be inconsistent with the national 
policy followed for many years on navigation projects over the entire country. 

In authorizing the Delaware River project without the require- 
ment of a contribution by local interests Congress sustained the 
historic national policy that navigation improvements on our water- 
ways are the full responsibility of the Federal Government. 

I am hopeful that your committee will agree that the further devel- 
opment of the Delaware River is essential to the economic welfare of 
the United States, and that it is important from the standpoint of 
national defense. 

_ [join the representatives of the Delaware port area in strongly urg- 
Ing that you approve an appropriation of $25 million for the first 
year’s work on this most important project. 

Mr. Kirwan. Does that complete your statement, Senator? 

Senator Martin. That completes my statement, Mr. Chairman. 

Mr. Kirwan. Are there any questions? If not, we shall now hear 
from our distinguished colleague, the Honorable Charles A. Wolver- 
ton, of the State of New Jersey. 

Mr. Wolverton, you may proceed. 
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STATEMENT OF CONGRESSMAN WOLVERTON 


Mr. Wo.verton. Mr. Chairman and members of the Appropriations 
Committee, we are very appreciative of the opportunity you have given 
to us to appear before your committee and present the facts and figures 
that, in our opinion, amply justify the inclusion of a $25 million 
appropriation at this time toward the deepening of the Delaware 
River Channel. 

The deepening of the upper Delaware River Channel has been 
found economically justified by the business, industrial, maritime, 
State, and municipal interests of the entire Delaware River area, 
It has the enthusiastic and aggressive support of each of these, 

There is no area in the entire Nation that gives promise of greater 
expansion than the area within the Delaware River Valley. Indus- 
trial, commercial, and maritime interests have made, and are now 
making, large investments amounting to many hundred of millions of 
dollars to promote economic expansion of the entire district served by 
the Delaware River. The importance of this contribution to our 
national wealth and our national security cannot be disputed. 

The Delaware River is the main artery of commerce, foreign and 
domestic, that serves an industrial and farming area not exceeded 
by any other river in the entire Nation. At the present time its insuff- 
ciency depth is a great handicap to fulfilling its complete usefulness. 
The traffic on the Delaware River is seriously hampered by this con- 
dition and if it is not speedily corrected the injury wrought upon 
the commerce of the entire area will be incalculable. Furthermore, 
we must not overlook the further fact that the Delaware Valley lies 
in the heart of an area in which there is taking place a rapid industrial 
and commercial expansion that will require service of oceangoing 
vessels of a draft in excess of 35 feet. 

The resultant financial gain to the United States Treasury is a 
further justification for an adequate appropriation to deepen the 
Delaware River Channel. The following figures show that it is just 
ordinary good business for the Federal Government to invest in the 
Delaware River: 

(a) Customs receipts alone bring $52 million a year into the United 
States Treasury. Since 1836, the Federal Government has spent a 
little over $100 million on our Delaware River Channel—but since 
1900, it has collected almost $1.5 billion in customs revenue—or a return 
of $14 for every $1 invested. 

(5) Every day the Delaware River carries 700,000 barrels of crude 
oil to feed our great petroleum refineries. With an adequate channel. 
the large modern tanker can deliver crude oil at least 60 cents a ton 
cheaper than the smaller tanker which our Government built during 
World War II. The Navy’s Military Sea Transport Service is now 
asking Congress to authorize the building of 20 such large modern 
tankers because of their defense value. The yearly saving in trans 
portation costs of $20 million, for just this one item of our Delaware 
River commerce—will mean a Federal tax revenue of $10 million. 

(c) The Delaware River will handle for the steel industry an esti- 
mated 15 million tons of imported iron ores. If we calculate con- 
servatively that the large ore carrier will bring this ore to our docks 
for 50 cents a ton less than the cost of using smaller ships, the benefit 
to the Federal Treasury will be almost $4 million in additional taxes. 
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(7d) Prosperity in our three-State Delaware Valley area depends 
upon an adequate Delaware River Channel. With such a channel, we 
will have greater opportunity for industry to employ our people, 
and this means more Federal revenue from business and individual 
taxes. In the last fiscal year, Pennsylvania and New Jersey alone 
contributed over $7 billion in Internal Revenue collections of all 
kinds—better than 10 percent of all tax revenues. 

In conclusion, I wish to make reference to the strange suggestion 
that comes to us from the Chief of Army Engineers, namely that “local 
interests pay half the cost of increasing the depth of the Delaware 
liver.” This contribution has been estimated at $18 million. 

The Chief of Army Engineers admits that the deepening of the 
channel as proposed would “unquestionably contribute to the general 
welfare of the region.” But he makes the qualifying observation that 
the use of channel depths greater than 35 feet will be confined to a 
“single company.” 

In answer to this suggestion, I reply—-Why should an industry be 
compelled to contribute directly to the cost of a public improvement 
which benefits not only that industry but a whole region, as the 40- 
foot channel undeniably would? Even if a private enterprise is will- 
ing to shoulder such a charge, should the Government want it to? 
Would there not be corollary questions of the industry’s rights in the 
improvement. it is helping to finance, and of tax deductions? Should 
an industrial firm whose tax payments help produce public improve- 
ments be required also to pay directly for such projects? 

If a 40-foot Delaware channel is in the public interest, as it appears 
to be, it should be treated as a public improvement, built with public 
funds—not as part of a corporate investment. 

Furthermore, to adopt a policy of required local participation in 
cost of river and harbor improvements creates a situation that would 
not only be novel and unique in the Government policy that has here- 
tofore prevailed, but the results could conceivably prove most disas- 
trous by curtailing future expansion of our principal ports and rivers. 

Questions immediately arise as to not only the lack of justification 
for such a policy but also as how such a policy could ever be practically 
applied in its application. For instance: 

_ (1) What is meant by “local interests”? Is this to mean “local 
industria] interests,” “local commercial interests,” “local maritime or 
shipping interests,” or “local, State, or municipal interests” ? 

(2) If industrial, commercial, or shipping interests are intended, 
then would it be applicable only to the presently existing interests or 
would it contemplate also contributions from future interests of a 
similar character? If so, then how would it be applied as between 
present and future interests? 

It can be readily seen that it would be unfair and unjust to apply it 
only to existing interests as against future interests that would equally 
benefit, and most objectionable of all considerations, that would natu- 
rally grow out of such a policy would be the tendency of new interests 
to avoid placing their industries or other interests along the Delav-are 
River. Thus, it would have a tendency to stifle future development 
of the whole Delaware River Valley. 

_(3) Furthermore, if such a policy should be adopted as to the 
Delaware River, then it would be the application of a policy that 
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runs counter to our river development policy since our beginning 
as a Nation, and in all fairness, would require the application of the 
same policy to all our rivers and harbors and thus create a situation 
that would prove most detrimental to port developments throughout 
our Nation. 

Thus, I wish to record my objection to the proposal of the Chief of 
Engineers, Corps of Engineers, Department of the Army, that local 
interests be required to contribute in cash to the United States one- 
half of the actual additional cost of construction of the recommended 
improvement of the 40-foot channel in excess of the cost of a 35- 
foot channel, and I respectfully urge the committee to report favor- 
ably legislation for an adequate amount that will enable this great 
improvement to be started at the earliest possible day. 

Mr. Kirwan. Mr. Wolverton, does that complete your statement ! 

Mr. Wotverton. Yes, Mr. Chairman. 

Mr. Anversen. I would like to ask one question, Mr. Chairman. 

Mr. Kirwan. You may proceed. 

Mr. AnpDrrsEN. Is there any degree to which other business interests 
are prevented from using that particular channel ? 

Mr. Wotverton. No, sir; none whatsoever. 

at, AnperseNn. No one industry has control of any too much of that 
area ? 

Mr. Worverton. No, sir; not at all. I wish that it were possible for 
members of the committee to make a visit to Philadelphia to see just 
what the situation is. 

Mr. Anpersen. In your opinion, and if this is granted, it would 
ae not only one industry, but a great many industries, eventually! 

Mr. Wotverron. Not only the industries which are now located 
there, but those which will come in the future. 

You will find that the Delaware River Valley at the present time isa 
great area for oil refineries, and many varied industries, an improve- 
ment of this kind will prove beneficial to the industries which already 
exist, as well as an encouragement to other industries which are look- 
ing forward to utilizing the advantages of the Delaware River Valley. 

{r. Botanp. Is it true, Mr. Wolverton, that the chief beneficiary of 
this partioular project would be the plant of the United States Steel 
Corp. 

Mr. Wotvertron. It would be very hard for me to determine that 
they would be the chief beneficiaries, but it would be one which would 
greatly benefit as a result of this project. 

As I pointed out in my statement, the Federal Government receives 
benefits as a result of the increased activities there. 

Mr. Botanp. Are there any other plants in that area which require 
this type of channel ? 

Mr. Wotverton. Yes, all of the oil companies and other companies 
have need of larger tankers, to come in there. As I pointed out in my 
statement, the Navy at the present time is providing a program for the 
building of additional and larger tankers, and it would not be possible 
for those tankers to use the channel with the present inadequate depth 
and limited breadth. 

Mr. Botanp. Where did you get the figure of $25 million as a start 
on this project ? 

I note that the allocation for advance planning contains a much 
smaller figure. 
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Mr. Wotverton. On the basis that it would be probably a 4-year 
project, and the cost amounts to between $90 million and $100 million. 

Mr. Botanp. That is all I have, Mr. Chairman. 

Mr. Kirwan. The only industry which I know of that would re- 
quire a 40-foot channel is the Fairless Steel plant of United States 
Steel. 

Mr. Wotverton. Did you say the only one which would require it? 

Mr. Kirwan. If the Navy contemplates using larger tankers up 
there, or providing additional installations, they have made no refer- 
ence to it, and they have not made any requests to this committee, 
nor to the legislative committee, to deepen that channel. 

I do not know of any oil which is going up above Philadelphia 
that requires a 40-foot channel. Below Philadelphia, they have a 
40-foot channel. 

Mr. Wotverron. Some oil goes up to the Cities Service plant, 
which is on Petty’s Island, and which 1s opposite the northern portion 
of Philadelphia. 

Mr. Kirwan. Yes; but they are getting up there now with the 
channel which they have. 

Mr. Wotverron. They necessarily have to adapt themselves to the 
present channel. 

Mr. Kirwan. I am speaking of the channel at Philadelphia. The 
oil refineries are down at Marcus Hook. 

Mr. Wotvertron. Yes, and there are some further up the river and 
consequently improvements should be made up there. 

Mr. Kirwan. The only plant which would get the benefit of this 
now, in my mind, is the Ben Fairless plant, and that is not saying 
what they may do some day, if they get a 40-foot channel, but the only 
one there at the present time which will benefit is the Ben Fairless 
plant, and they are the ones who are seeking this channel. 

Mr. Wotvrrron. I would not say they are the only one seeking 
this improvement. There are many applications and inquiries being 
made by large industries with reference to coming into this area, pro- 
vided there is a deepening of the channel. 

Mr. Kirwan. There may be applications, but that is the only one 
which is there. 

Mr. Worvrrron. Yes, sir; that is the only one which is there of that 
size at the moment, but there are also many others of great importance. 
Of course, we look on our rivers as arteries of commerce, with the idea 
of building up areas. 

If the Government expects an $18 million contribution, then I as- 
sume it would allow a deduction to the company for the contribution 
in their income tax, and the net result would be something to be cal- 
culated with probably a figure approaching zero as the result. 

Mr. Kirwan. If my memory serves me right, the Ben Fairless 
plant received the largest amortization of taxes of any industry in 
the United States when they built that plant. 5 ? 

Mr. Worverton. I do not know what, if any, the amortization was, 
but, suppose that is true, I do not think that is an argument as to why 
is should be penalized at the present time by changing a Government 
policy which would apply, not only to it, but will apply to every other 
river and harbor in the United States. 
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You could not make such a policy apply only to the Delaware River 
and not have it apply in the same manner to every other river and 
harbor in the United States. This proposal of local contribution is 
a change of policy. 

Mr. Botanp. Maybe it is needed in an instance of this kind. Maybe 
there should be a local contribution. 

Mr. Worverron. It is strange that we did not contemplate it before 
this. 

Mr. Kirwan. In regard to the other projects in this program, I 
think that 8 out of every 10 of them have local contributions pro- 
vided for. 

Mr. Wotrverron. I cannot agree and I would like to examine that 
before agreeing to it. 

You may have figures before you to justify your statement, but, if so, 
it is a very great revelation to me. 

Mr. Kirwan. Some of the local contributions are over half. 

Mr. Wotverron. There may be some instances where the advan- 
tages would be so undesirable from a national standpoint that a local 
concern would be willing to do it for its sole benefit. As to this, 
I do not know. 

However, the Delaware River Valley is a great area in which we 
are living. Boston Harbor, New York Harbor, Baltimore Harbor, 
and all the others of them have had the benefits of river and harbor 
improvements without so-called local contribution. 

Mr. Kirwan. That is true, Mr. Wolverton, but New England has 
not had as much money spent on it since the day George Washington 
left, as the amount which we have spent on the Delaware River. 

Mr. Wotverron. I am not familiar with that situation, but I pointed 
out the Federal Government has spent $100 million from the begin- 
ning back in 1830, and since that time the Federal Government has 
taken in $1.5 billion as a result of the operations on the Delaware 
River. 

Mr. Kirwan. I understand that, Mr. Wolverton, but we made it 
possible for Philadelphia to take it in by dredging that river. 

Mr. Wotverton. That is right. 

Mr. Kirwan. If they ever dredge the river in my town, maybe we 
could do the same. 

Mr. Wotverton. What is the name of the river ? 

Mr. Kirwan. George Washington recommended the project while 
going up there in a canoe to Lake Erie, and we have not gotten around 
to it yet. 

Mr. Wotverton. Is that the canal which we had before the Congress 
at one time and another ? 

Mr. Kirwan. Yes, sir. I once took a job in connection with it. 

Mr. Wotverton. I appreciate fully the feeling of the Congressman 
when he speaks of that, because I know the effort which has been made 
to improve it. 

Mr. Kirwan. We were satisfied to pay half of the cost, also. 

Mr. Wo tverton. I hope the tempo of the Congress in the past will 
not preclude our getting the benefits which we feel we are entitled to 
at this time. 

Senator Martin. Mr. Chairman, might I make an observation with 
respect to the testimony on the tax situation ? 

Mr. Kirwan, Yes, sir. 
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Senator Martin. The accelerated depreciation of Fairless plant 
goes over a period of 5 years. By the end of that 5 years, their tax, 
you see, will be greatly increased. 

Mr. Kirwan. I understand that part, Senator, but the United States 
Steel Corp. has brilliant lawyers and great engineers who pro- 
ceed on the theory that it must be good for United States Steel. If 
they didn’t United States Steel would soon get rid of them. 

Senator Martin. Because of the great acceleration of depreciation 
they will catch up at the end of 5 years. 

Mr. Kirwan. It will catch up to them, but it was very, very good for 
United States Steel, or they would not have accepted it. 

Senator Martin. Of course, the United States Government was 
very anxious to have this expansion in steel production. 

Mr. Kirwan. Senator, during the war they recommended that 
there be built a huge steel plant : at Provo, Utah—the “dollar-a-year- 
men” did that, w hen they were down here. I do not think they 
produced one ton of steel, and we sold it to the only one who could 
operate it, United States Steel. They knew a peanut vendor was 
not going to operate it when they recommended it. 

United States Steel got that after the war for 20 cents on the dollar. 
Senator Marrmx. What I am getting at is that you remember 
President Truman made the suggestion that if the steel industry could 
not expand to take care of the needs of our country, both from a com- 
mercial and military standpoint, the Federal Government would build 

the plants. 

Mr. Kirwan. That is right; he said that. 

Senator Martin. Then, he suggested that in order to encourage the 
plants so they would not have to borrow too much money, that they 
would give them this rapid depreciation, and I think that is good 
gover nment. 

Mr. Kirwan. That is good government; yes, sir; but Ben Fair- 
less came out the next day after Truman. said that, and said “no ex- 
pansion in the steel industry is necessary.’ 

Senator Marrrn. Well, Ben Fairless is just like many of us. I 
am working right now on ‘this road program, and we are all surprised 
at the increase of our population. Many of our greatest scholars and 
men who study things of that kind said the United States would never 
have a population in excess of 160 million. We now have 165 million, 
and it will be at the level of 200 million during the lifetime of some of 
you younger men. 

Mr. Kirwan. Well, some day you will see 250 million. 

Senator Martin. What I am getting at is that it takes more roads, 
more steel, and more railroads; it takes more of that kind of thing 
than it did in the past. 

If private industry is required to put up this $18 million, of course, 
they will get a tax credit on it. 

Mr. Kirwan, Senator, you know this better than I do—— 

Senator Martin. Oh, no; I do not. 

Mr. Kirwan. On the day when the United States Government quits 
giving business a shot in the arm by appropriating for national de- 
fense to the extent of $32 billion a year, as they are doing this year, 
we will have a half dozen steel plants too many. 
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Do not think I am saying it is wrong, because I am for it, but 
we are appropriating $32 billion for national defense this year, and 
a big part of that is going into steel. 

So, when we have to go abroad to get that $32 billion worth of 
business, it will be rough. 

Senator Martin. I am a former military man, and I would like 
for the United States to take a calculated risk and cut down on the 
spending this vear, but this road program which we are now con- 
templating will cost more than all of the wars of the United States, 
except World War II, and the amount of steel and cement, gravel ani 
machinery which it is going to take will be the shot in the arm. 

Mr. Kirwan. Well, I hope they get it. 

Mr. Wotverton. May I conclude with this one observation ? 

Mr. Kirwan. Yes, sir. 

Mr. Wotverron. I think the fact that Congress considered the sub- 
ject of participation at the last session and did not include it as part 
of the authorization bill, is determinative as to the will of Congress in 
the matter. 

Thank you very much, Mr. Chairman. 

Mr. Kirwan. Thank you, Congressman Wolverton. 


STATEMENT BY CONGRESSMAN FLOOD 


Mr. Kirwan. I see there are two members of this committee who 
are present. We shall be glad to hear from Congressman Flood, of 
Pennsylvania, at this time. 

Mr. Fioop. Mr. Chairman, I appreciate very much your permitting 
me to testify at this time, as a member of the Appropriations Com- 
mittee from Pennsylvania. Iam glad to come here and join my col- 
leagues from Pennsylvania, and from New Jersey, in support of this 
proposed or requested appropriation for the further development of 
the Delaware River. 

I would like to point out, as a member of this committee, that I 
have resented this peremptory cavalier attitude of the Bureau of the 
Budget legislating and dictating to the House and to this committee, 
and I think that is an old chestnut with this subcommittee, particu- 
larly and certainly with my srbcommittee, and all members on both 
sides of the aisle. 

I note that our colleague, James Trimble, of Arkansas, has intro- 
duced legislation on these flood-control problems to point out to the 
Bureau of the Budget that while it may annoy them to a considerable 
degree, that congressional expression of intent and belief in these 
appropriation matters and these flood-control projects, should have 
some Value. 

Whether that will do any good with the Bureau of the Budget, I do 
not know, but I certainly will support Mr. Trimble in his legislative 
effort to stop the Bureau of the Budget doing that in all committees, 
as well as in this committee. 

The 83d Congress of the United States authorized the deeper chan- 
nel in the Delaware River, between the Philadelphia Naval Base, and 
Trenton, N. J., such improvement to be made wholly at Federal ex- 
pense, in keeping with Federal tradition and responsibility. 
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At that time Congress considered and rejected the proposal of the 
Bureau of the Budget that local interests should make a cash con- 
tribution to the project. 

Now, I understand that there is an express action by the Congress, 
contrary to the views of the Bureau of the Budget, insofar as the con- 
tribution in this specific case is concerned, and contrary to the ex- 
pressed wishes and contrary to the considered opinion of the Congress, 
the Bureau of the Budget continues to insist that local interests guar- 
antee to share the channel-improvement cost before it will ask the 
Congress to appropriate funds for the project. 

This determined insistence on the part of the Bureau of the Budget, 
we feel, is highly discriminatory to the Delaware Valley. In answer 
to the charge of discrimination, the Bureau has cited certain so-called 
precedent contribution cases. I have with me some of those cases, 
and I find there is no analagous precedent in the so-called contribu- 
tion cases. 

In 5 of the 7 cases cited, local contribution figures are no more 
than is required of any port, and in the other 2 cases, there was no 
port to begin with in the first place, and the local interests helped the 
Federal Government to build artificial channels in order to form a 
deepwater connection. 

I thoroughly subscribe to such traditional forms of local coopera- 
tion adopted by the Congress, and first suggested by this committee, 
and insisted upon by this subcommittee. For instance, this com- 
mittee and the Congress is always demanding that local port areas 
construct suitable marine terminal facilities. You have demanded 
that they supply lands for spoil disposal; you have insisted upon 
the grants of rights-of-way, and easements, you have insisted that 
areas provide rail and highway and street connections and other such 
facilities to enhance the usefulness of a federally constructed water- 
way, and this subcommittee can yield to on one in demanding that 
local contributions be made, and great sums have been saved the tax- 
payers down through the years, Mr. Chairman, under your theory 
that local areas do their bit. 

However, that in no way conflicts with the request of the Delaware 
Valley and this particular appropriation. This cooperation in the 
Delaware port area has been amply demonstrated by the huge in- 
vestments running into the hundreds of millions of dollars that have 
been made in piers, bridges, transportation, and other facilities. 

The deeper Delaware Channel is well justified economically, and 
a needed defense asset. The conservative benefits from the improve- 
ment, based on established industry, are estimated at $8,450,000 per 
year whereas the estimated annual charges for construction and main- 
tenance of the project total $4,370,000, or approximately half of the 
benefits. 

I believe it is good business to invest the Government’s money in a 
project with such a high benefit-cost ratio and also of great importance 
to our national defense. 

The Delaware Valley is an important income-producing area for 
our Federal Treasury. Within the 14 counties which comprise the 
Delaware Valley Federal tax revenues for the fiscal year 1956 will 
amount to approximately $2.1 billion. This is more money than 
any 1 of 40 States within the Union will contribute. 
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My purpose in citing such a comparison is not in a derogatory sense 
but rather to point out that the United States Government would be 
investing its channel money in an area which ranks highly in our eco- 
nomic life—an investment which is preprotected by the economic 
strength of an established area. 

I urgently request that this committee recommend that Congress 
reassert its intentions as expressed at the time of authorization by ap- 
propriating at this time the sum of $25 million to be expended during 
the first year of the 4-year construction program. ; 

Mr. Chairman, there are a number of my colleagues here and a roll- 
call has been made, and if there is no objection, I would like to insert 
into the record in support of my statement an analysis of the so-called 
contribution precedent which has been suggested as being part of the 
program. 

Mr. Kirwan. Without objection, it is so ordered. 

(The analysis referred to follows:) 


ANALYSIS OF THE SO-CALLED PRECEDENTS FOR A LOCAL CASH CONTRIBUTION TO THR 
IMPROVEMENT OF THE CHANNEL IN THE DELAWARE HARBOR-PHILADELPHIA, P4., 
TO TRENTON, N. J. 


Presented herewith is a brief, factual analysis of each of the seven projects 
cited as precedents for requiring a cash contribution by Delaware Port area in- 
terests toward the cost of a 40-foot channel in the Delaware Harbor. None of 
these cases, the joint executive committee is convinced, is comparable to the 
authorized improvement of an established seaport where international commerce 
has been carried on for more than 200 years. 

Stockton Channel (Calif.).—By the work of man, rather than nature, Stockton 
has become the “only inland deep water seaport in California.” That city lies 
about 2 miles off the natural course of the San Joaquin River, with which it is 
connected by an artificial cut extending into the heart of Stockton. Stockton 
itself is near the eastern edge of a huge area which once was marshland and tidal 
flats cut by sloughs and overflow channels, but which has been reclaimed by the 
construction of levees. The San Joaquin River provides a navigable waterway 
30 feet deep to Suisin Bay, through which a deepwater channel stretches to San 
Francisco, about SC miles from Stockton. In order to have a shipping channel 
into the city, the people of Stockton contributed $1.3 million in public funds to- 
ward a 26-foot channel into that municipality. In 1950, the Corps of Engineers 
recommended, and Congress authorized, the deepening of the Stockton Channel 
to 30 feet ; construction of a new turning basin ; improvement of an existing basin, 
and the building of a leveed channel around a nearby island that is a United 
States Navy reservation, provided local interests contributed $530,000 in cash, 
progressively as the project was carried out. The authorization stipulated that 
the cash contribution was required because of local land-enhancement benefits 
which is entirely different from the case of a project like the authorized improve- 
ment of the Delaware estuarial harbor as a full Federal responsibility, because 
it has been adjudged to be in the interests of the Nation’s economy and defense. 

Raritan River (N. J.).—The Raritan River flows 70 miles down to the sea as 
a westerly extension of the bay of New York Harbor. At a time when the main 
channel in the Raritan ranged from 10 to 25 feet deep, the Corps of Engineers 
recommended that the Titanium Pigment Co. contribute 40 percent of the cost 
of deepening to 25 feet a tributary channel that branched off the main channel 
to the pigment company plant, situated in an area where, the district engineer 
said at the time he studied the project, there appeared to be little present prospect 
of any new development of any kind. Incorporated communities adjacent to the 
project for which a $66,000 contribution was required, now have a combined 
population of less than 75,000. At the time of the engineer's studies, only 5 
million tons of cargo moved through the Raritan Channel (main and tributary) 
in a year, compared with 80 million tons through the Delaware River Port area. 
which has a population of 4.7 million. 

Port Aransas-Corpus Christi Waterway.—Corpus Christi is situated west of 
the Gulf of Mexico on a bay which, in its natural state, is “a large, shallow body 
of open water,” having general depths of 11 to 13 fet. In order to hasten the 
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day when Corpus Christi would be established as a deepwater port, and thus 
clearly a responsibility of the Federal Government for future improvement of 
navigation, the people of that area did contribute some $411,500 in public funds 
for some of the deepening of the waterway that extends 3014 miles from the 
Gulf of Mexico. Their contribution was exactly like those by the taxpayers of 
Vhiladelphia and of Pennsylvania in the earlier stages of the Delaware channel 
development, in order to bring it to a position of clear and unquestionable 
national and international importance. Corpus Christi became a deepwater port 
in 1926, through the creation in that natural shallow bay, of a channel 36 feet 
deep. The project cited as one “precedent” for requiring a contribution by local 
interests to deepening the Delaware channel, does not involve the Port Aransas- 
Corpus Christi Waterway itself. On March 15, 1951, the Reynolds Metals Co. 
proposed that a branch channel 36 feet deep and almost 6 miles long, be dug from 
the waterway to the company’s aluminum plant on the north shore of the bay. 
Natural depths in that part of the bay where the company proposed a branch 
channel be dredged, range from zero to 12 feet; and the only commerce travers- 
ing that section before the aluminum plant was built consisted of seafood in 
amounts probably not exceeding “several hundred tons annually.” The Corps of 
Engineers recommended construction of the branch channel, but to a depth of 
only 32 feet, provided Reynolds Metals contributed 50 percent of the estimated 
cost. That contribution is presently estimated by the corps at $829,000. 

Rice Creek, Fla.—Rice Creek is a stream 10 miles long flowing “through 
generally low, swampy, densely forested lands.” The banks of the creek are 
thickly covered with brush and with large trees that overhang the stream. Put- 
nam County, Fla., through which the creek flows, had an estimated population of 
26,600 last year. Ata time when the controlling depth of the creek was 6.6 feet, 
the Corps of Engineers recommended a deepening of the stream to 12 feet up to 
the plant of the Hudson Pulp & Paper Corp., the only current or foreseeable user 
of the creek, provided the paper company contributed half the cost of the im- 
provement. That amount proved to be $82,200. There were no records of com- 
merce on the creek, because it had never before been a Corps of Engineers’ project. 
The lands bordering Rice Creek are generally uninhabited; no public piers or 
wharves had been erected along the stream. 

Houston Ship Channel, Tex.—Now one of the busiest ports in the United States, 
Houston was originally situated on a bayou, or shallow meandering tidewater 
flat, around 50 miles away from naturally deep water. Lying inland from Gal- 
veston Bay and across that bay from the Gulf of Mexico, Houston determined to 
reach that point where its ship channel could qualify for full Federal responsi- 
bility. To that end, the citizens of Houston and surroundins Harris County 
contributed some $2.77 million to the channel in which the first Federal project 
(authorized in 1877) was “a cut 7.5 feet deep, 1,500 feet long.” ‘That contribution 
was made toward bringing the channel to a depth of 30 feet, just as the citizens 
of Philadelphia and the Commonwealth of Pennsylvania contributed generously 
to accelerating the development of the Delaware shipping channel to 30 feet and 
to the establishment of the Delaware port area as one of national importance, 
fully qualifying as a full Federal responsibility. 

Shoal Harbor-Compton Creek, N. J— Shoal Harbor is a shallow indentation on 
the south shore of Sandy Hook Bay, 19 miles south of the Battery (which is at 
the tip of Manhattan Island). Compton Creek is a “small, meandering stream” 
flowing for 6 miles into Shoal Harbor at Port Monmouth, N. J. (population about 
2,000). At a time when the navigation channel 1.3 miles long was 8 feet deep, 
the Corps of Engineers recommended that it be deepened to 12 feet, to the first 
bend in the creek, provided J. Howard Smith, Inc., fish processing concern, paid 
50 percent of the cost. That contribution is listed by the corps at $138,000. An- 
hual average commerce up Compton Creek was found to be 65,000 tons (com- 
pared with 80 million in the Delaware estuarial harbor). About three-fifths of 
the commerce on Compton is in Menhaden fish. When the Corps of Engineers 
recommended the deepening of Compton Creek to 12 feet, it forecast that the 
commerce in Menhaden fish would reach 100,000 tons in a decade. 

Town River, Mass—Town River is a tidal river 2 miles long, with 1.6 miles 
containing a navigable channel. The river is connected with Boston harbor 
through the intervening Weymouth Fore River; it is, then, a tributary to a tribu- 
tary toa main shipping channel. Shipping on Town River is something in excess 
of one-half of 1 million tons a year, or less than one-fourteenth of the shipping 
that moves up the Delaware Channel between Allegheny Avenue and Trenton. 
The river is wholly within the corporate limits of Quincy, Mass., which has a 
population of around 90,000. The Corps of Engineers recommended that the 
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Town River Channel be deepened from 24 to 27 feet, provided the Quincy Oil Co., 
to which practically all the shipments up the river are consigned, pay 50 percent 
of the cost of the project. That contribution proved to be $111,400. Town River, 
it might be added, was originally dredged to a depth of 4 feet in 1907, 


STATEMENT BY CONGRESSMAN FENTON 


Mr. Kirwan. We shall at this time hear from our friend and col- 
league, Congressman Fenton, of Pennsylvania. 

Mr. Fenton. Mr, Chairman, I just want to say that I think we 
Pennsylvanians have a very good argument. I do not think that a 
precedent should be made in our committee regarding contributions 
from the people. I am very glad to observe that my good friend and 
colleague, Mr. Kirwan, is in the chair. I happen to have the honor of 
being a member of his Interior Subcommittee, that “great all-Ameri- 
can committee,” Mike, which you so often speak about, and this being 
an all-American project, I am sure that the gentleman from Ohio will 
help us along to that extent. Thank you. 

Mr. Kirwan. We are glad to have you with us, Dr. Fenton. 

We now have with us Congressman Frank Thompson, of New Jer- 
sey, and we shall be glad to hear from him at this time. 


STATEMENT BY CONGRESSMAN THOMPSON 


Mr. Tuompson. Mr. Chairman, I am Congressman Frank Thomp- 
son from the Fourth District of New Jersey. My district includes 
Trenton, and the great county of Burlington, along the shores of the 
Delaware. In the interest of time, I will submit my statement with the 
following remarks: 

Mr. Chairman, I come here today to support an adequate appropria- 
tion for the deepening of the Delaware River Channel to Trenton, 
N.J. To one who represents the Fourth Congressional District, the 
shores of which are washed by the Delaware, the need for the deeping 
of this great estuary to the head of tidal influence at Trenton is crystal 
clear. A harbinger of the growth of the greater Trenton industrial 
area is to be seen in the choice by the United States Steel Corp. of its 
site for a tremendous operation. I refer to the great Fairless Steel 
Works near Morrisville, Pa., directly across the river from Trenton. 
Our area must accept the challenge that this growth presents, by pro- 
viding a channel of sufficient depth to accommodate 40,000-ton-ore 
boats. Otherwise, a promise of progress may be rejected, and a threat 
of economic disruption and eventual stagnation result. 

The choice of this area by United States Steel was acknowledged by 
numerous industries and business interests as an inducement to move 
into the Delaware Valley. The fact is that the enthusiasm of indus- 
tries which considered the banks of the river as a location has notice- 
ably cooled since doubts have been cast on the fulfillment of the deepen- 
ing project. 

It might be well to note here the fact that the decision of United 
States Steel to locate in the area resulted, for one thing, in a tremen- 
dous Levittown housing development in Pennsylvania. Indications 
that plans are underway for a great Levittown on the New Jersey side 
of the river, in the district I represent, are encouraging. Such plans 
are, to no little extent, due to the expectation of additional industries 
locating along the banks of the Delaware. Discouragement of such 
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»lans by the failure of the area to provide accommodations for these 
industries would be unfortunate indeed. 

In the district I represent there is more unanimity on this issue than 
on any other matter directly affecting the district. There is nothing 
I remember that even remotely resembles the kind of unanimit y that 
has been demonstrated. The resolutions in favor of the Federal Gov- 
ernment’s fulfilling its responsibility for the deepening are too numer- 
ous tomention here. My offices have been virtually flooded with repre- 
sentations in behalf of the project. They include practically every 
governing body of the communities in the district. Public endorse- 
ment by both business and labor organizations have been very numer- 
ous. The newspapers of the district have editorialized and given press 
coverage which have served to educate and arouse the people of the 
area to the importance of the project. The degree of response to a 
questionnaire, recently distributed among my constituents, has been 
considerable. I was elated by the responses given to two questions 
dealing with the deepening issue. 

One question read: “Do you favor the deepening of the Delaware 
River channel to Trenton ¢” 

The answers: Yes, 630; no, 39. 

Another question read: “Do you favor the administration’s policy 
of requiring local contributions toward the cost of the channel, or do 
you believe the national economy and defense make the deepening 
project the sole responsibility of the Federal Government ?” 

The answers: Local contributions, 170; Federal responsibility, 434. 

Clearly, the people of my district consider that in justice to them 
this project should be undertaken as the sole responsibility of the Gov- 
ernment as soon as possible. I would like, as their Representative in 
Congress, to impress upon you the urgency of this project if the well- 
being of my district is to be continued. It is, of course, most regret- 
table that some must suffer disadvantage and inconvenience. Every 
means of adjustment and compensation in individual cases must be 
considered. But progress requires that the greatest good for the great- 
est number be the prevailing criterion. Ours is an area where unem- 
ployment is a problem today, and where sustained full employment is 
a constant aim. Should this area not be given the opportunity this 
project affords, many jobs will never materialize. What a loss it would 
be for my district to be refused this golden opportunity to grow 
healthy economically. What. a loss to the Nation that such new wealth 
should fail to be created. 

Fortunately, the Congress has always recognized the impact that 
river and harbor improvements have had, not only on the economy of 
the areas immediately affected, but on the expansion and development 
of the entire Nation. The 83d Congress, consistent with this broad 
view in formulating policy on river dredging, authorized a 40-foot 
channel in the Delaware upstream from the Philadelphia Navy Yard. 
At that time the matter of cost-sharing was carefully reviewed, and 
the idea was rejected. It remained for the Bureau of the Budget to 
arrogate to itself the power to frustrate the will of the Congress. It is 
the right of the Congress to make clear that the violation of a well- 
established precedent shall not be undertaken in so cavalier a fashion. 
It is the duty of the Congress to see to it that the Delaware Valley is 
not thwarted in its pursuit of simple justice. It is an opportunity for 
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the Congress to assist an area which can contribute immeasurably to 
the welfare of the entire Nation. 

I do not think that it is necessary for me to point out to you that the 
demand that local interests contribute to the deepening of a navigable 
river is unique in our history. The navigable waters of the United 
States always have been, and still are, the responsibility of the Federal 
Government. It would seem frivolous of me to suggest that local 
interests share in the moneys collected in customs duties from rivers 
deepened partly at their expense, but the suggestion is no more illogi- 
cal than the demand that the same local interests pay for a share of 
the improvements. 

If local interests must pay for an improvement in the Delaware 
River, then must they pay for improvements all over the Nation?! 
Must local interests pay a share of the numerous projects which have 
already been approved by the Congress and which are awaiting funds 
at thismoment? If so, gentlemen, then each of us had better look into 
his own situation, for if my district must depart from tradition, then 
so must yours, at a future date. We are for a meritorious project and, 
at the same time, we are against an attempt of our Federal Govern- 
ment to abandon its responsibilities—a unique and dangerous 
precedent. 

Gentlemen, may I emphasize that we are not asking for anything 
new. We are asking that you insist that the Government perform its 
functions as it should—without departing from 175 years of tradition 
and history for the sake of a pennyweight on the scales upon which 
the political budget must be balanced. 

Mr. Kirwan. Where did you send the questionnaires you spoke of! 

Mr. Tompson. I sent them out in my district. They were sent to 
Mercer and Burlington Counties, and to each and every Republican 
and Democratic officeholder, and to the leaders in the municipalities. 

There is an overwhelming sentiment among all the leaders of in- 
dustry, the civic leaders, and among people in the Delaware Valley 
for this project. It remained for the Bureau of the Budget to frus- 
trate the will of the 83d Congress, and I do not think it is necessary 
to point out to you, Mr. Kirwan, that the demand that the local con- 
tribution to the deepening of a navigable river is unique, and the 
navigable waters have always been and still are the responsibility of 
the Federal Government. 

We are for a meritorious project, and at the same time, we are 
against an attempt of our Federal Government to abandon its re- 
sponsibility—a unique and dangerous precedent. 

In conclusion I should like to emphasize that we are not asking for 
anything new. We are asking for the Federal Government to assume 
its traditional responsibility. We feel that not only Delaware Valley 
but the great States of Pennsylvania, New Jersey, and Delaware and, 
in fact, the whole country can benefit greatly by this project. 

We ask your most favorable consideration of our request. 

Mr. Kirwan. Thank you for your appearance this afternoon. You 
have made an excellent statement. 


STATEMENT BY CONGRESSMAN SCOTT 


We should be delighted at this time to hear from our distinguished 
colleague, Congressman Hugh Scott of Pennsylvania. 
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Mr. Scorr. Mr. Chairman, I think it is more or less obligatory upon 
the part of those of us who are witnesses to try to avoid as much 
duplication as possible, and I shall be as brief as I can. 

AsI understand it, the only controversial point is the recommenda- 
tion by the Chief of Engineers of the United States Army that half of 
the cost of the deepening beyond 35 feet be borne by private interests. 

By the general phrase “private interests” everyone seems to mean 
the United States Steel Corp., which has invested some $500 million 
in the Fairless Steel Works on the banks of the Delaware north of 
Philadelphia. 

It isa fact that as the result of the pioneering of United States Steel 
other industries have located and are planning to locate in the same 
area, and numerous fabricators, seeking closeness to their raw mate- 
rials, are being attracted there. 

By statute and by long-prevailing precedent, the Federal Govern- 
ment has carried the responsibility for the improvement and main- 
tenance of the Nation’s waterways. Channel development is wholly 
unsuited for private capital. The Federal Government is the only 
party that can recoup the cost of a channel improvement of this 
kind—through our taxation system. 

May I point out, the Commonwealth of Pennsylvania and the State 
of New Jersey provide over 10 percent of the total United States 
internal revenue receipts, having contributed $7,184,236,934 in the 
fiscal year ended June 30, 1953. The Camden and Philadelphia col- 
lection offices, in the same fiscal year, received $2,986,588,865 in income 
and excise taxes. In 1953 the custom receipts of the Philadelphia 
district totaled $43,982,301. 

It is obvious that deepening of the channel will definitely increase 

tonnages on the Delaware, which means added income to the area. 
The improvement would not only benefit the United States Steel 
Corp., it would also benefit immediately or potentially other lands 
along the river capable of development by other industries requiring 
a deep waterway. If such an industry acquired lands so benefited and 
constructed a large manufacturing plant which would use the deeper 
waterway, would it be required to reimburse the United States Steel 
Corp. for a portion of its contribution? All of the land along the 
river will be benefited by the deeper waterway and would immediately 
become potentially available for industrial development and more 
valuable. 
_ Obviously it would be impossible to devise an equitable plan apply- 
ing the principle of contribution to the owners of all property imme- 
diately or potentially benefited. It is just as obvious that it would be 
grossly inequitable to exact a contribution solely from one owner. 

I would like to say that this definition of “private interests” in itself 
demonstrates how difficult it is to determine who is to make the con- 
tribution with any equity toward the contributors or toward the 
United States Government. Not only is it inequitable because it 
would, in effect, give the private interests so designated a share in 
the natural resources of the United States and so presently unascer- 
tained rights in those resources because they made a contribution 
which normally and traditionally would be made by the United States 
Government, but because of the difficulty of identifying private 
interests and of fixing a point in time at which contributions should 
be made by those benefited and thereby terminating at some fixed 
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point the liability of others equally to be benefited to make any 
contribution at all. 

Finally, on the subject of the channel depth, I should like to remind 
you again that the Chief of Engineers strongly endorsed as the only 
suitable improvement a depth of 40 feet. He said, and I quote: 

A 40-foot channel is the most suitable development of the waterway in view 
of the industrial growth now taking place and planned in the Delaware Valley, 
and such a channel would unquestionably contribute to the general welfare of 
the region which represents an important segment of the national economy. 

I would have said, had not Congressman Flood already said it so 
well, that the precedents presented by the Bureau of the Budget are 
not applicable. In the first place, this is not an inland waterway but a 
port. In the second place, there is no prior precedent similar in char- 
acter and there is, on the contrary, a confusion between cooperation 
with the Federal Government and contributions to it. 

The area benefited here, so far as local interests are concerned, or 
so far as municipalities and States are concerned, does undertake to 
cooperate with the Federal Government in just the same fashion in 
which cooperation was received in the seven instances mentioned. 

As Mr. Flood pointed out, 5 of those were in no way analogous and 
provided merely for this same form of cooperation, and 2 of these were 
not ports at all. 

I should like to thank the committee for allowing me the privilege 
of appearing. 

Mr. Kirwan. We are happy to have had you with us. 

We will next hear from our colleague, Congressman James G. 
Fulton, of Pennsylvania. 


STATEMENT BY CONGRESSMAN FULTON 


Mr. Furron. Mr. Chairman, I am one of the Congressmen who 
represent Pittsburgh, Pa., and the Monongahela-Allegheny Rivers 
area in the Ohio River Basin. As a Congressman for that area, I 
believe this project should move ahead promptly for the deepening 
of the Delaware River Channel and should be folie by the Federal 
Government without private participation. 

I am one of those people who feel we in Congress should look at 
these problems not on the basis of give and take or swapping between 
areas, but on the basis of whether or not they are economically feasible 
or are for the benefit of the United States economy as a whole. , 

Clearly, this is for the benefit of the United States economy and thus 
great Delaware River tri-State port area. 

We people in western Pennsylvania feel that all areas of Pennsy!- 
vania should succeed as well as joining with Ohio, West Virginia, 
New Jersey, Delaware, and Maryland, and all the other States to adopt 
programs for the progress of each section of our good country. 

Another problem comes up as to possible competition of this project 
with those planned for the inland waterways. The chairman knows 
that I have strongly supported flood control, deepening of inland 
waterway channels and modernizing of dams and enlarging locks, 50 
that we could have modern towage, and modern river transportation 
with adequate river ports. I have opposed one project the chairmal 
is interested in, the Lake Erie-Ohio River Canal, because I do not 
believe that it is economically justified or feasible at this time. 
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I want to point out to the chairman that I appeared on his own 
resolution for a flood-control survey for the Mahoning River Basin 
and made no objection when it came up before the committee just a 
few weeks ago, so that there is no antagonism as among the adjoining 
areas. I do not think we in the East on these river tributaries should 
look at each other as if we are competing and hold each other back. 
Rather, we should look the projects over, and join in backing them 
when they are economically feasible. We in Congress should give 
good projects a pat on the back and say, “Go ahead,” just the way 
Pittsburgh in this instance is saying to Philadelphia and its adjoin- 
ing area, in sponsoring and favoring the deepening of the Delaware 
River Channel at Federal expense. 

We must recognize this project for the Delaware River Channel is 
not for one company, the United States Steel Corp. It is a project 
that deepens the channel clear up the Delaware River to Trenton, 
N. J., and takes in the whole Philadelphia port area, does it not, Mr. 
Mayor of Philadelphia ? 

JosrepH S. Ciark, Jr. (mayor, city of Philadelphia). Yes, sir. 

Mr. Fuuton. The city is being benefited as well as the States of New 
Jersey, Delaware, Maryland, and Pennsylvania. ‘Therefore, it is not 
just 1 company nor just 1 area that receives the whole or even the 
major portion of the economic benefits of this project. 

In conclusion might I say this: If we look : head, as Senator Edward 
Martin has said, to the future that this country will have in a short 5 
or 10 years, with its added population and with its tremendous in- 
dustrial growth, we on the Mahoning and on the Grand Rivers in 
Ohio, as the chairman is, on the Ohio, on the Monongahela and on the 
Delaware River, must move ahead together. We see that the channel 
of the Hudson has been deepened up as far as Albany, and that Boston 
Habor has been helped and that these national interest harbors have 
all been helped by the country in development. Then I believe in 
this particular harbor area around Philadelphia, Trenton, and Chester, 
for this particular river, the great Delaware, which is one of the major 
arteries of our country, we therefore should have every help possible 
from the Federal Government. 

I have likewise put in a bill which coincides with that of Congress- 
man William Green of Philadelphia, for the $25 million appropria- 
tion for this project. 

[ think the chairman very much. 

Mr. Kirwan. Thank you. 

At this time we will be glad to hear from the mayor of Philadelphia. 


STATEMENT BY MAYOR CLARK 


Mayor Crark. Mr. Chairman, in the interest of the economy of 
your time I should like to summarize briefly the points I have in mind. 

Mr. Kirwan. That will be fine, Mayor. 

Mayor Cuark. The first of those is that there is a remarkable unani- 
mity in our area in support of this project for the deepening of the 
channel without local contribution. 

We have, as I think you know, Congressman, a rather vigorous two- 
party system in our State of Pennsylvania and across the river in New 
Jersey. Yet the Republicans and Democrats alike are behind this 
project without the local contribution, despite what is a rather ob- 
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vious political temptation to act to the contrary, in view of the eco- 
peare situation of the principal benefactor, the United States Stee! 
‘orp. 

We have felt that this was a matter of policy, and that the policy 
of having the Federal Government pay the whole cost of the project 
was wise and should not be varied merely because of the political 
vulnerability of one of the principal beneficiaries. 

I happen to be a vice president of the American Municipal Asso- 
ciation, an organization of municipalities and cities of the United 
States. At my request the staff of that organization has made inquiry 
to the principal other port cities of the country to determine the 
attitude of their municipal authorities toward this principle of local 
contribution. We find that the opinion which I am setting forth 
here reflects the opinion of no less than 20 other cities from whom the 
American Municipal Association has heard, which feel the same way 
as we do. 

It has already been pointed out that this change in the attitude of 
the Bureau of the Budget is a rather revoluntionary change, and 
while we are a country founded by revolution I think the presumption 
should be that we should continue the present policy unless some very 
excellent reason—which has not been called to my attention—would 
make it desirable to change it. 

We should also like to point out that it was not very long ago that 
the tidewater harbor of New York was improved entirely at Federal 
expense, I think largely to enable two very large steamships to dock 
at her ports. 

This improvement which is being recommended for the Delaware is 
a tidewater improvement. We are not going into an inland water- 
way situation. We are taking tidewater right up to Trenton. I do 
think that makes some difference in connection with the application 
of this principle to other places where there have been occasional 
instances of local contributions which have been acquired. 

Other witnesses will point out in greater detail the very enormous 
local contributions which have already been made to the development 
of the port of the Greater Delaware Valley—the Delaware River ports, 
we like to call them, rather than the port of Philadelphia. There is 
over a half million dollars invested already by local interests in the 
development of those ports, substantially more, I think, than the 
Federal Government has put in over the course of the years, 

We would tend to feel that that local contribution is adequate and 
sufficient. 

I suggest to you, sir, in conclusion that this is a situation where it is 
very easy not to see the forest for the trees. I could make a good case 
for opposing this bill on behalf of the city of Philadelphia because 
if the channel is not deepened the ore which the United States Steel 
Corp. hopes to take all the way up to Morrisville on these very large 
ships would have to be shipped by rail at Philadelphia to the tempo- 
rary benefit of the workers in my city and its economy. But I would 
not be a party to making that sort of argument, because I think we 
should take the broader view and look in terms of the entire develop- 
ment of our area and the port area which it includes today as a gen- 
eral principle. It was soundly established many years ago that these 
large tidewater ports of our country should be developed insofar as 
the depth of their channels is concerned solely and alone at the expense 
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of the Federal Government. It is for that reason, sir, that I am here 
to urge that this contribution be made by the Federal Government 
without local participation. 

With your permission, sir, I should like to file my formal statement 
for the record. 

Mr. Kirwan. The statement will be received. 

(The statement is as follows:) 


STATEMENT OF MAYor JOSEPH S. CLARK, JR., BEFORE THE MARSHALL SUBCOMMITTEE 
OF THE COMMITTEE ON APPROPRIATIONS, UNITED STATES HOUSE OF REPRESENTA- 
TIVES, THURSDAY, MAy 5, 1955 


As I understand the problem before this subcommittee today, it is not whether 
there is a need for a 40-foot channel in the upper Delaware River—I presume 
that we all agree on that—but whether local interests should share in the cost 
of dredging the river to this 40-foot depth? 

I will base my remarks on this premise. I would like to state at the outset 
that, as mayor of Philadelphia, I represent a population of over 2 million who 
are virtually unanimous in their support of our stand, based on reactions of 
newspaper editorials and letters to the editors. 

As an officer of the American Municipal Association, I asked the AMA staff 
to determine the extent of the local contribution problem, as it would affect 
other port cities. I can report that the opinion which I am setting forth reflects 
the opinion of no less than 20 cities: from which we have heard. 

Never before in our history has a community been called on to provide funds 
for the dredging of a central artery of waterborne commerce such as the Dela- 
ware River. Cases are cited where there have been local contributions, but 
none of these is comparable to the case of the Delaware River channel. I’m 
sure others who will come before you today will cite facts to prove this point. 

The Delaware River cannot be compared with the Panama Canal or the St. 
Lawrence seaway. These are international in location and in operation and 
cannot be classified the same as an inland waterway. 

If comparisons must be made, the Delaware River should be placed in the 
same category as the New York Harbor, where the Federal Government created 
and now maintains a channel depth of 40 to 45 feet. 

Up until now it has always been the Federal Government’s responsibility to 
develop and improve our Nation’s navigable waterways, and any major departure 
at this time may seriously impair our national defense. 

I’m sure few realize how much already has been contributed by local interests 
in the maintenance and development of the port area—and how much more will 
be required once the 40-foot channel becomes a reality. 

I might point out that local interests in the Delaware River port area—the 
cities of Philadelphia, Camden, Trenton, and Wilmington and the States of 
Pennsylvania, New Jersey, and Delaware—have provided more than $500 million 
to the development and usefulness of the Delaware Estuarial Harbor. 

The city of Philadelphia alone has a waterfront investment of $50 million, 
with an annual operating budget of close to a million. 

The three railroads servicing our port have pier facilities as well as special 
equipment that cost in the neighborhood of $140 million. 

Industry’s waterfront investment has been determined at $140 million, with 
such projects as the Trenton Marine Terminal, Camden Marine Terminal, Wil- 
mington Marine Terminal, Philadelphia watercraft, Hog Island development, 
South Philadelphia-Gloucester Bridge, Penrose Bridge, Schuykill River Im- 
provements and the Delaware River Port Authority Port Development bringing 
the complete total to $578,200,000. 

Further, this investment in marine-related facilities is in addition to invest- 
ments by private enterprise that are described by the Corps of Engineers as 
an unprecedented industrial expansion in a section of the country that obviously 
is of great importance to the economy of the Nation. 

One specific project that definitely ties in with the port and its expansion is a 
new food-distribution center, estimated to cost $100 million. Warehouse ex- 
pansion to the tune of many millions of dollars will result from a deeper channel. 
Already one $10 million pier is under construction in anticipation of a deeper 
upper Delaware Channel, and many other developers are awaiting a definite de- 
cision before announcing future plans. 
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The recommendations of the Corps of Engineers for the improvement of the 
Delaware Harbor left with local interests the obligation of providing a new 
‘Tacony-Palmyra Bridge, which is estimated to cost upward of $25 million, as well 
as the replacement of a railroad bridge crossing, also estimated at many mil- 
lions of dollars. 

Add to this the costs of harbor improvements and the additional costs of pier 
and side channel dredging to meet the 40-foot depth and you have local interests 
making contributions of many more millions, 

It is to the Federal Government’s advantage to provide a channel which 
not only will be beneficial to our national defense but which, through additional 
customs receipts, will pay for the entire dredging project. 

The requirement of a contribution by local interests of the magnitude proposed 
by the Bureau of the Budget would seriously interfere with the growth of busi- 
ness and industry in Philadelphia. 

Mr. Kirwan. Thank you very much, Mayor Clark. 

I see that Governor Leader of Pennsylvania has come into the 
room. 

We would be glad to hear from you at this time, Governor. 


STATEMENT BY GOVERNOR LEADER 


Governor Lreaprer. Thank you, Mr. Chairman. 

I want to say to you, gentlemen of the Subcommittee of the Appro- 
priations Committee for the eastern seaboard, how grateful I am that 
you have given me this opportunity to come down here and make this 
presentation on behalf of my State. I know that you have had a 
rather long session here. I just caught the end of Mayor Clark’s 
remarks. He is eminently well qualified to speak on this subject. 
Perhaps there are a few things I can add, though very few. 

I am here today to express the concern of the government of my 
Commonwealth at the apparent delay in implementing the deepening 
of the channel of the Delaware River, between the cities of Philadel- 
phia in my State, and Trenton in New Jersey. I refer, specifically, 
to the pending proposal of an appropriation of $25 million to initiate 
the deepening of the Delaware River Channel to 40 feet, from the 
southern limit of Philadelphia for 32 miles upstream to Newbold 
Island, and to a depth of 35 feet for 514 miles from Newbold Island 
to the Trenton Marine Terminal. This project has been recommended 
by the Corps of Engineers of the United States Army, as important 
to the security of our Nation and of great value in stimulting the 
expansion of industry in the Delaware Valley. 

In August 1954, the Congress of the United States passed legisla- 
tion authorizing the deepening of the channel of the Delaware to put 
its facilities on a par with those of other important American seaports 
engaged in international trade. On September 3, 1954, the law au- 
thorizing the deepening of the channel of the Delaware River Harbor 
area was signed by President Eisenhower and became the law of our 
land. In authorizing this channel improvement, the last session of the 
Congress discussed, and rejected, an unprecedented administrative 
proposal that local interests make a large cash contribution, of at 
least $18 million, as a condition for improving and placing upon a 
competitive basis my State’s only direct outlet to the sea. 

These facts are known to you all, and I am not here to repeat data 
regarding the importance of the Philadelphia-Trenton area which 
are already, and in great abundance, accessible to this committee. It 
is my hope however, in this brief statement, to correct a few misap- 





223 


prehensions in regard to the Delaware River port area, and to urge on 
your attention a few considerations which appear to me to be of over- 
whelming importance in influencing this committee to recommend, 
and the Congress to authorize, an unconditional appropriation for the 
deepening of the Delaware’s channel. 

Since the adoption of the Constitution of the United States which, 
for the first time, gave the Federal Government responsibility over our 
navigable waters, the Congress has recognized that in assuming that 
responsibility there was also assumed an equal obligation for the im- 
provement of those waterways to meet the changing demands of ship- 
ping, and thereby to stimulate the commerce of our Nation, provide 
adequate markets for its industries and improve its facilities for 
defense. 

Impelled by that sense of responsibility to the general welfare, the 
Congress has deepened the channel of the port of Philadelphia to meet 
the requirements of international shipping only so far upstream as 
League Island, and improved it at less depth to Delair Bridge, and 
at. successively less depths to Newbold Island and to the Trenton 
Marine Terminal. The last authorization was in 1945, for a channel 
37 feet deep from Allegheny Avenue to the Philadelphia-Camden 
Bridge. The Congress has also authorized the deepening of channels, 
construction of turning basins and other harbor improvements in all of 
the principal harbors of the Nation, and some 18 years ago, deepened 
the channel of New York’s Harbor to accommodate the gigantic steam- 
ers of the French and the Cunard Lines. It has done this without cost 
to the steamship lines or to the industrial companies whose interests 
were served. It has done so, in my opinion, quite properly, since 
whatever immediate advantage is conferred by a harbor improvement, 
such an improvement becomes a permanent asset, not merely to the 
people and industries directly served, but also to the people of the 

JInited States, and has invariably, in the past, led to commercial and 
industrial development, immensely exceeding its cost. 

The record of commercial growth and service rendered to the people 
of our Nation by the lower Delaware Channel as previously dredged, 
is quite eloquent as to the national advantages accruing from harbor 
improvement. When the 35-foot channel, which was authorized in 
1910, was completed in 1935, the port tonnage of waterborne com- 
merce on the Delaware River was 32 million net tons. That was not 
a very propitious period for the growth of commerce; yet, by 1941, 
the waterborne commerce of the port had more than doubled to 73 
million net tons. In that year 1941, the digging of a 40-foot channel 
was completed in the lower harbor, and despite the fact that the great 
industrial area of Philadelphia and particularly its upriver industries 
was not provided with a channel comparable to that of New York, the 
total volume of imports into the Delaware River Harbor has, in some 
recent months, exceeded the import tonnage of New York. 

In view of a certain feeling that the interests of the port of Phila- 
delphia are dominated by a single company recently established up- 
stream, I should like to point out that in July 1954 the latest date 
available to me, the shipping weight of dry cargo arriving in Phila- 
delphia was 649 million pounds, and of tanker cargo, 2,039,600,000 
pounds, as reported by the Foreign Trades Division of the United 
States Department of Commerce. In other words, the tanker imports 
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had a tonnage three times as great as all dry cargo, including iron ore. 

I am not contending, of course, that the value of our imports or ex- 
ports is, as yet, comparable to that of the port of New York, with 
its 45-foot channel, but I am contending that the importance of our 
imports of oil, sugar, iron ore, and other merchandise to the economy 
of the United States justifies the Congress in according the port of 
Philadelphia, now entering into a second phase of vigorous devel- 
opment with many new industries spring up along the banks of its 
river, the same consideration, the same competitive position, the 
same right to expand without handicap, which has been granted 
by the generosity and obligation of the Tree to the ports of New 
York, of New Orleans, of San Francisco, and of the other great points 
of entry for our international and coastal commerce. 

I say sincerely that it appears to me wholly inconsistent with that 
spirit of fairness in the encouragement of the development of all of 
our States, to which, through Federal taxes, Pennsylvania has con- 
tributed, through the years, immensely more in revenue than it has 
received, that our harbor area, which directly serves Delaware, New 
Jersey, and Pennsylvania, and indirectly all of the industrial east, be 
handicapped by a drastic change in wehbe policy to its sole disadvan- 
tage by requiring local participation in the deepening of the channe| 
of that harbor. 

On the other hand, I do not feel that the people of the United States, 
or the Members of Congress, would be quite happy if it were eventually 
realized that they were giving to a single large American corporation 
the right to establish a semiproprietary interest in one of the Nation's 
great waterways. That does not appear to me to be either good busi- 
ness from the viewpoint of our country’s interest as a whole, nor a 
sound national precedent. 

The improvement of our river channel upstream from Philadelphia 
to Trenton may, at the moment, by a considerable stretch of the 
imagination, be conceived as an exclusive benefit to a great American 
manufacturing enterprise which happens to have constructed a plant 
in that area because of its great industrial potentials. As Governor 
of the Commonwealth, I am very happy that the directors of that 
enterprise were so farsignted as to see in a Pennsylvania location the 
most advantageous site for a great steel mill; but I am sure neither 
they, nor anyone else who is acquainted with the history of develop- 
ment along the Delaware River during the past few years, even 
remotely imagines that 10 years from now the steel mill will prove to 
have been the principal beneficiary of a deeper channel. It is not so. 
Before the Fairless plant of the United States Steel was constructed 
below Morrisville, nearly opposite Trenton, on the Delaware, the 
population of Bucks County, in which the mill is now located, had 
increased, during the 1940-50 period, by more than 34 percent, the 
highest increase of any county in the State, and the second county in 
growth was Delaware County, fronting on the river below the city of 
Philadelphia. These increases in population were very largely stim- 
ulated by the vigorous industrial development occurring both in Phila- 
delphia and in its neighboring counties along the river. 

In 1953, the production of the city itself was valued at more than 
$4,998 million; of Delaware County, $1,414 million; of Bucks County, 
$464 million; and of Montgomery County surrounding Philadelphia 
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to the north and west, $917 million. The total for these 4 counties is 
$7,793 million of industrial product. Remember, this is the record 
of only a single portion of 1 of the 2 States bordering the area of this 
projected channel improvement, but I submit to you the fact that it 
supplies a measure of the vast industrial potential which will be served, 
and which can grow, under the proper stimulus of a modern port, to 
add immensely to the wealth, safety, and welfare of the United States, 

One measure of that potential growth is the fact that below Phila- 
delphia, where there exists a 40-foot channel, 244 wharves have been 
built along the river. Above Philadelphia, there are reported only 38 
wharves and piers. Below Philadelphia, the harbor handled, in 1952, 
55,331,473 tons of cargo. Above Philadelphia, the cargo tonnage was 
only 6,947,000. The United States Army engineers have estimated 
that a 40-foot channel would add an additional volume of 14,810,000 
tons to the commerce of the upper harbor for each year during the 
estimated life of the improvement. 

The life of a harbor is a long, long life. The cost of this improve- 
ment, compared with its potential benefits to the people of my State, 
to the people of New Jersey, and to the people of the United States, 
is inconsiderably small. Amortize it over the next 50 years, sat it 
off against the gains to the National Treasury that will come from 
improved conditions for our shipping and the stimulation of our com- 
merce, and then add to that fact the contribution which the ports 
along the Delaware will make to the national safety through the 
dispersion of industries along the 30 miles of waterfront on both sides 
of the river, and you have an irresistible argument, it appears to me, 
for immediately approving the appropriation for the deepening of 
our river channel. That dispersal of plants, which has been so ear- 
nestly requested of our industries and repeatedly urged upon our com- 
munities, is extremely difficult to achieve without a powerful incentive. 
Deepening of the upper channel of the Delaware provides that incen- 
tive in a defensible area, advantageous to almost every type of 
industry. 

The port of Philadelphia has become a principal petroleum refining 
center and entry port. It is a great shipbuilding center, and has now 
become the principal port of entry into the Eastern States for iron 
ore from Labrador. A decline in the productivity of the great ore 
beds at Mesabi, and the accessibility of our harbor area at all times of 
the year, may make its availability for the unloading of ore from 
South America, or from Labrador, without transshipment, a matter of 
critical importance to our national defense. 

If one examines the course of the Delaware above Philadelphia, to 
the point where the 40-foot channel would end, he realizes that only 
avery small reach of the river, at 40-foot depth, is bordered by the 
property of the United States Steel Co., and that downstream from 
Newbold Island lies 22 miles of river frontage on both the Pennsyl- 
vania and New Jersey sides, well served by railroads, in part occupied 
by small municipalities, but all open to industrial development. At 
least 12 miles on the Pennsylvania side and 14 miles on the New 
Jersey side, between Newbold Island and Philadelphia, are available 
without trespassing on the territory of municipalities along the river. 

There is no apparent equity in assessing one company, however 
lirge, with the cost of providing industrial opportunity to 26 miles of 
developed waterfront in which it has no financial interest. 
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If the $18 million local contribution, which has been named as , 
an to the deepening of the channel is, on the other hand, ty 
e collected by port tolls or dockage fees, it is clear that the harbor 
along the Delaware would have to face the competition of other har. 
bors on the east coast with a severe and unprecedented handicap, whic) 
I am certain was far from the intention of the Congress at the time the 
authorization was passed last year. 

Pennsylvania pays, every year, more than $4 billion in taxes inty 
the National Treasury, some part of which pays for internal improve. 
ments in every State in the Nation. My Commonwealth, through it 
taxes, has contributed to the improvement of every seaport on either 
our western or eastern coastlines. Now that we have unfolding the 
opportunity to develop to full usefulness one of our greatest naturil 
resources to the advantage of the people of our State and of ow 
country, it is quite proper that we request the Congress for assistance 
to do so, without unjustified handicap or condition. 

I assure you it will be a good and wise investment of the public 
money. 

T should like to thank you again for this opportunity to come her, 
and I shall be very grateful to you for giving this matter your very 
thoughtful consideration. 

Mr. Kirwan. Thank you for appearing, Governor. You have mad 
an excellent statement. 

We have with us today the representative of Senator Duff, whom 
we would be glad to hear at this time. 


STATEMENT OF MR. LUSH 


Mr. Lusu. Mr. Chairman, Senator Duff regrets he could not be here 
personally, but he has asked me to express his views. 

Mr. Kirwan. Please proceed. 

Mr. Lusu. These are the Senator’s personal views. [ Reading:] 


It is a matter of extreme regret that I cannot be present in person today, 
but I will be ably represented by Gerson H. Lush, my administrative assistant, 
and David Fuss, Esq., my legal assistant. 

In my judgment it is impossible to exaggerate the importance of this project 
for the deepening of the Delaware not only for the benefit of the surrounding 
States but also as a matter of national security and defense. The community 
known as Delaware Valley, United States of America, is one of the most impor 
tant industrial areas of America and also one of the most important areas for the 
creation of materials for the national defense. 

I very vigorously feel that any opposition to proceeding with this project 
without further contribution by the adjoining States, completely fails to take 
into account the vast importance of the great port of Philadelphia. In order t 
do so it is only necessary to examine a map showing the course of the Delawar 
River from the bay up to Trenton. 

An examination of the map will show that the distance from Philadelpli! 
to Trenton is approximately half the distance along the river from Philadelphia 
to the bay. In this lower stretch of the river there are already almost 8" 
various types of manufacturing establishments of every description and ther 
are underway right now vast plans for the construction of further installatiol 
in addition to those already there not only along the lower stretches of the rive 
but also at Morrisville, the site of the vast installation of the United State 
Steel Corp. . 

I am sure that any person acquainted with the Delaware from Philadelph 
to Trenton and from Philadelphia to the bay is aware of the fact that tl 
territory from Philadelphia to the bay is one of the greatest industrial area 
in all the world. There is no reason whatever except for the shallowness of the 
channel from Philadelphia to Trenton why that upper area of the river wi! 
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jot equal in every way the importance from an industrial point of view the 
area along the lower stretches of the river. 

The argument has been presented that the area of this improvement should 
make a substantial contribution to the cost of the improvement in addition to 
the funds provided by the Federal Government. What this proposal fails to take 
into account is the fact that the Commonwealth of Pennsylvania has already 
made a contribution of $29 million to the clearance of the Schuylkill River, the 
main tributary of the Delaware. Had the Commonweath of Pennsylvania not 
spent this vast sum in cleaning up the silt from the Schuylkill, all of that silt 
eyentually would have found its way into the harbor at Philadelphia and the 
Government of the United States would have been at the whole expense for 
taking it out of the Delaware. 

To give a visual picture of the magnitude of the job that the State of Penn- 
sylvania has already contributed, let me emphasize the fact that if this silt had 
been dumped into railroad cars those railroad cars would stretch all the way 
from Philadelphia to San Francisco and back again. This gives some idea 
of how enormously great the contribution of the State of Pennsylvania alone 
has been to this project. 

I am absolutely sure that a visual view of the area in question below and 
above Philadelphia would convince any impartial observer of the fact that the 
depth of the channel alone is the one thing which has prevented the upper 
stretches from developing in the manner and to the extent that the lower 
stretches have developed. Consequently, it would seem to me that unless we are 
going to look only as far as the end of our noses and if we are willing to take 
even a partial glance at the future, we must appreciate that this area in the region 
between Philadelphia and Trenton is bound to be one of the greatest industrial 
areas of America. 

Philadelphia is the greatest fresh water port on the eastern coastline of the 
United States. The vast navy yard is located there and it is one of the most 
important rail and harbor areas in the event of an international conflict for de- 
livering to our vessels all of the various products and materiel from the great 
industrial areas of Pennsylvania and surrounding States. 

And let it not be overlooked that in addition to the railroad complex coming 
into Philadelphia the Commonwealth of Pennsylvania has built a four lane, no 
crossroad intersection highway all the way from Philadelphia to the Ohio State 
line. This highway is now being extended through the State of Ohio, with im- 
mediate plans for its further extension through Indiana and Illinois all the way 
to Chicago. Consequently, the hundreds of millions of dollars that the Common- 
wealth of Pennsylvania has contributed to this trunkline highway, in amplifica- 
tion of the facilities of the railroads, is another compelling example of the kind 
of contribution our great Commonwealth has made to the overall security of the 
country in ease of difficulties that are possible to imagine. 

I know of no area in the Nation where one State, as a result of the cleanup of 
the Schuylkill and the building of this enormous statewide highway complex, has 
contributed so much to the facilities of the Nation for the purpose of national 
defense as the Commonwealth of Pennsylvania has already done. Under these 
circumstances I think it is chicken feed for the great Government of the United 
States to make the full contribution and a mistake at this stage of the proceed- 
ing to insist upon the Commonwealth of Pennsylvania making a further con- 
tribution, irrespective of the vast contribution by the Commonwealth that has 
already been made, to an enterprise that is national in character and the distinct 
obligation of the Government to fulfill. 


Mr. Bonanp. Thank you, Mr. Lush. The committee appreciates 
the sentiments you express on behalf of Senator Duff. 

Mr. Lusu. Thank you. 

Mr. Botanp. You may tell Senator Duff we appreciate his forth- 
right statement. 

As the next. witness we are delighted to welcome to this committee 
a former Senator and distinguished citizen from the State of Penn- 
sylvania, former Senator Francis J. Myers, representing the chamber 
of commerce. 


Senator, we would be happy to receive your testimony in support of 
this project. 
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STATEMENT BY SENATOR MYERS 


Mr. Myers. Mr. Chairman, may I say I am honored to appear be- 
fore this subcommittee and particularly honored to join with so many 
of my former colleagues in the House, rather than the Senate. I al- 
ways considered having been a Member of the House a very higl 
honor. 

I join with them in urging that this committee recommend an ap. 
propriation of $25 million to begin a 40-foot channel project. 

As you have said, I am here repreesnting the Chamber of Com- 
merce of Greater Philadelphia, as well as the Greater Philadelphia- 
Delaware-South Jersey Council. 

I should like to ask, Mr. Chairman, that we have printed in the 
record of these hearings the statement of Mr. James V. Baney, the 
chairman of the board of governors of the Greater Philadelphia-Del:- 
ware-South Jersey Council. 

Mr. Bouanp. Directly after your statement, Senator? Would you 


consider that appropriate ? 

Mr. Myers. I would indeed. 

Mr. Botanp. Without objection that will be done. 

Mr. Myers. Mr. Chairman, to conserve time I will not read my e: 
tire statement, but I should like to have it printed in its entirety i: 
the record. 

Mr. Boranp. Thank you very much. 

(The statement is as follows :) 


I am Francis J. Myers, general counsel of the Chamber of Commerce of Greater 
Philadelphia. I am here as a representative of this organization and also of 
the Greater Philadelphia-Delaware-South Jersey Council, an affiliate of the 
Chamber of Commerce of Greater Philadelphia which consists of civic and com- 
mercial leaders in the tri-State area bordering the Delaware River. I am here 
to urge that a $25 million appropriation be recommended to begin the 40-foot 
channel project for the Delaware River, as authorized by Congress in H. R. 
9859. I would like to discuss briefly today several aspects of the project and pre- 
sent the views of the area I represent. 

This area is known as the Delaware Valley, USA, and is frequently referred 
to as the Greater Philadelphia-Delaware-South Jersey area. This tri-State re 
gion includes the Pennsylvania counties of Bucks, Chester, Delaware, Mont- 
gomery, and Philadelphia; in New Jersey the counties of Burlington, Camden, 
xyloucester, Mercer, and Salem; and in Delaware the contiguous county of New 
Castle. 

I. INTRODUCTION 


In September 1954 Congress enacted into law and the President signed the 
omnibus rivers and harbors bill, which authorized a 40-foot channel entirely at 
Federal expense in the Delaware River from Philadelphia Naval Base to New- 
bold Island and then 35 feet to Trenton, N. J. 

Since this authorization gives congressional recognition to the need for a 4 
foot channel and proves that the project is sound and in the public interest. 
the remaining question therefore is: when will the necessary funds be appro- 
priated to commence work. The answer should be—immediately. 

After the President signed the authorization bill his budget message, in Jan: 
ary of this year, contained a recommended appropriation which was contingeul 
upon a local contribution of $18 million. That this idea of a loeal contribu 
tion violates the theory of Federal responsibility for maintaining and im- 
proving navigable rivers is best attested to by the numerous bills which have 
been introduced in the House calling for the maximum appropriation for the first 
year’s work on the project without any local contribution whatsoever. 
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II. BASIS FOR THE PROJECT 


‘he tidal Delaware flows past more than 8,600 manufacturing plants, many of 
which are located in the highly industrialized cities of Camden and Trenton, 

J.: Wilmington, Del. ; and Chester and Philadelphia, Pa. 

beep Water all the way to Trenton will make 58 additional miles of shoreland 
jvailable for industrialization along the upper Delaware where a lack of deep- 

uter access has prevented maximum growth. This further development along 
the shores of the Delaware will mean new capital investments, new job oppor- 
tunities, new employment, new payrolis, while the resulting increase in popula- 
tion Will be responsible for major housing development on both sides of the 
river. In fact, we have already experienced tremendous upsurge in home build- 
ing in the area. 

As a byproduct the deeper channel will extend the benefits of low-cost ocean 
transportation to thousands of industries, great and small, regardless of their 
location. This is a historical fact based on years of waterways improvements. 
These industries will become substantial customers and suppliers throughout the 
country ; the savings resulting from efficient transportation and advantageous 
location will be reflected in the price of goods and will be distributed on a nation- 
vide basis. 

The Government, too, is a beneficiary of this no-risk, high-return investment. 

every dollar invested in the Delaware River the Government has received a 
eturn of $16.22. This figure is based on the Government expenditure of $124 
million in port development—as compared to the total Federal revenues from 
the port of $2,100,000,000 over an 80-year period. 

‘Transcending even dollars and cents considerations are the national defense 
implications of the Delaware River port. This port because of its diversified in- 

strial power and its favorable geographical location, is the keystone in the 
Nation’s arsenal. Few ports in the United States can match the natural bafiles 

f the Delaware River port—the breakwater, the bay, the tidal estuary—all an 
impregnable barrier against enemy seaborne craft and a natural fortress for 
the embarkation of personnel and supplies. 

The location of numerous defense installations and Government procurement 
agencies, coupled with industrial strength, places an inestimable value on the 
Delaware River port. 

But without a channel of the proper depth the port facilities will be limited. 
This will have a serious effect in times of emergency upon their potential con- 
tribution to the security and defense of the Nation. 

Despite difficulties attending navigation in the upper Delaware, the port has 
‘isen to an enviable position in world trade. The Delaware River port became 
the Nation’s No. 1 port in import tonnage in 1954. It handled 15.6 percent of the 
Nation’s foreign commerce the first three quarters of that year. This increase 
vas registered during a time when national waterborne commerce was 4.5 per- 
cent less than the figure for the same period a year ago. 

This growth is a reflection of the many millions of dollars which have already 
ben invested by local interests in the port area. The Philadelphia district en- 
sineer has estimated port improvements by the city of Philadelphia and the 3 
major railroads serving the port at $120 million. This does not include marine 
terminal investments at other points in the Delaware nor does it include the 
many millions invested by private interests in company-owned handling facilities, 
private channels, and turning basins. 

Improvement of the port is a continuing matter. These private and public 
expenditures are tangible indication of the faith people in this area have in the 
future of the Delaware River port. 


lIf. STATUS OF THE PROJEC! 


In the face of these financial and civic expressions of local interest it is difficult 
mprehend the President’s position, as expressed in his budget message, that 
Federal Government would approve an appropriation for deepening the 

iready authorized 40-foot channel only if $18 million was forthcoming in the 

form of a local contribution. 

This was the first intimation at the Presidential level that the Government was 

uanding local financial participation in Federal navigation projects. 

The determination of the use and benefits received from a navigation improve- 

nent has been a subject which has received a great deal of serious consideration 
by various agencies of the Government. In several instances in the past local 
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contributions have been required when requests were made for an appropria- 
tion to facilitate waterborne commerce. These cases are cited as precedents 
upon which the requirements of a cash contribution from the Delaware River port 
area is based. 

No comparison can be made between the improvement of the Delaware Chan- 
nel to precedent projects which are not similar in scope, physical characteristics, 
or actual areas involved. I have attached to this statement a chart showing the 
Delaware River port project in its relationship to the precedent channels. 


IV. CONCLUSION 


We in the Delaware River port area cannot countenance local cash contribu- 
tions or some other form of user charges. In this position we are supported by 
organizations throughout the Nation who feel that such a condition attached to 
the Delaware River project is a dangerous reversal of policy in the field of Fed- 
eral waterways improvements. There is no equitable means of guaranteeing a 
proprietary interest in the Delaware River to local contributors, nor is there any 
practical application of a toll system. The recommendations by the President are 
fundamentally fallacious. The maintenance and operation of governmental fune- 
tions have always been paid by taxation pursunt to general laws and uniform 
rules. This is a guiding principle of democratic government. 

Since Congress has already expressed its favorable opinion of this project, 
while rejecting the notion of local contribution, the organizations which I repre- 
sent specifically urge this committee to recommend the appropriation of $25 
million necessary to the reasonable, economic, and immediate undertaking of 
the Delaware River project. 
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Mr. Myers. Mr. Chairman, since some members of this committee 
inquired as to what existing industries particularly might benefit 
through the deepening of this channel, I should like to present to the 
committee a map of the Delaware port area which lists just a few of 
the existing industries which may benefit, in order that you may see 
that not only will the United States Steel Corp. benefit by the ceep- 
— of this channel, but many other existing industries will likewise 

nefit. 

Of course, as has already been testified to, many other industries 
are contemplating settling in this area. Therefore I think this com- 
mittee should not be misled as some have endeavored to mislead it. 
and conclude that only one steel company will benefit by this project. 
I think this map gives you a very visual picture of just a few of the 
industries that already exist along the Delaware and that will benefit 
by a deepening of this channel. 

Mr. Botanp. I want to say we appreciate the presentation of the 
map, Senator Myers. 

Is it your opinion or the opinion of the organization that the only 
obstacle to the deepening of the river is that which concerns a new 
policy of asking for local contribution from private industry ? 

Mr. Myers. It is indeed, Mr. Chairman. We believe it is a com- 
plete reversal of policy. Never before has it been advocated by the 
Federal Government. 

As Congressman Flood says, and as is contained in my statement. 
those few projects in which local contribution was asked for are proj- 
ects which are entirely different from port projects such as this Dela- 
ware River project. Therefore, when the Bureau of the Budget has 
said that this is not a departure from former policy I think we have 
completely disproved that statement of the Bureau of the Budget. 

Mr. Boianp. The committee again wishes to express its appreciation 
for your appearance, Senator. We are grateful for the statement you 
have given to us. 

STATEMENT BY MR. BANEY 


(The statement of James V. Baney, chairman, board of governors, 
Greater Philadelphia-Delaware-South Jersey Council, is as follows:) 


STATEMENT IN SUPPORT OF BILLS Now BEFORE CONGRESS PROPOSING AN APPROPRIA- 
TION OF $25 MILLION FOR First YEAR’S WORK ON THE DELAWARE RIVER PROJECT 
AS AUTHORIZED IN OMNIBUS RIVERS AND HARBORS AND FLoop ContTrRot BL 
(H. R. 9859), By James V. BANEY CHAIRMAN, BoarRD oF GOVERNORS, GREATER 
PHILADELPHIA-DELAWARE-SOUTH JERSEY COUNCIL 


NEED FOR A FULL APPROPRIATION FOR A DEEP CHANNEL IN THE DELAWARE BIVEBR 


My name is James V. Baney. I am a resident of Upper Darby, Delaware 
County, Pa., and I am chairman of the board of governors of the Greater Phila- 
delphia-Delaware-South Jersey Council. This council is a planning and economic 
development organization representing civic groups, local chambers of commerce, 
public officials, businessmen, and industrialists in an 11-county, tristate area 
which is frequently referred to as Delaware Valley, U.S. A. 

My statement is presented in support of bills now before Congress which pro- 
pose an appropriation of $25 million for the first year’s work on the Delaware 
River project. These bills simply ask congressional approval for an expenditure 
necessary for the peliminary work in deepening the Delaware River channel 
from Philadelphia to Trenton. This figure has been advocated by the United 
States Army Corps of Engineers as being needed during the coming fiscal year, 
in order that the project will not cost more than the original estimate upon whicli 
congressional authorization of the project was based. Delay in beginning the 
work will add millions of dollars to the ultimate cost of the undertaking. It is 
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imperative that the Corps of Engineers have this appropriation so that the 
engineering studies can be started and so that the location of the channel can 
be definitely determined. The Delaware River Port Authority, which plans to 
replace the Tacony-Palmyra Bridge with a new high-level bridge cannot begin 
this project until the channel is located. 

Your approval of the project last year demonstrated that your committee has 
thoroughly examined the economic justification for the project, as well as its 
national defense implications. Therefore, I shall not attempt to review all of 
the supporting facts, since they have already received your careful consideration, 

I would, however, like to dwell on an attempt by the Bureau of the Budget 
to overrule and brush aside the manner in which you decided this project should 
be financed. By some process of fallacious reasoning, it was decided that one 
particular company would receive the most benefit from this undertaking and, 
therefore, should be assessed approximately one-fifth of the total cost. Although 
the name of this company was not spelled out in the budget message, none of us 
have any illusions that it was the United States Steel Corp. which was being 
singled out to take on a sizable share of Federal responsibility. The position that 
governmental improvement of navigable rivers would now be contingent upon 
local contribution is considered untenable by those of us who represent the 
multibillion-dollar industries and the 2 million workers of Delaware Valley, 
U. S. A. We can appreciate congressional concern in this matter because Con- 
gress, after carefully exploring all of the facts, had decided against any form 
of local participation in authorizing the Delaware River project. 

You and your colleagues, who are charged with the responsibility of framing 
our Nation’s tax laws, know full well that any company eontributing $18 million 
to the development of navigable waterways (which have traditionally been within 
the sole jurisdiction of the Federal Government) will enjoy considerable tax 
relief. This relief will tend to offset whatever savings the budget would tem- 
porarily enjoy as a result of the initial contribution. 

We in the Delaware Valley discourage any partnership between private com- 
panies and the Federal Government in the control and operation of the navigable 
waters of the Delaware estuary. Because there are three States and hundreds 
of political subdivisions involved, we realize that it would be impossible to de- 
velop any practical and equitable formula which could be employed for the basis 
of local contribution to the cost of navigable improvements. 

The people of the area have always been more than willing to pay their fair 
share in improving the facilities of the Delaware River port. Many millions 
of dollars have already been invested by local interests in the port area in an 
effort to maintain its position as one of the nation’s ranking ports. The total 
investment, public and private, in the Delaware River port, is incapable of 
exact determination, but there are outstanding examples which serve as re- 
minders of local interest and confidence. 

The Commonwealth of Pennsylvania spent $31,784,744 as its share of the 
Schuylkill River desilting project, which expenditure has saved the United 
States Government much in maintenance costs of the lower Delaware. 

Expenditures by the city of Philadelphia, the Pennsylvania, Reading, and 
B. & O. Railroads for wharves and docks (38 between Allegheny Avenue, Phila- 
delphia and Trenton, 16 in Philadelphia ; 244 between Allegheny Avenue and the 
sea; 18 on waterfront of Philadelphia and Camden) ; grain elevators; terminal 
storage warehouses; coal dumpers; and other handling facilities are placed by 
the district engineer at $120 million. The investment in marine terminals 
amounts to $14,400,000. 

Also to be included in the total investment of the port are the many millions 
spent by private interests in company-owned marine handling facilities and huge 
sums invested in private channels and turning basins. 

An outstanding individual improvement in the port by one company is the 
Pennsylvania Railroad’s new ore pier costing $10 million, which represents but 
a fraction of the company’s investment in the port. 

‘he city of Philadelphia, alone has budgeted $8 million in its capital im- 
provement program for expanded and new port facilities, in addition to 2 
uillion for a watercraft fleet. The city has also provided for an expenditure of 
several hundred thousand dollars for dredging the river. 

In addition to the physical improvements, private interests have expended, 
‘san example of their civic spirit, $100,000 for a report on the possible geologi- 
cal effects a channel enlargement would have on the area above Philadelphia. 
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Improvement of the port is a continuing matter. These expenditures and 
surveys, both private and public, are tangible indications of the faith the people 
of this area have in the future of the Delaware River port. 

I would also like to assert that the Government, in financing the Delaware 
River project, is a beneficiary of a no-risk, high-return investment. 

For every dollar invested in the Delaware River port $16.22 is returned to the 
Government. This figure is based on the Government expenditure of $124 
million in port development, including improvement and maintenance, com. 
pared to the total Federal revenues from the port of $271 billion Over an % 
year period. I might say further that the estire cost of the Delaware River 
project represents less than 2 years’ customs receipts from the Delaware River 
port. There are relatively few other Federal projects which can be considered 
so self-amortizing. 

During fiscal 1956 the Federal Government anticipates collecting approxi- 
mately $64 billion in tax receipts. Of this amount the States of Pennsylvania. 
New Jersey, and Delaware are expected to contribute $7.7 billion or 11.6 percent 
of the total 1956 budget. 

In 1953 this area paid into the Federal Treasury on a per capita basis 
$2,100,000,000 in individual income taxes. Corporations filing their corporate 
income-tax returns in the Philadelphia, Camden and Wilmington internal revy- 
enue districts during the fiscal year 1954 paid $1,373,468,000 in corporation in- 
come and profits taxes. 

Because of these expressions of local interest and because of the tremendous 
financial contribution which our area makes to the National Treasury, we fee! 
that we are being unjustly discriminated against by the arbitrary stand of the 
Bureau of the Budget, particularly since all other important east coast ports 
already enjoy deep-water facilities paid for in full by the Federal Government. 
We are merely asking that the Nation’s No. 1 port in import tonnage be given 
similar consideration and suitable facilities. Making a new policy for the 
Delaware River project seems like changing the rules during the closing minutes 
of a game. 

You have been given a map of the Delaware River port area showing the 
reach of the tidal estuary and geographically portraying the industrial build-up 
along the Delaware River. In making this map we have listed only major 
industries of the more than 8,600 manufacturing plants in our area. The mili- 
tary importance and the economic justification are immediately apparent in 
this portrayal of our industrial strength. 

We, therefore, urge this committee to recommend the appropriation of $25 
million so that this vastly important project can be given the priority it deserves 
and so that it can be begun with the least possible delay. 


STATEMENT BY GOVERNOR MEYNER 


Mr. Botanp. The Chair would like to inquire whether or not there 
are any representatives of Governor Meyner, of. New Jersey, or Gov- 
ernor Boggs, of Delaware, present ? 

If not, the Chair will insert in the record at. this point a statement 
by Gov. Robert B. Meyner on the deepening of the Delaware Channel. 

(The statement is as follows :) 


STATEMENT BY GOVERNOR RosBerRT B. MEYNER ON THE DEEPENING OF THE 
DELAWARE CHANNEL 


Congress has sanctioned the deepening of the Delaware Channel project. We 
in the Delaware Valley consider it essential to the expanding economy of the 
area. The industrial development of the Delaware Valley is just beginning, and 
a channel capable of accommodating ocean-traveling ships fits naturally and 
indispensably into that development. 

The plan for a channel 40 feet deep from Philadelphia Naval Base to the U)- 
stream end of Newbold Island and 35 feet from there to the Trenton Marine 
Terminal has been studied for years by the Army Corps of Engineers and other 
responsible agencies. ; 

General Sturgis himself has said that the deeper channel would unquestion 
ably contribute to the general welfare of the region. 
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It is true that United States Steel would make guoud use of the deepened 
channel to bring ore carriers to its decks. But it is illogteal to say that only 
one company and no other would benefit from a 40-foot channel depth in the 
Delaware River. 

The subsidy plan was probably devised as an economy measure but its main 
effect is to slow down the pace of plans for a long-sought public improvement. 

It should be remembered also that a concern like United States Steel already 
makes large payments to the Federal Government in terms of corporation and 
personal income taxes. Should such a firm—or any private enterprise, for that 
matter—be asked to meet even a part of the cost of benefits that might reason- 
ably be regarded as a governmental responsibility ? 

To require private contributions for projects that have always been a Federal 
Government matter would establish dangerous precedents. 

The benefits to be derived from opening the navigable section of the Delaware 
to deep-draft vessels, leads to the conclusion that the existing national policy of 
improving navigable waterways at the cost of the Federal Government should 
be adhered to and that it should bear the entire cost of the proposed project. 

If a 40-foot Delaware Channel is in the public interest, as it appears to be, 
it should be treated as a public improvement, built with public funds—not as 
part of a corporate investment. 


STATEMENT BY MR. SCHIAD 


Mr. Botanp. The Committee welcomes as its next witness Harry 
G. Schad, the chairman of the joint executive committee for the 
improv ement and development of the Philadelphia port area 

Let me say before you make your statement that your committee is 
to be complime mted on the brochure it has developed. I think it out- 
lines in a very graphic manner the story you have and the particular 
policy eee 


I do not know whether every Member of Congress has received that 
or not. It came to my desk. It would seem it came at a very propi- 
tious time, but I was glad to get it and I want to compliment your 
committee for developing it, Mr. Schad. 

Mr. Scnap. Thank you very much, Mr. Chairman. 

I should like to express the appreciation of the committee of which 
lam chairman, and our membership is listed in the brochure you refer 
to, for giving us this opportunity to present our case for an appropri- 
ation of $25 million to start the construction of this urgently needed, 
withorized, improved channel for the Delaware River from Philadel- 
phia, Pa., to the Trenton, N..J.,area 

| should like, sir, with your permission, to introduce into the record 
the brochure you have just referred to. 

Mr. Botano. Without objection, it will be printed in the record at 
this point. 

(The information is as follows :) 


This brochure comprises new material highlighting the campaign for com- 
mencement of the congressionally authorized improvement of the Delaware 
esturial harbor. 

It was prepared by the Joint Executive Committee for the Improvement and 
Development of the Philadelphia Port Area. 


THe JOINT EXECUTIVE COMMITTEE: WHAT I? Is 


For almost 70 years—since 1888— the Joint Executive Committee for the Im- 
ovement and Development of the Philadelphia Port Area has been devoted to 
the upbuilding and expansion of the Delaware esturial harbor. 

The JEC has striven through all those years to encourage continual Federal 
improvement of the Delaware shipping channel and locally sponsored improve- 
ment of the marine-related facilites that give the channel its high degree of use- 
filhess—to the people of this region and the people of the United States. 
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The member-organizations of the JEC broadly represent local government 
agencies, business, and industry of the area. 
The membership of the JEC is: 

Atlantic Deeper Waterways Association 
Board of Harbor Commissioners, Wilmington, Del. 
Bureau of Port Operations, city of Philadelphia 
Chamber of Commerce of Greater Philadelphia 
City Business Club of Philadelphia 
Commercial Exchange of Philadelphia 
Commercial Museum of Philadelphia 
Foreign Traders Association of Philadelphia 
Lumbermen’s Exchange of the city of Philadelphia 
Northeast Philadelphia Chamber of Commerce 
Philadelphia Bourse 
Philadelphia Marine Trade Association 
Philadelphia Maritime Exchange 
Philadelphia Port Bureau 
Pilots’ Association for the Bay & River Delaware 
Port of Philadelphia Maritime Society 
South Jersey Port Commission 
Vessel Owners’ & Captains’ Association 


Tre DELAWARE Port AREA: ITS ECONOMY AND THE CONGRESSION ALLY 
AUTHORIZED IMPROVEMENTS OF !TS SHIPPING CHANNEL 


The Delaware is one of the world’s greatest estuarial harbors. Already it is 
the leading port of the United States in the handling of import tonnage. And it 
stands second only to New York in total waterborne commerce. 

As a harbor, the Delaware reaches from the open sea at Cape May, N. J.-Cape 
Henlopen, Del., north to Morrisville-Pa.-Trenton, N. J—a distance of 132 pro- 
tected miles. But, as a first-class international seaport capable of handling all 
types of cargo vessels, the harbor’s vast potential has been only partly realized, 
because its 40-foot channel ends abruptly at the southern edge of Philadelphia. 

This leaves 37 miles at the upper end of the harbor in urgent need of modern. 
ization and improvement—17 of these miles pass through Philadelphia. 

The Congress of the United States, in August 1954, recognized the urgency 
of this need when it passed legislation authorizing the deepening of the upper 
Delaware. And it further recognized that this harbor improvement should be 
the full responsibility of the Federal Government in the national interest and 
in keeping with long-prevailing national policy. The bill carrying the author- 
ization was signed into law on September 3, 1954. 

Legislation is now before the 84th Congress to appropriate funds to begin 
the channel deepening. The ratio of benefits from this project to the cost of it 
will be almost 2 to 1 (1.93 to 1.00). 


STRONGLY RECOM MENDED BY THE CORPS OF ENGINEERS 


The deepening of the upper Delaware has been strongly recommended by thir 
Corps of Engineers and has been endorsed at every level of the Federal Govern: 
ment concerned with responsibility for such an improvement. 

The present Chief of Engineers, Maj. Gen. S. D. Sturgis, Jr., has officially 
appraised the improvement of the Delaware estuarial harbor this way: 

“The present impetus of the national defense program, the accelerated de 
mands of defense and civilian needs, and the strategic location of the Trento: 
Philadelphia-Camden area with respect to sources of materials and labor and 
markets for processed goods, together with the definite possibility of increasin¢ 
the national wealth in this highly industrialized area, now combine to require 
further modernization of the waterway.” 

The United States Bureau of the Budget has described the projected 40-f0ot 
channel as “the only satisfactory solution” and has advocated that the project 
be carried out as a single undertaking in the interest of construction and tras 
portation economies. 

Similar endorsements have come from the immediate past Chief of Enginee'. 
the Board of Engineers for Rivers and Harbors, the North Atlantic Division Png: 
neer, three successive Philadelphia District engineers, State and local officials 
civic groups, labor unions, newspapers and the citizenry of the Delaware Por! 
area. 
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DETAILS OF THE AUTHORIZED IMPROVEMENT 


As recommended by the Corps of Engineers and authorized by the 83d Con- 
gress, the Delaware shipping channel would be dredged to 40 feet for 32 miles 
upstream from the southern limits of Philadelphia to Newbold Island and to a 
depth of 35 feet from there to Trenton Marine Terminal, a distance of 5.5 miles. 
(Depths of 25 to 37 feet were provided by past authorizations. ) 

In authorizing this channel improvement, the last session of Congress debated 
and rejected an unprecedented administrative proposal that local interests make 
a large cash contribution (of at least $18 million) to the cost of improving a 
seaport of established and long-proven national and international importance. 

‘That same proposal, however, has been advanced again by the executive branch 
of the Federal Government, contrary to the clearly expressed wishes of Con- 
gress. Again, the Joint Executive Committee is asking Congress to uphold the 
historic congressional position that the development and maintenance of our 
waterways of demonstrable economic and military importance is, and should 
remain, a Federal responsibility. 


A BULWARK OF NATIONAL SECURITY 


The diversified industrial power of the Delaware port area—and the highly 
visible potential for greater industrial and maritime activity—constitute an 
importaut bulwark of the Nation’s security. That is so because much of this well- 
balanced industrial capacity is equipped for military production. 

The Delaware Harbor is protected by a bastion of land extending for as much 
is 60 miles back from the coast line. It is a natural fortress for protected loading 
f supplies and embarkation of military personnel in the event of a national 
emergency. The Delaware breakwater where the bay meets the Atlantic Ocean, 
plus almost 100 miles of deep water to Philadelphia, and the projected deep 
channel to Trenton are impediments against penetration by enemy warships and 
inderseas craft during World War II, the port facilities of Greater Philadelphia 
tlone handled 15 to 20 percent of all the goods shipped in and out of the United 
States. 

The Delaware offers, in fact, a higher guaranty of security than any other 
port in the Nation. 

Another great advantage to national security offered by the Delaware port area 
is the dispersed industrial construction that has taken place—-and will take place 
to an even greater extent when the channel is deepened to 40 feet over the upper 
reaches of tidewater. 

In a report on the bill that became part of the Rivers and Harbors Act of 1946, 
the House Committee on Rivers and Harbors of the 79th Congress wrote: “We 
should prepare now for the probable trend of the postwar era to decentralize 
major national activities by making available innumerable sites for the dispersal 
of industrial expansion along the banks of our important waterways and ship 
channels.” 

In keeping with this policy, one of the larger steel works in the United States 
has been built on the upper reaches of the harbor—away from the traditional 
ireas of concentration of steel production. Other industries, attracted by the 
easy availability of steel, will be installed along the upper harbor in sections 
reserved for industrial usage. Others will be drawn by deep-water shipping just 
as soon as the 40-foot channel is assured. 

The deepening of the Delaware Channel to facilitate efficient, low-cost trans- 
portation of imported raw materials for industry is in accordance with national 
defense policy calling for the conservation of those materials against time of 
emergency. The President’s Materials Policy Committee put it this way in mid- 
1952: “The overall objective of a national materials policy for the United States 
should be to insure an adequate and dependable flow of materials at the lowest 
cost consistent with national security and with the welfare of friendly nations.” 


THE ECONOMIC PICTURE IN BROAD STROKES 


The Delaware has constituted an important seaport for domestic and foreign 
commerce for more than 300 years. Along its shores have grown dozens of im- 
portant cities—such as Philadelphia, Wilmington, Camden, Trenton, and 
Chester—and hundreds of thriving enterprises representing 87 percent of all the 
official categories of American business and industry. 

The 14 counties in three States (Pennsylvania, New Jersey, and Delaware) 
that form the Delaware port area will yield the Federal Government in taxes 
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during the next fiscal year more than any of 40 whole States. Federal tax rey- 
enues from those 14 counties for fiscal 1956 will total an estimated $2.1 billion, 
That supplies a new and graphic measure of the economic importance and 
potency of the area flanking the harbor. 

In this same compact area, 88,000 business and industrial establishments 
are situated. And business is growing in the area faster than in almost any other 
section of the country. This is attested by the fact that industrial construction 
in Philadelphia and seven adjacent counties of Pennsylvania and New Jersey 
ran 12 percent above the nationwide average in 1954, 

Three-quarters of the way through 1954, the Delaware port area surpassed 
New York in tonnage of imports—22.4 million tons for this port area in the first 
9 months of last year to 21.01 million tons for New York. 

The value of imports and exports handled in the Greater Philadelphia port 
area was recently calculated at more than $1 billion a yeur. It was estimated 
that more than 14,000 workers in just Philadelphia and 4 peripheral counties 
of Pennsylvania were directly dependent on export sales for their livelihoods, 
And a total of 341,000 workers were found to be employed in firms engaged 
wholly or partly in import-export trade. 

Customs collections in this area (totaling over $2 billion since 1874) have 
averaged $45.75 million annually for the last 5 vears. While it has never been 
suggested, nor will it be, that customs revenues be committed to waterway im- 
provements within the port area where they are collected, the plain fact is that 
the total estimated cost of deepening the Delaware (approximately $91.4 mil- 
lion) is the equivalent of less than 2 years’ customs collections in the Phila- 
delphia district. 

In all the growth that has taken place along the Delaware Harbor, there isa 
striking contrast which is directly tied to channel depth. Below Philadelphia, 
where a 40-foot channel project has existed for many years, industries of all 
types and sizes have located at the water’s edge. Desirable sites for further 
expansion are steadily diminishing. 
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To the north of Philadelphia, however, where the previously authorized cha‘ 
nel depth has been only 25 feet, the economy has remained predominantly agrl 
cultural. Yet this section of the Delaware Harbor offers as fine an area of Op- 
portunity as the Nation possesses for creating more commerce, more industry, 
more jobs—more production of goods and services to help carry the American 
people to the goal of healthy economic expansion—and higher standard of liv- 
ing—envisioned by the President of the United States. 
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Historic NATIONAL PoLicy REQUIRES IMPROVEMENT OF THE DELAWARE EsTruAriAt 
HARBOR AS A FULL FEDERAL RESPONSIBILITY 


American history provides the answer to the question of a local contribution 
toward improvement of the Delaware Estuarial Harbor. There can be no such 
contribution unless we are to revert to the conditions of the early 1880's. Con- 
gress recognized this fact in the act of September 3, 1954, which authorized the 
expansion of the Delaware Estuarial Harbor. Congress then prescribed that the 
expansion is to be a full Federal responsibility. 

Our country has grown and prospered until it is now the leader of the world. 
This Was not always the case. We grew from small beginnings. 

The Gonstitution was adopted in Philadelphia by men of tremendous acumen 
and foresight. That document stands out in the history of governments as the 
most perfect political instrument ever devised by the minds of men. The strong- 
est factor that impelled the forging of the Central Government was the vital 
need for free and uninterrupted commerce in our ports and harbors and on our 
rivers, The attention of our Founding Fathers to the pressing needs of water- 
borne commerce was paramount, because it was then, and it is today, the eco- 
nomic lifeblood of the United States. 

The Constitution vested in the Central Government the responsibility for com- 
merce and navigation. This responsibility must be exercised today by the Fed- 
eral Government in the manner shown by our historical development. That is, 
the Federal Government must, in order to discharge its historic duty, expand 
the Delaware Estuarial Harbor as a full Federal responsibility. 

Over the spread of years from 1787 to 1955, the prosperity of this country has 
been direetly related to waterborne commercé—with foreign nations and among 
the States. Today’s export commerce accounts for $15 billion a year of the na- 
tional wealth. It must be promoted and fostered by the Federal Government in 
the same way that has brought its growth to this substantial proportion, Lack- 
ing this, our country will take an irreparable step backward. 

Any suggestion that the Federal Government require any money contribution 
by local interests to the expansion of the Delaware Estuarial Harbor is wholly 
inconsistent with the Federal Government's own historic assumption of responsi- 
bility for waterborne commerce. It was through the influence of Washington, 
Hamilton, Jefferson, Gallatin, Madison, Monroe, Clay, Calhoun, and John Quincey 
Adams that the United States began the improvement of its ports, harbors, and 
waterways. 

In the very early days of the growth of the Republic two means were employed 
to bring about the improvement of ports, harbors, and rivers and the building 
ot canals: 

1. The States themselves were encouraged by Congress to levy tonnage 
duties to pay for port improvements. Such laws were adopted by Massa- 
chusetts, Rhode Island, Pennsylvania, Maryland, Virginia, North Carolina, 
South Carolina, and Georgia. The State exactions of tonnage duties, which 
created chaos in commerce among the States, ceased when the Federal 
Government properly undertook its responsibilities for commerce and navi- 
gation. 

2. Congress made extensive grants of Federal lands to the States and pri- 
vate investors to develop the navigation of rivers and the building of canals. 
These occurred in Alabama, Wisconsin, Iowa, Michigan, Illinois, Minne- 
sota, Indiana, and Ohio. This system resulted in the charging of tolls on our 
waterways. And tolls were forever and finally abolished by the Congress in 
1884 because of their suppressive effect on waterborne commerce. 

These two methods of bringing about river and harbor improvements were of 
necessity discarded by the Federal Government well before 1900. 

In 1822 Congress was impelled by sheer force of economic necessity to appro- 
priate substantial sums for river and harbor improvement. This policy has 
continued annually almost without interruption to the present day. It did not 
come about, however, without a protracted constitutional debate which was 
resolved and finally put to rest by Abraham Lincoln in 1848 and by the United 
States Supreme Court in 1876. The policy then affirmed has always continued in 
full vigor—and that policy is the full Federal responsibility for our ports, harbors, 
and waterways. 

In the early twentieth century, Congress became concerned with the lack of 
public marine terminal facilities in our ports and harbors and gave attention to 
the need for provision by local interests of these necessary land adjuncts. Lt 
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was then that Congress adopted the concept of local cooperation und embodied 
into our organic laws positive requirements for such forms of local cooperation 
as: suitable public marine terminal facilities ; berths, wharves, and piers; neces. 
sary land for spoil disposal; rights-of-way and easements; access channels: 
relocation or rebuilding of bridges; rail, highway, and street connections: 
assumption of damage claims; and, occasionally, cash contributions. The cash 
contributions by local interests were limited to those situations where there was 
a direct, purely local benefit, as, for example, that local land values would be 
enhanced. 

Loval cooperation then and today means the same thing. Congress in 1925 
authorized a deepening of the Delaware Estuarial Harbor from Philadelphia 
to Trenton—and required in the form of local cooperation that local interests 
provide public terminals at Trenton, satisfactory rail and highway connections 
therewith, and suitable areas for the disposal of dredged materials. This is 
precisely the type of local cooperation that Congress prescribed in 1954 for 
further deepening of the Delaware Estuarial Harbor. 

As the basis for a suggested departure from the Federal Government’s pri- 
mary responsibility for improvement of our ports, seven so-called precedents 
have been officially reported. These all have been carefully examined. They 
are totally inapplicable and should not be considered. In five cases the local 
cooperation is no more than is required of any port; in the other two cases, there 
was no port to start with and local interests helped the Federal Government 
build artificial channels in order to bring deep water inland. (A factual analysis 
of each of these so-called precedents is available upon request to the Joint 
Executive Committee. ) 

The Delaware Estuarial Harbor since early Colonial times has been a natural 
asset of this country. It belongs not just to the people in Delaware Valley but 
to the whole United States, as a natural outlet to the ocean highways. In 
thinking of this great harbor and the other natural ports of the country, recog- 
nition should be given to the facts that every third bushel of wheat raised by 
American farmers goes to sea, that 102,000 farm machinery workers in Illinois, 
Missouri, and Wisconsin owe their jobs to exported machinery, and that more 
that 75,000 men and women in auto assembly plants of those 3 States earn S80 
million a year through the shipment overseas of one out of every 20 cars they 
produce. 

The Federal Government already has borne the whole cost of navigation on 
the Ohio River and its tributaries at a cost approaching $400 million. Navigation 
on the Mississippi always has been recognized as a full Federal responsibility. 
How, then, can the Federal Government fail to shoulder its full responsibility 
for the Delaware seaport? 

The harbors and rivers of this country are national and not local. If we are 
to retrogress to the 1800's, it would be appropriate to revive the tonnage duties 
levied by the Commonwealth of Pennsylvania under its law of 1805. Thus, every 
ship which enters or clears the Nation’s second to the largest seaport would 
help pay for the expansion of the Delaware Harbor. History has overtaken such 
lack of nerspective—and our historic national policy has long since established 
the full Federal responsibility for the Delaware Estuary. 


LOCAL INTERESTS HAVE ALREADY CONTRIBUTED GENEROUSLY TO THE DEVELOPMENT 
OF THE DELAWARE Port AREA 


Local interests in the Delaware port area—the cities of Philadelphia, Camden, 
Trenton, and Wilmington, and the States of Pennsylvania, New Jersey, and 
Deleware—have provided more than one-half billion dollars to the development 
and usefulness of the Delaware Estuarial Harbor. 

The half-billion-dollar investment by local interests in marine-related facili- 
ties, which have given the Delaware Channel its great national economic value. 
is in addition to investments by private enterprise that are described by the 
Corps of Engineers as “an unprecedented industrial expansion” in a section of 
the country “that obviously is of great importance to the economy of the Nation.” 

Along the estuarial harbor that is the Delaware, there are 282 piers and 
wharves. Of these, 224 were built by private enterprise. They are in addition 
to such facilities as the Philadelphia municipal piers, in which upward of 
$50 million have already been invested, and for which a capital improvement 
program of $8 million is set. They are in addition to such facilities as the $1.5 
million Trenton Marine Terminal; the Camden Marine Terminal, worth some 
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$3.5 million; and the Wilmington Marine Terminal, valued at an estimated $7.7 
million. Also, the Philadelphia City Bureau of Port Operations has invested 
close to $2 million in a fleet of watercraft to help maintain the harbor in good 
operating condition. And dredging to maintain adequate depths in the various 
docks is carried out by the city at a cost running to $263,000 a year. 

The recommendations of the Corps of Engineers for the improvement of the 
Delaware Harbor left with local interests the obligation to provide a new 
Tacony-Palmyra Bridge. This aspect of local cooperation is already being de- 
veloped, and the cost of this new facility is estimated at approximately $25 
million. 

Another form of cooperation by Delaware port area interests was the creation 
of a committee for study of the Delaware River. The committee was composed 
of representatives of the American Water Works Service Corp., the Campbell 
Soup Co., and United States Steel Corp., and Mayors G. T. Becton, of Riverton, 

J., G. E. Brunner, of Camden, N. J., and H. W. Peterson, of Woodbury, N. J. 

This committee financed an exhaustive inquiry to determine scientifically 
whether the deepening of the harbor channel to Trenton would have any adverse 
effect on water supplies. That inquiry, conducted by Leggette and Brashears, 
consulting ground-water geologists, and Sheppard T. Powell, consulting engineer, 
confirmed the conclusion of the Corps of Engineers that the quality of the 
ground water would not be damaged by the enlargement of the channel and 
that the salt content of the water at Philadelphia and above would be reduced, 
in fact. 

An elaborate scale model of the Delaware, reproducing conditions as they 
will exist when a 40-foot channel has been completed, was constructed at the 
United States Waterways Station in Vicksburg, Miss., the world’s finest center 
of hydrographic research. The scale-model studies yielded the same conclu- 
sions as the other investigations; and these findings were further confirmed by 
an eminent geologist retained by the Corps of Engineers—Dr. Arthur B. Cleaves, 
consulting geologist of the Department of Geology and Geological Engineer- 
ing, Washington University, St. Louis, Mo., who reported that the channel pro- 
gram will not change the condition that already exists. 

The Corps of Engineers also conducted intensive studies which demonstrate: 
that the possibility of any damage to the shoreline or riverfront structures is 


remote. However, recognizing even an insignificant possibility of such damage 
at Bristol and Florence Heights, the corps, as a matter of policy, has assumed 
any such damages to be a Federal responsibility—and has earmarked more than 
$1.1 million in the estimated total cost of the channel deepening for any neces- 
sary remedial work or shoreline stabilization. 


COOPERATION ALREADY COMPLIED WITH 


When the Board of Engineers for Rivers and Harbors recommended the 4- 
foot channel, it imposed the condition that the existing steel plant provide, at 
its own expense, “suitable terminal and transfer facilities,” including a turning 
basin, at Morrisville, in Bucks County, Pa., opposite Newbold Island. 

Such terminal and transfer facilities and turning basin have been provide, 
at a cost greater than the combined total of cash contributions by local inter- 
ests to the seven naviagtion projects officially listed as the precedents for requir 
ing such a eontribution to the authorized improvement of the Delaware Harbor 
Channel. 


THERE WILL. BE NUMEROUS BENEFICIARIES OF THIS PROJECT 


The proposal that local interests in one seaport, as against others, make a 
heavy cash contribution to the improvement of a shipping channel of long- 
established national and international importance is discriminatory and contrary 
to the best interests of the American economy. 

To impose over one port area the threat that local interests may be required 
to contribute, in addition to their heavy Federal tax requirements, uncertain 
amounts in publie or private funds toward the cost of improving a main shipping 
channel tends to discourage employment-creating industrial investment in that 
area. 

The retarding influence of such a threat is illustrated by a public statement 
made on Mareh 28, 1955, by an outstanding industrial realtor of southern New 
Jersey, He reported that title to some 850 acres of land north of Burlington, 
N. J., had been assembled by his firm to make it available for a new plant when 
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the improved channel permits movement of large, deep-draft cargo ships. He 
further stated that an industry interested in a sfte on the’ Delaware had informed 
his office that plans for a new plant will be drawn when Oongress approves the 
initial appropriation for the 40-foot channel. 

The certainty of industrial expansion and increased usage of the Delaware 
Harbor when the channel is deepened is attested by these words of Col. B. B. 
Talley, North Atlantic division engineer of the Corps of Engineers, in a paper’ 
prepared for the American Society of Civil Engineers : 

“Private industry has already invested its resources in an unprecedented 
expansion in the region and there is substantial evidence that the expansion js 
only in its initial stage. In the course of the investigation, existing and prospec- 
tive private industries in the area were open and frank in the disclosure of 
confidential future plans to a degree unequaled on any other project with which 
the author has been associated. Such information was furnished in writing over 
the signatures of responsible heads of large industries.” 

Foreign ores from many sources will come to Morrisville in increasing volume. 
A substantial tonnage of these imported ores will move by rail from Morrisville 
to various inland steel centers for use by different steel producers. The same 
ships bringing these materials to Morrisville will seek to carry cargo from the 
Delaware estuary back to the scores of ports throughout the world from which 
they came. 

Thus, the marine terminal facilities already constructed by private capital 
toward the northerly end of the Delaware Harbor will become an important port 
for the receipt and distribution of strategic raw materials and will be the nucleus 
from which important trade relationships will develop toward the east into New 
Jersey and toward the west into Pennsylvania. 

All the foregoing conclusively removes the whole basis on which the recom- 
mendation was made for a cash contribution of at least $18 million by local 
interests toward the cost of the 40-foot channel. The facts make insupportable 
the premise on which that recommendation was based. As is so often the case 
in the dynamic expansion of the American economy, the facts have overtaken 
a conjecture and made it obsolete and invalid. 

To require a cash contribution to the improvement of a navigable waterway 
open on equal terms to all users means that the contributors would be required 
to pay a levy over and above their taxes. This is the same as requiring a special 
contribution by homeowners or storeowners whose properties are so situated that 
they receive a greater measure of police or fire protection than other nearby 
property owners. It is like requiring establishments whose business attracts an 
especially large number of customers arriving and departing by automobile to 
shoulder an uncertain extra payment for street maintenance. 

This is contrary to a fundamental democratic principle of meeting the cost 
of governmental functions by taxation levied according to uniform laws and 
regulations. 


AMERICA’S FASTEST GROWING HARBOR: DELAWARE PorT AREA 


(14 counties of Pennsylvania, New Jersey, and Delaware) 





Population 
Projected 
1940 1950 1954 1960 
Dens WEE BIOR. oois 3, 845, 000 4, 429, 000 4,729,000 | 5,378,000 
OREN OIE os son a ccivnincacnceanawenmeien 1, 931, 000 | 2, 072, 000 2, 135, 000 2, 258, 00 


One-sixth of whole United States population lives within 150-mile radius of Delaware port area. 
One-third of whole United States population lives within 300-mile radius of Delaware port area. 





1Development of the Delaware River for Commerce, vol. 80, No. 503, p. 503-504 of the 
society’s proceedings. 
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Shipping 
iM illions of tons] 


1953 1954 estimate 


Net cargo S0m6 GU GOMMEMONOD . . 5 oo oe 5c. 5s ness nse sce ; 73 plus 80 
Fore ee so eo sens ' . 27 plus 38 
Gross registered tonnage ‘el 106.1 | 8 

i= 


eabibie 7 sed lil 
Number ships arrive/depart - . ‘eee sda , 18, 200 18, 9 


Customs collections 


Annual average last 5 years, $45.75 million. Total collections by Philadelphia 
Customs District, 1874 to 1954, inclusive, $2.01 billion. 


Channel depths 


Previously Authorized 
authorized 1954 


Feet Feet 


laware Bay to naval base Unchanged 
Ww 


Naval-base to Adjegheny A very ; . 
Allegheny Avenue to Delair Bridge. por . ‘ 40 
De Jair Bridge to Newbold Island. 22. 2: 40 

Newbold Island to Trenton marine terminal 5. f 2! 35 


Nore.—In its natural condition, Philadelphia to sea, Delaware had controlling depth of 17 feet. 
Improvements authorized 


1885: Channel 26 feet deep, Philadelphia to sea, authorized as Federal project. 

1889: Channel 30 feet deep, Christian Street, Philadelphia, to sea, authorized 
as Federal project. 

1910: Channel 35 feet deep, Allegheny Avenue to sea, authorized as Federal 
project. 

19388: Channel 40 feet deep, naval base to sea, and 37 feet deep, Philadelphia- 
Camden Bridge to naval base, authorized as Federal project. 

1945: Channel 37 feet deep, Allegheny Avenue to Philadelphia-Camden Bridge, 
authorized as Federal project. 

1954: Channel 40 feet deep, Newbold Island to naval base, and 35 feet deep, 
Trenton marine terminal te Newbold Island, authorized as Federal project. 


Relationship of commerce to channel improvements 


Improverent-narat base to sea Total Delaware port area commerce 
1910 Batee _...| 35 foot channel authorized _. 21 million net tons. . 
193% “ , vs 35 foot channel completed | $2 million net tons. 
1938 40 foot channel authorized _.| 34 million net tons. 


1941 aces .| 40 foot channel completed 73 million net tons plus. 
1954 isdbia aitigek id eek oe Saba 80 million net tons (estimated). 


When channel improvement, Trenton marine terr inal to naval base, which was authorized in 1954, is 
completed, commerce on that section of the harbor will increase to estimated 22 million net tons annually, 
or about triple present tonnage. 


Moreover, the proposed requirement of a cash contribution to a public im- 
provement like the authorized Delaware Channel deepening is indefensible, 
because the contributors, while assigned the financial obligation of “paying part- 
ners,” are not permitted any voice whatever in the construction, maintenance, or 
operation ofthe project to which they have been required to give funds. 

Impressive and expert testimony that a cash contribution to the 40-foot chan- 
hel is unjustified and unjustifiable is supplied by the district engineer of the 
Corps of Engineers who made the detailed, grassroots study resulting in the 
recommendation that the project be carried out as a full Federal responsibility : 

“The importance of increased steel production to the national economy and 


the widespread use of the finished products resulting from the operations at the 


(na mere 
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steel plant result in the conclusion that benefits to be derived from the pro- 
posed improvements have national application rather than local. The resulting 
benefits to the locality directly will be of a secondary nature, such as increased 
land values, larger tax revenues, and higher level of business in general. 

“Ordinarily a finding that the benefits are primarily general rather than loca! 
warrants the conclusion that a cash contribution toward the first cost of the 
project should not be required. In this instance further consideration has been 
given to the issue. Although it is clear that the benefits which would accrue to 
the steel company are large in relation to total benefits, it was concluded that a 
cash contribution by that company should not be required.” 

In listing his reasons why a cash contribution should not be required, the 
district engineer said : 

“The channel improvement that has been presented for consideration wil! 
not be for the exclusive use of the company, nor will the company have any 
jurisdiction over the waterway, nor can it be considered a capital asset of the 
company obtained through a subsidy. Instead, it will be a waterway open to all 
on equal terms, and it cannot be doubted that its existence, along with the 
impetus generated by the presence of the steel works, will cause an industrial 
development of much of the 58 miles of deepwater frontage between Philadel- 
phia and the Trenton Marine Terminal. This development will result in a 
more general use of the deeper channel for the transportation of commodities 
in foreign and widespread interstate commerce, as evidenced by the potential 
benefits. On the lower river a somewhat analogous development took place. 
The rapid expansion of the oil industry would not have occurred without the 
prior existence of the 40-foot channel. There is considerable evidence from 
credible sources that a number of large concerns are planning to move or estab- 
lish plants on the Delaware River in this reach if and when the deeper channe! 
is available but who are unwilling for business reasons to reveal their plans at 
this time.” 


THE CoMPELLING CASE FOR A 40-FooT CHANNEL 


In one of the most broadly based movements of its kind the Nation has ever 
seen, labor and industries, public officials of three States, civic organizations, and 
newspapers have united in urging that the Philadelphia-Trenton segment of the 
Delaware Harbor be improved and modernized. 

They are asking for a necessary, logical, and economically justified modern- 
ization of the remaining small fraction of the harbor, which imperatively needs 
a 40-foot channel. 

The other grest seaports of the United States, such as Boston, New York, 
Norfolk, New Orleans, and San Francisco, owe a great deal of their economic 
well-being to 40-foot main channels, which were provided by Federal funds. 

The Delaware port area constitutes a great international seaport. We must, 
therefore, look beyond our own shores to see what foreign ports have. There we 
find that more than 50 ports in foreign countries carrying on ocean commerce 
with the Delaware port area have minimum harbor depths of 40 feet. 

It is a demonstrable fact that the area adjacent to the upper fraction of the 
Delaware estuarial harbor has everything that is needed—except the channe! for 
modern deepwater commerce—for the economic growth required by a steadily 
expanding population. It has excellent rail and highway connections: a goodly 
supply of skilled, responsible labor; economical building sites; proximity to 
large markets; sources of power for industrial production ; and an unlimited sup- 
ply of fresh water that is so necessary to industry. 

When the upper section of the harbor obtains a 40-foet channel, industry will 
expand there. Proof of that is found in the concentrated utilization of water- 
front lands along the lower stretches of the harbor by reason of the 4(-foot 
channel. 

From Philadelphia down to the sea there are 244 piers and wharves. But 
from Philadelphia on up to the head of tidewater, there are only 38 such facili- 
ties. This comparison graphically illustrates the concentration of waterfront 


establishments where the 40-foot channel prevails. and the lack of it where 


shallower depths exist. 


Actual development that followed the deepening of the Delaware shippins 


channel from Philadelphia to the sea will be repeated when the deeper channel 


is provided from Philadelphia to Trenton. In the case of the lower part of the 


harbor, commerce has increased by 135 percent since the 40-foot channel in thal 


section was authorized. Commerce on the lower reach is 7 to 8 times greater 
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than that on the upper; but the Corps of Engineers confidently estimates that 
commerce along the upper portion will triple in volume as soon as deep water is 
provided. This same pattern also has been experienced by such harbors as 
Albany, N. Y., where the port cargo more than tripled since the provision of a 
deepwater Channel reestablished Albany as an estuarial seaport, and by Lake 
Charles, La., where port commerce has increased 15 times since 1929, thanks 
toa deepwater connection with the Gulf of Mexico. 


THE YARDSTICK MEASURING THE ECONOMIC JUSTIFICATION 


Congress has provided a standard to measure benefits from an improvement 
such as the 40-foot channel for the upper three-tenths of the Delaware Harbor 
This yardstick is called the benefit-cost ratio. 

In the case of the authorized modernization of the upper part of the Delaware 
Channel, the benefit-cost ratio is 1.98 to 1. That is extremely favorable, for it 
menns that the benefits will surpass the cost almost 2 to 1. 

In terms of dollars, the benefits are estimated at $8,450,000 (1.93), as against 
estintated annual charges (including maintenance) for the project of 
$4,370,000 (1). 

These figures are predicated on existing industry to be served by the channel! 
deepening; they do not take into account the additional industry certain to fol- 
low the deepening and add substantially to the benefits. One of the principal 
benefits will be to the Federal Government, which will receive in taxes a large 
nirt of the savings outlined by the Corps of Engineers. 

According to the Corps of Engineers, when the authorized channel improve- 
ment is completed, commerce for just the upper section of the harbor will rise 
to 22 million tons a year. This is virtually triple the present volume—and for 
the entire Delaware port area will mean a total commerce of almost 100 million 
tons per year. 

The relative importance of the commerce that will be generated by the channel 
improvement in the upper-harbor area can be better appreciated when it is 
understood that it alone will exceed the tonnage handled by the following im 
portant ports and harbors, as shown by the latest report of the Chief of Engi- 
neers: Portland, Me.; Providence, R. RQ}; Albany, N. Y.: Newport News, Va.; 
Wilmington, N. C.; Charleston, S. C.; Savannah, Ga.; Jacksonville, Fla. ; Tampa, 
Fla.: Mobile, Ala.; Baton Rouge, La.: Lake Charles, La.; Galveston, Tex. ; 
San Diego, Calif.; Stockton, Calif.; Portland, Oreg.; plus all other ports on 
Columbia and lower Willamette Rivers; and Seattle, Wash. 


Suip Drarrs ARE GETTING DEEPER AND DEEPER 


It would be neither practical nor economical to carry out the urgently re- 
quired and completely endorsed improvement of the Delaware shipping channel 
by providing a depth any less than 40 feet. 

To believe otherwise is to be unrealistic about the merchant-marine tonnage 
of the United States and the rest of the world that is now in being and certain 
to be constructed through the foreseeable future. 

The JEC made an analysis as to draft of all the major ships, domestic and 
foreign, launched or delivered in 1952, 1953, and 1954. It showed a total of 
258 vessels, all of which have drafts of 30 to more than 36 feet. 

And of the 18 major merchant vesels listed as still under construction or on 
order in American shipyards on February 1, 1955, 9 will have a loaded draft 
of 315% feet or more. 

In an official report related to improvement of the Delaware, the Corps of 
Engineers stated that at least a 40-foot channel is required for a ship drawing 
only 30 feet while at rest in salt water. The channel requirements are shown 
on the next page. However, even a 40-foot channel is inadequate for today’s 
large vessels with a loaded draft in excess of 30 feet. Consequently, these 
large vessels must reach their berths in the harbor by navigating with the tide 
or by reducing their payloads. 

“For economic reasons,” said the research director of the National Federa- 
ton of American Shipping, “the trend is definitely to larger and deeper-draft 
Vessels.” 

When the new Lloyd’s Registry of all the ships of the world was issued in 
mid-February of 1955, the authoritative marine columns of the New York Times 
Said the registry showed that “the trend is toward mammoth vessels.” 
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LONGER AND DEEPER 


The Army engineers specify a 40-foot channel for a vessel draft of only 30 feet 


Squat (increase in draft when in motion) 

Loss of buoyancy when moving from salt to fresh water 
Abnormally low tides 

Required under keel for safe navigation 


Total additional depth reqtired 
Add to this the original 30-foot draft 


Channel depth required 


Or read the statement made recently by Brig. Gen. Emerson C. Itschner, As- 
sistant Chief of the Corps of Engineers in charge of the corps’ civil-works pro- 
gram: 

“The move toward deeper draft, larger deep-sea supertankers and ore carriers, 
and the outlook for increased transportation of the commodities they carry, has 
created a pressing demand for correspondingly deeper and improved channels in 
our major seaports.” 

Or witness the recent announcement that the famed Suez Canal must and will 
be deepened to permit efficient transit ‘‘of vessels drawing up to 36 feet.” 

Or take the report issued in 1953 by the United States Committee of the Perma- 
nent. International Association of Navigation. Congresses—a committee headed 
by Colonel Talley, the North Atlantic division engineer of the Corps of Engineers. 
That report included these definite conclusions : 

For general-cargo vessels, the trend is “toward a draft of 30 feet,” and the 
same is true for combination passenger-cargo vessels. (The Mariner-type, which 
has been adopted as the desirable United States-flag dry-cargo vessel, has a loaded 
draft of 32 feet.) 

As to tankers, the trend is to deper drafts and increased speed, while bulk ore 
carriers will have drafts of 37.5 feet in salt water. 

When it comes to bulk carriers, the committee held that if there were no limi- 
tations as to channel depths the draft of many of these vessels would be designed 
far in excess of 40 feet. 

The general conclusion of the Talley committee was that the requirements of 
bulk-cargo ships will “determine desirable channel depths because of the tre 
mendous and widespread commerce” in the materials and products they transport. 

And, finally, look at the specifications listed by the United States Maritime 
Administration for the 7 classes of vessels into which the future merchant navy 
of the United States will be divided : In 5 of those 7 classes, the design depths will 
be up to 33 feet in salt water. The only two exceptions are the class of merchant 
vessels for trade with small islands having shallow harbors and a special type 
of ship to transport loaded trucks and trailers. 

To a greater extent than for any other United States seapert, the Delaware 
Harbor is a port-of-call for supersized cargo vessels. The vastly increased use 
of the Delaware port area by the titans of ocean commerce is illustrated by the 
fact that, while the number of vessels arriving in and sailing from this port area 
rose only 21 percent between 1938 and 1954, the gross registered tonnage (size) of 


those vessels was 95 percent greater last year than it was in 1938. 
IMPOSITION OF TOLLS ON SHIPPING IS UNTHIN KABLE 


The imposition of tolls on shipping has been suggested as a possible means of 
financing the improvement of the Delaware Harbor. ‘This is contrary to the ex 
pressed policy of Congress, which decided that the improvement should be car 
ried out in the traditional, historic way—by the Federal Government, with 
Federal funds. , 

Among the. powers denied’ to’ the’ Federal Government by the Constitution | 
the right to permit any preference in the regulation of commerce or revenue 
the ports of one State over those of another. American history scholars say: 
“The purpose of this clause is to establish uniformity for all ports.” That ull 
formity would manifestly be destroyed by a requirement of tolls as a meats of 
supplying money toward the improvement of a given port. 

The idea of tolls is emphatically opposed by the Corps of Engineers. The 
Assistant Chief, in charge of civil works, expressed the policy of the corps 
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in no evasive language, in an address to the American Association of Port 
Authorities, in San Francisco, on October 25, 1954. 

“T ean tell you,” said General Itschner, “that our opposition to tolls is not 
based on mere preference, or stubborn insistence on blind tradition, but upon 


i. acute, detailed, and up-to-date realization of some of the staggering problems 
0 that would be involved in any attempt to impose such charges. 

0) “The economic factors involved are complex, he continued. , “There are 
0 places where the investment cost of an improvement for the benefit of naviga- 
Se tion is so low and traffic is so heavy that it would require an insignificant charge 
). 5 indeed to repay the Government’s expenditures. In the same general vicinity 
). 0 there may be other communities whose navigational improvement works cost 


more, and whose traffic is not as heavy, and whose businessmen, shippers, and 
carriers consequently would have to pay perhaps many times as great a charge. 
This woud make a mockery of free competition between the two areas.” 

Summing up the policy of the corps, General ltschner said it believed that 
the results of charging tolls on shipping “would not be worth the immense 
adjustments and the costs that would be involved ;” that “whatever theoretical 
defects there may be in our present policy of no tolls, we believe they are less 
than the defeets which could be found in an attempt to impose tolls.” 


eo 


SPECIAL AND DIFFERENT 


On two waterways within the province of the United States Government 
one of them in existence for half a century, the other only now beginning to 
take form—tolls are, or will be, charged. 

They are very special international cases, different from all other navigation 
facilities under United States jurisdiction. They are, of course, the Panama 
Canal, which was opened 40 years ago last August, and the St. Lawrence sea- 
way, which is scheduled for completion in late summer of 1958. 

In order to obtain clear rights for the building and operation of the canal 
across the Isthmus of Panama that links the Atlantic and Pacific Oceans, the 
United States Government had to pay out some $75 million. And for a lease-in- 
perpetuity of the canal right-of-way and a 5-mile strip of land on each side that 
forms the Panama Canal Zone, our Government pays the Republic of Panama 
an annual rental of $430,000. It was raised to that figure, as of 1934, from 
$250,000, so that by the end of last year the rental payments had amounted to 
some $16 million. 

Those outlays are in addition to the canal’s first cost of $337 million. In 
order to operate and protect the canal, the United States must maintain bus- 
iness management and civil government administrations employing more than 
2,000 persons, to say nothing of the military safeguards that are prudent and 
necessary. 

On March 19, 1955, the chairman of the United States Maritime Board dis- 
closed that the Board was working toward the complete elimination or reduc- 
tion of Panama Canal tolls—by the end of this year. 

The St. Lawrence seaway, on which tolls will be collected in order to cover 
“as nearly as practicable” the amortization of $105 million in revenue bonds, 
plus operating costs, is in no way analogous to any other United States water- 
way. It is an international, or intergovernmental, undertaking by the United 
States and Canada, jointly. 

One of the principal reasons advanced for congressional approval of United 
States participation in the seaway that came last year was that Canada had 
officially determined to construct the seaway alone and would, if that took 
place, have sole determination of toll rates. The corporation created by Con- 
gress to direct construction of the United States portion of the seaway is re- 
quired to negotiate with Canada on determination of a toll schedule and “equit- 
able division” of revenues. 

In the light of all the facts presented in this brochure, the Joint Executive 
Committee for the Improvement and Development of the Philadelphia Port Area 
urgently recommends : 

Reaffirmation by the Congress of the United States of the traditional and 
historic responsibility of the Federal Government for the improvement of the 
shipping channels in the established seaports of the Nation, by : 

Enactment in the present Congress (84th, Ist session) of the legislation to 
appropriate funds ($25 million of the total estimated cost of approximately 
$91 million) for the. first year of work. on the authorized improvement of the 


Fran 


PIDpaAnDiIre 
GAN LIONANICOS 


: 
i 





248 


Delaware estuarial harbor, as a project in the interests of the Nation’s economy 
and its military defense. The amount provided in the pending legislation js 
the amount that the Corps of Engineers believes could be most efficiently ey. 
pended during the first year of work on the project. 


Mr. Scuap. Also, sir, I should like to insert in the record an editorial 
which appeared in the Saturday Evening Post for April 30, 195), 
entitled “Harbor Improvement is One Federal Job That Has Paid Off.” 

(The information is as follows :) 


[Reprinted from the April 30, 1955, issued of the Saturday Evening Post] 


HARBOR IMPROVEMENT IS ONE FEDERAL JoB THAT HAs PAID Orr 


The administration has declined to include in this year’s budget an appropria- 
tion for a deep-water channel in the Delaware River above Philadelphia as far 
as Trenton, N. J., unless the project includes a stipulation that “local interests” 
must assume part of the cost. 

The total sum involved in dredging the channel to 40 feet as far as Morrisville, 
Pa., and 35 feet from there to Trenton, is about $91 million. It is estimated that 
$18 million of this amount represents half the difference between a 35-foot chan- 
nel and one that would permit large ocean-going ships to unload ore at dockside. 
Therefore, the Army engineers argue, this is a “local benetit” and should not be 
a charge on the Federal budget. Although the “local interests” are not specifi- 
cally mentioned, various statements by administration spokesmen indicate that 
United States Steel Corp., whose huge new Fairless plant is located on the river 
just below Trenton, is meant. 

In his press conference of January 19, the President supported this position, 
adding, if it was a new policy, he thought it should have been considered Long ago. 

Although the principle of local participation in large public improvements in- 
volving Federal expenditures is a sound one, harbor maintenance and improve- 
ment are not a happy place to apply it. Unlike programs for road or hospital or 
school construction, the maintenance and improvement of navigable rivers and 
harbors have been an exclusively Federal concern since the foundation of the 
Republic. 

It was precisely the question of foreign commerce and navigation—over which 
the original confederation had no control-—that led to the movement for the Con- 
stitutional Convention of 1787. In the end, the States renounced the right to col- 
lect import duties, ceding that source of revenue to the new Federal Government, 
which in turn was forbidden (art. I, sec. 9, par. 6) to discriminate among the 
ports of the several States. 

Maintenance and improvement of harbors, under control of the War Depart- 
ment, have normally been carried out at Federal expense, insofar as deep-water 
channels are concerned. That would be no reason for continuing the policy, if 
it were wrong or financially burdensome. But the reverse is true. Adequate 
ports and channels are not a liability but a gilt-edged investment. In the case of 
harbors along the Delaware, the Federal Government, during the last 50 years, 
has collected over $14 for every dollar spent on development. 

It is true that, for the moment, a 40-foot channel may be represented as a bene- 
fit to United States Steel, although other plants along the river would benefit, too. 
But that argument could have been advanced at any time in the past 168 
years against any of the industries that line the shores of our great ports. The 
record of American enterprise indicates that opportunities to locate on an in- 
proved waterway are seldom neglected. It is hardly fair to impose the cost of 
creating them on the first user. 

The responsibility of the Federal Government, in any case, does not go beyond 
the cost of deepening and clearing channels. A productive harbor, obviously, is 
much more than just a waterway. Local interests provide and always have pr 
vided piers, rail connections, loading and unloading facilities, truck highways, 
police and all the other necessities that go into the complex of services that makes 
a port. Without them the huge Federal revenues from customs could never have 
been available. 

Sympathy is due residents of the upper Delaware who view with alarm fhe 
inevitable transformation of riverbanks from charming residence and -recrea- 
tion areas into grim industrial and commercial areas. We are not debating the 
issue of whecher this particular project is necessary. But, if the channel or any 
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similar one is to be deepened, there would seem to be no valid reason to change 
the policy, buttressed by specific constitutional mention, which makes channel 
costs a Federal concern. 


Mr. Scpap. Then we have another exhibit we ask your pe rmission 
to file, an article in the Philadelphia Inquirer of April 4, 1955, headed 
“‘Honest Abe’ Witness for U. S.-Paid Channel.” 

(The information is as follows :) 


“HONEST ABE” WITNESS FOR U. S.-PAID CHANNEI 


John M. Cummings 


Abraham Lincoln was a strong advocate of the principle that “internal 
improvements” such as deepening the Delaware River Channel from Philadel- 
phia to Trenton, should be paid for by the Federal Government. 

In a speech delivered in the House, sitting as a Committee of the Whole, on 
June 20, 1848, the man destined to be the first Republican President, refuted the 

cnment that the benefits derived from river and harbor improvements were 
wal in character and should not be charged against the General Government. 

At the time of Lincoln’s speech the Democrats, in the Baltimore convention 
which nominated General Cass for President, incorporated in the party plat- 
form a plank setting forth that “the Constitution does not confer upon the 
General Government the power to commence and carry on a general system of 
nternal improvements.” This, and other planks in the platform, were strongly 

orsed by General Cass. 

the Kisenhower Administration bas raised the question of local participation 
in the cost of river and harbor improvements. It has suggested that part of the 

st of deepening the Delaware Channel be borne by local interests. 

It appears that Democratic President Polk vetoed a rivers and harbor bill 
on the ground the measure was not permissible under the Constitution. One of 
the points raised was that the benefits accruing from the legislation would be 
local and therefore should not be paid for by the General Government. Some 
politicians of the time contended the States in which the improvement was 
located should foot the bill. 

“No commercial object of government,” said Lincoln, ‘‘can be so exclusively 
veneral as not to be of some peculiar local advantage; but on the other hand, 
nothing is so local as not to be of some general advantage. The Navy, as I 
understand it, was established and is maintained, at a great annual expense 
partly to be ready for war, when war shall come, but partly also, and perhaps 
hiefly, for the protection of our commerce on the high seas. 

“The latter object, for all I can see, is in principle the same as internal im- 
provements. The driving of a pirate from the track of commerce on the broad 
ocean and the removing of a snag from its more narrow path in the Mississippi 
Riy er, cannot, I think be distinguished in principle. 

“The Navy then, is the most general in its benefits of all this class of objects; 
nd yet, even the Navy is of some peculiar advantage to Charleston, Baltimore, 
Philadelphia, New York, and Boston, beyond what it is to the interior towns of 
Mlinois.” 

Mr. Lineoln in this speech gave expression to a principle now generally recog- 
nized that improvements to the Mississippi are not local in their benefits, but 
national. 

“The just conelusion from all this” (the argument that benefits would he 
local), Mr. Lineoln said, “is that if the Nation refuse to make improvements 
f the more general kind, because the benefits would be somewhat local, a State 

v, for the same reason, refuse to make an improvement of a local kind because 
the benefits would not be general.” 

It is interesting to note that out of the past. ont of the era before the Civil War, 
has come a witness for deepening the Delaware Channel by the Federal Gov- 
ernment. The wit.ess, Abraham Lincoln, the patron saint of the Republican 
Party, a man whose memory is revered the world over. 


Mr. Scrap. Finally, we have an editorial from the Marine News 
of April 1955, headed “As the Delaware Goes * * *.” 
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(The information is as follows :) 
[Marine News, April 1955] 
INLAND WATERWAYS—EDPI?roRIAL: AS THE DELAWARE GOorES— 


The last Congress ‘authorized the deepening of the existing channel in the 
Delaware River from Philadelphia, Pa. to Trenton, N. J. In authorizing this 
channel improvement, the Congress turned down the specific request of the 
Bureau of the Budget that local interests should be required to contribute to the 
cost of the project. 

However, contrary to the expressed wishes of the Congress, the current budget 
inessage proposes only a supplemental request for funds to start the deepening 
of this channel after local interests agree to a contribution of at least $18 million. 

At a press conference on January 19, the President endorsed the proposal that 
local interests should share the cost of major Federal waterway improvements— 
such as the Delaware River—as a new national policy. The President em- 
phasized that he would not specify whether the new policy should be achieved 
through tolls on shipping, by direct local contribution, or some other method. 

As every reader of Marine News knows, any toll or share-the-cost program 
would reverse the historic policy established in the founding days of our coun- 
try: that the Federal Government assumes full responsibility for developing and 
maintaining our major navigable waterways and that our waterways should he 
free to the use of all commerce. 

It is along these lines that the Delaware River port area’s campaign for an 
improved channel has developed into a national issue—a fight in behalf of al! 
waterway interests to sustain the historic policy of Federal responsibility for 
the development and improvement of our Nation’s navigable waterways. 

This campaign centers today on legislation introduced in Congress to appro- 
priate $25 million for the first year of work on this project recommended by the 
Corps of Engineers. 

In support of this legislation, the Joint Executive Committee for the Tmprove- 
ment and Development of the Philadelphia Port Area through its chairman, 
Harry G. Schad, has called on all waterways interests to support the Delaware 
River Channel fight before the Appropriations Committees of the House and the 
Senate to assure the continuance of full Federal responsibility for the improve- 
ment and development of the Nation’s navigable waterways. 

The Marine News supports this call for concerted action in the belief that all 
who maintain an interest in the future of the Nation’s waterways owe unquali- 
fied support to the principles for which those of the Delaware River area are 
fighting. 

True, the battle is being waged over the Delaware—but the results will have 
far-reaching effects on all our waterways! 

Because of the overall implications, this, then, ceases to exist as a local issue 
for on the outcome rests the future of big and little waterway projects across 
the length and breadth of this Nation. 

Should the false doctrine of user tolls or local participation prevail on the 
Delaware, it could—and make no mistake, would—then be applied on all our 
waterways, in all our harbors, from the Great Lakes to the Gulf. and the Atlantii 
to the Pacific! 

It is because of this that all waterways interests must pick up the challenge. 
for—in this instance— 

As the Delaware goes, so go the Nation's waterways! 

Mr. Scuap. Thank you for the privilege of putting those into the 
record. 

Now, Mr. Chairman, the only real issue here is one of the local in- 
terests’ being required to make a very substantial cash contribution. 
$18 million, to this channel project. The last Congress considered this 
demand of the Bureau of the Budget—and it is the Bureau of the 
Budget which has made this demand—and the Congress rejected it. 

There is no issue, sir, between the Bureau of the Budget or the Corps 
of Engineers or within the executive department as to the merit of or 
the need for this project. The Bureau of the Budget is simply dis- 
criminating against our channel project in a further effort to-establish 
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their new philosophy of requiring local contributions to waterway 
development. In doing so they are ignoring the expressed wishes of 
the Congress, who have authorized our channel improvement as a full 
Federal responsibility. The Corps of Engineers has contacted, under 
instruction, all of our public officials of the three-State area to request 
their cooperation in advancing our channel improvement by agreeing 
to make the requested local contribution to the project. ‘They have 
been turned down emphatically. 

We feel that the outcome of this issue will affect the future accept- 
ance of Federal responsibility for waterway projects, and, therefore, 
the welfare of every major port area. It Should be resolved by this 
committee in accordance with the wishes of the Congress and our 
historic Federal policy, by incorporating into the appropriations bill 
the $25 million which the Corps of Engineers estimate they can expend 
economically for the first year’s work on the authorized improvement. 

Mr. Chairman, I may say that the $25 million represents the first 
year’s work which the Corps of Engineers considers they can effi- 
ciently carry out. 

Very briefly, I should like to direct your attention to page 3 of our 
report on the Delaware Port area, which shows that the benefit-to-cost 
ratio will be almost 2 to 1, so-that we have got a very ample justification 
for the project. 

Then, Mr. Chairman, if you will turn to page 6, we have shown 
there that the 14 counties in our three-State area that form the Dela- 
ware Port area will yield the Federal Government in taxes during 
the next fiscal year more than any of 40 whole States. Then I should 
like to point out that the major beneficiary of this channel improve- 
ment is going to be the Federal Government, because they are going to 
tax any savings to the users of this improved channel at the present 
rate of 52 percent in taxes on such savings. 

Mr. Botanp. That would be true any where in the country would it 
not ¢ 

Mr. Scuap. Yes, sir; they would be the real beneficiaries. 

Mr. Botanp. That is something which pertains to industry all over 
the Nation, does it not ? 

Mr. Scuap. Yes. Here is the opportunity to achieve a very sub- 
stantial tax bite. 

Then if you will look at page 24, sir, we have shown you there that 
the tonnage, according to the Corps of Engineers that will be gener- 
ated immediately on this upper river channel, will exceed the tonnage 
of the 17 ports throughout the country, which of course, have had their 
channels provided by the Federal Government in accordance with the 
historic policy. ; 

The previous chairman brought up the question of industry using 
this deeper channel on the upper river. 

Already today we have the Northern Metals Co. with a very large 
terminal located on the shallow channel of the river. We are very 
anxious to get deeper water up there in order that they can compete 
for Army loading contracts with deep-draft ships. We have recently 
established in that same area, a new oil terminal which will require 
deep water for the handling of these large tankers that serve the oil 
industry today. They are just two of the many industries. Particu- 
larly when you realize that $17 million of this improvement lies within 
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the city of Philadelphia, so that a major part of the improved channe! 
will be within the city of Philadelphia, itself. 

To give you an idea of the benefit of the growth in the size of ton- 
nage, as to savings, we made a comparison of the Government-built 
16,000 deadweight tanker and today’s 30,000 deadweight vessels, and 
it shows that on a gulf-to-Philadelphia run there is a saving with the 
bigger ship today, of 68 cents per cargo ton. 

In closing, Mr. Chairman, I would like to point out to you that 
many interested groups and individuals have planned to support per- 
sonally our plea for this channel appropriations. However, in defer- 
ence to the wishes of both Chairman Cannon and Chairman Marshall 
that we limit our presentations, these organizations and persons vitally 
concerned have withdrawn their request for time, or have presented 
statements to the committee. I would appreciate it if such statements 
would be fully considered by the committee and included in the rec- 
ords of this hearing. 

[ want to express my appreciation to all of them for their coopera- 
tion with the expressed desires of this committee. 

We would have had a good many more people here. 

Mr. Botanp. We will include all the statements received and we 
are grateful, Mr. Schad, for your testimony. 


STATEMENT BY MR. REINERS 


Mr. Reiners. Mr. Chairman, I am John H. Reiners, Jr., the presi- 
dent of the Camden County Chamber of Commerce. and also the 
chairman of the Deeper Delaware Committee of New Jersey, and I 


have been asked to speak in behalf of Mayor George E. Brunner, the 
mavor, of the city of Camden. 

We have prepared, Mr. Chairman, a presentation in the interest of 
time, which contains resolutions representing the Greater Wildwood 
Chamber of Commerce; the Camden County Chamber of Commerce: 
the Kiwanis Club of Trenton, N. J.: the Board of Commissioners of 
Atlantic City ; the Chamber of Commerce of Atlantic City; the Atlan- 
tic City Improvement Association; the Board of Commissioners of 
the city of Camden: the Board of Commissioners of the city of Tren- 
ton; the Greater Trenton Chamber of Commerce: the Burlington 
County Board of Realtors; the Board of Freeholders of Mercer Coun- 
ty: the Board of Commissioners of the Township of Haddon; the 
Township Committee of the Township of Pennsanken ; the Merchant- 
ville Chamber of Commerce; the Board of Commissioners of the Bor- 
ough of Collingswood; the Camden County Mayors Association: the 
Deeper Delaware Committee of New Jersey and the South Jersey 
Industrial Union Council. ; 

It is obvious all of these relate to the New Jersey aspect of this im- 
provement and we have filed these and a copy with each member of 
the committee so that you can see there is unanimity of opinion insofar 
as we folks in New Jersey are concerned. ; 

There was one statement made by a preceding chairman in the way 
of an inquiry as to whether or not the United States Steel Co. would 
not be the principal beneficiary of this improvement. I think that 
the people of New Jersey will be the principal beneficiary, because we 
are at the present time experiencing a great influx of residential devel- 
opment and we are looking to the industrial development of the Dela- 
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ware River, particularly on the New Jersey side between Camden 
aud Trenton, to provide our municipality with industrial rated articles 
that will help offset the municipal burdens we must meet in municipal 
and residential developments. 

We respectfully ask that you include as part of the record a state 
nent of Mayor George E, Brunner of the city of Camden, and also the 
statement of Mayor Edward M. Stewart, of the township of Pennsau 
ken, Which two communities represent the principal industrial com 
munity having river frontage in Camden County, the statement oi 
Henry W. Peterson, secretary of the South Jersey Port Commission, 
and also the brochure of the Deeper Delaware Committee of New 
Jersey, Which pinpoints particularly, the importance of this improve- 
ment to the people of New Jersey. 

(The statements of the Mayors of Camden and Pennsauken had not 
been received by the committee at the time of printing these hearings. 
the statement of Mr. Henry W. Peterson follows :) 


STATE OF NEW JERSEY, 
SoutH JERSEY PorT COMMISSION, 
Camden, May 5, 1955. 


Re Delaware River between Philadelphia,.Pa., and Trenton, N. J.; and Dela- 
ware River between Philadelphia, Pa., and the sea. 


Hon. FRED MARSHALL, 
Chairman, House Public Works Subcommittee No. 1, 
Washington, D. C. 

DEAR CONGRESSMAN MARSHALL: The South Jersey Port Commission, whose 
offices are located at the Camden Marine Terminals, at the foot of Beckett Street 
in Camden, N. J., is a State agency created and established by the Legislature 
of New Jersey by virtue of chapter 336, laws of 1926, and subsequent amend 
ments thereto. The commission exercises the authority and powers of the South 
Jersey Port District, a public corporation and body politic. Among its defined 
powers are the survey, development, control and operation of port facilities in 
such port district, and the furtherance of commerce and industry in the district. 
The South Jersey Port District includes the counties of Mercer, Burlington, 
Camden, Gloucester, Cumberland, Salem, and Cape May, the seven tidewater 
counties of New Jersey bordering on the Delaware River and Bay. 

In keeping with the mandate issued by the legislature, the port commission 
has consistently advocated and supported projects on the Delaware River and 
its tributary streams which would promote increased commerce as well as in- 
dustrial growth. 

The South Jersey Port Commission owns and operates the Beckett Street Ter- 
minal, and acts as agent for the city of Camden in the operation of the Spruce 
Street pier. There is a substantial investment in these two units comprising the 
Camden Marine Terminals, which are open to all on equal terms. The com- 
herce passing through the Camden Marine Terminals has, during the past 24 
years, far exceeded the fondest expectations of the original proponents of the 
project. 

The South Jersey Port Commission has authorized its secretary to appear 
before your committee in favor of an appropriation sufficient to permit com- 
mencement of the work on the above-titled project during the 1955-56 fiscal year, 
Without requiring monetary contributions on the part of local interests. 

This commission is fully aware that your committee is in possession of all 
the necessary facts and documents concerning this project, and, therefore, is re- 
fraining from burdening the record by submitting repetitious material. 

This commission desired to call the attention of your committee to the fact 
that, on March 2, 1945, the project covering the Delaware River at Camden, 
N. J., was modified to provide 37 feet of water in front of the Camden Marine 
Terminals, Camden, N. J. (H. Doe. 353, 77th Cong., 1st sess. ) 

The port commission has not heretofore requested an appropriation for this 
Project only because no money has been appropriated for the authorized 37-foot 
oo from the Philadelphia-Camden Bridge to the navy yard. (June 20, 1938, 
‘. Doc. 159, 75th Cong., 3d sess. ) 


4° 


WUICTIGAN LIONANICS 


§ CLPED ALE 


@aervirirranti 





204 


The Chiet or Engineers, United States Army, in his annual report for 195; 
estimates that the revised cost for the 37-foot project at Camden, N. J., woul 
be $1,155,000. 

The South Jersey Port Commission respectfully requests that Congress pry. 
vide the funds to construct the project at Camden at the same time the author. 
ized 40-foot channel is dredged. 

Respectfully submitted. 

HENRY W. PETERSON, Secretary 


Mr. Scuap. I join with the National Legislature Organizations whi 
have spoken to the committee in asking that this project be improved 
with a $25 million appropriation without any local participation or 
without the extraction of any marine tolls on the users of the said 
highway and point out the importance that it means to the people of 
New Jersey. 

I want to thank the chairman for the opportunity of making this 
presentation. 

Mr. Marswatx. Senator O’Conor? 

Mr. Scuap. Senator O’Conor had to go to another meeting and he 
asked if I would file with you this statement on behalf of the Amer: 


can Merchant Marine Institute. 
(The prepared statement of Senator O’Conor follows :) 


STATEMENT OF THE AMERICAN MERCHANT MARINE INSTITUTE, INC., TO THE Svs 
COMMITTEE ON PUBLIC WORKS OF THE HOUSE COMMITTEE ON APPROPRIATIONS, 
FOR THE DELAWARE PorT AREA FOR THE I'ISCAL YEAR 1956 


The American Merchant Marine Institute, Inc., through its counsel, Herbert 
R. O’Conor, entered an appearance before this committee on the 26th of April 
and presented a statement on the fund requirements for navigation improve 
ments and maintenance for the fiscal year 1956. In that statement the Amer- 
can Merchant Marine Institute itemized a number of projects not listed in the 
Presidential budget for which it believed imperative that funds be appropriated 
for the initiation of several projects in accordance with approved authoriz- 
tions. Among the several projects was the Delaware River, Philadelphia, Pa, 
to Trenton, N. J., for which an appropriation of $6 million was recommended 
for the fiscal year 1956. The institute also recommended adequate funds for 
deepening and enlarging of Mantau Creek anchorage area as well as sufficient 
maintenance funds to restere the channel from Philadelphia to the sea t 
authorized depths. 

The American Merchant Marine Institute is a trade association compose 
of 54 United States steamship companies operating approximately 6 milliol 
gross tons of American-flag tank, passenger, dry cargo, and collier vessels it 
the domestic and foreign trades of the United States. It is the duty of the 
institute to keep abreast of shipping developments and the requirements fot 
harbors and channels, and in our statement presented before this committe 
on April 26, 1955, we presented an analysis of the current trends in shippits 
These trends in bulk-carrier and dry-cargo vessels have an important bearif 
on the channel to be provided from Philadelphia, Pa., to Trenton, N. J. 

Our purpose in asking consideration by this committee today is to suppor 
the statement prepared by the Joint Executive Committee for the Improvemel! 
and Development of the Philadelphia Port Area, which statement has Deel 
filed with this committee. We concur in the recommendation of the joint exect 
tive committee that the Congress of the United States reaffirm its responsibility 
for the improvement of shipping channels of the Nation by enacting in the pre* 
ent Congress the appropriations of funds for the fiscal year of work on tht 
improvement of the Delaware estuarial harbor. 

We urge that the Congress give this project full consideration and provide 
the funds as requested by the joint executive committee. 
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STATEMENT OF CONGRESSMAN GREEN 


Mr. Taser. I see Congressman Green of Pennsylvania is now in the 
room. We will be glad to hear from you, Mr. Green. 

Mr. Green. Mr. Chairman, I am Congressman Green of Phila- 
delphia. 

Mr. Chairman and members of the subcommittee, I wish only to 
make a few observations which 1 feel may be of value to you in con- 
sidering this piece of legislation. 

First, I would remind you that the merits of providing a deepwater 
channel for the upper river has already been established. We ap- 
proved the project in the 83d Congress by an overwhelming vote. ‘Then 
the President formally enacted it into law as part of Public Law 780. 

I wish to point out, too, that it was the Corps of Engineers, the 
agency responsible for this type of improvement, that recommended 
the upper section of the Delaware River be opened to deep-draft ship- 
ping. 

The sole question then is, who pays? This question by the way has 
never been raised on work involving a major navigable river channel. 

The administration insists on what it calls local cost sharing. It 
wants some individual local interest to pay at least $18 million of the 
estimated $91 million cost. This, I suppose, is what the administra- 
tion means when it talks of partnerships between Federal, local and 
State governments. My answer to this is that areas and individuals 
closely identified with the Delaware River have already paid far more 
than their share. They have paid it in taxes. They have paid it in 
capital improvements all along the river. 

You must remember, this is not a local project, or even an area 
project. Directly involved is the economic future of 3 States: Penn- 
sylvania, New Jersey, and Delaware. In this scene are some 50,000 
plants and millions of people. I would venture to say that along both 
sides of this river is the greatest industrial area of the United States 
and I would like to point out at this time that it is very important in 
the interests of national defense. 

In this tri-State area, the 14 counties closest to the Delaware River 
this year are paying an estimated $2,100 million in Federal income 
taxes. This is real local cost sharing. From the shipping which now 
moves on the river, shipping that would increase greatly with the 
opening of the upper section of the Delaware, the Federal Treasury 
receives almost $52 million a year in customs fees. This, too, is local 
cost sharing. 

Philadelphia, Chester, Camden, Trenton, and Wilmington, and other 
cities along the river have expended many millions of dollars in im- 
proving piers, wharves, and other facilities. Private industry has 
spent billions in capital improvement. Here is more cost sharing. 
_In the face of all this, I think you will agree that the administra- 
tion’s sudden clamor for local participation just does not make sense. 
I think it is more to the point that the amount of custom fees collected 
from Delaware River shipping will more than pay the entire cost of 
this improvement in just 2 years. 

rhe plain fact is that the Federal Government has made money 
from the Delaware and it will make more by investing $91 million of 
the taxpayers’ own money in an improvement no one can argue against. 


62348—55—pt. 2——-17 


§ TEPERAM ARTE 4 


Dill Uf MILTIGAN LIOMANICSO 


rereiTer sie eeerver+iryant 





_ i ee & 8 


The $25 million asked in my bill will get this important project 
started. 

The navigable length of the Delaware from Trenton to the sea 
is 132 miles. We now have a deep channel from a point in Phila- 
delphia down to the sea. What we now need is to have the remaining 
37 miles dredged. This upper portion is now a deadend strait to 
navigation. There is no excuse for this. There is no exeuse for 
the Federal Government’s refusal to do the work, just as it has done 
for every other major port in the country. 

I am sure this subcommittee will agree that the indecision caused 
by the administration’s vague insistence e on cost sharing amounts to 
nothing more than rank discrimination against the Nation’s second 
greatest port. This indecision has already blocked some plant ex- 
pansion. We are not seeking a handout. This is purely a Federal 
responsibility. What we want is an investment of the taxpayers’ 
money in a project that, according to the Corps of Engineers’ ow, 
figures, will bring a return of almost 2 to 1. When C ongress gets an 
opportunity to make this type of investment, it should not hesitate. 

I would just like to speak for a moment—Congressman Kirwan 
isn’t here, but during the early part of the hearings I attended he 
seemed to be under the impression that we are coming here in the 
interest of United States Steel. I don’t think I have to make any 
apologies to anybody. You all know my record in Congress, and | 
have never been a great supporter of big industry. This is an im- 
portant project to the people of Pennsylvania, New Jersey, and Dela- 
ware and it is extremely important to the country in the interests of 
national defense. They try to stress the fact that the only plant that 
was going to benefit from this project was United States Steel. There 
are plants along the Delaware River from the United States Stee! 
plant—there is ‘the Rohn & Haas plant. There is a great deal of 
development in this area. I know because I live close to the Dela- 
ware—I live two blocks away from the Delaware River in northeast 
Philadelphia. The whole area from the United States Steel plant 
all the way down to Allegheny Avenue, which is probably a distance 
of maybe 15 or 20 miles, is an area of new development. It is the most 
promising industrial development in the United States. 

We not only have the United States Steel plant there, but we have 
other plants and, although it is not officially known, it is rumored 
that other steel companies are coming along there. And why would 
anybody with any commonsense expect one industry to pay the cost 
of a development that is going to benefit everybody? This will bene- 
fit the aie of Philadelphia, the people in Pennsylvania, New Jersey, 
and Delaware and will benefit the Federal Government in the interests 
of national defense. 

I don’t think that I can stress too much the national defense interest 
in this project. 

Now we were greatly disappointed when the Director of the Budget 
failed to include funds in budget for the development of this project 
after we had appealed time and time again to the administration. 
I think this is important to every Member of Congress. We all have 
an interest in projects throughout the country. I don’t see any reason 
why any Member of Congress would allow this project, whether you 
like it or don’t like the project, why you would allow this project to 
be used as a guinea pig. 
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When the administration comes along and expects some local par- 
ticipation, they specifically point out the United States Steel. I think 
this is an important project, I think this as a good project, and I 
appeal to the members of the subcommittee to go along favorably 
with us. 

Mr. MarsHaui. We are pleased to have your statement. 

We will be very glad to hear from our able and distinguished col- 
league, Congressman Byrne. 


STATEMENT OF CONGRESSMAN BYRNE 


Mr. Byrne. Mr. Chairman and gentlemen of the committee, I would 
like to take this opportunity to make a few remarks regarding the 
appropriation for a 40-foot channel in the Delaware River from Phila- 
delphia to Trenton. 

This project which was first undertaken in 1939 is of very deep 
concern to me. The congressional district which I represent borders 
on the Delaware River from South Street to the Frankford Creek. 
Much industry is centered in this area and considerable industrial 
development is expected to follow the channel deepening. The results 
of the earlier channel project are sufficiently heartening, both to the 
State of Pennsylvania and to the Federal Government, to warrant 
expenditures on the project presently under consideration. 

Let me point out, furthermore, that we are not requesting Govern- 
ment subsidization of the Delaware River Channel project. We are 
asking the Government to invest in it. During the past 50 years 
the development of the Delaware River has cost the Government 
$105 million. Yet for each of these dollars the Government has 
received in return $14.25. 

There is every reason to believe that this return will be greatly 
increased in the coming years because of the value to the Nation of 
this project. 

Mr. ANDERSEN. Congressman, may I interject there: Will you 
analyze for me that figure you have just given as to returns to the 
Federal Government, $14 to $14 

Mr. Byrne. | believe for every dollar that was spent with the col- 
lector of customs, $14 was returned. Am I right on that, Mr. Schad ¢ 

Mr. Scirap. Yes. 

Mr. ANDERSEN. You mean in import duties? 

Mr. Byrne. Yes. 

The building up of the Delaware River Valley will bring more 
people into the area, with the inevitable result of new communities, 
new business interests, and therefore more financial stability. In 
addition, the impetus to the shipping industry and to the allied in- 
dustries—trucking, railroads, et cetera—will be increased by the 
attractions of a port accessible to the sea. 

Let me assure you this outlook is not being dramatized for the 
‘ike of optimism. The history of the Delaware River Valley points 
up its potentialities. Approval of the appropriation for this project 
will be a service to the country as a whole, and the Government interest 
nit will be repaid many times over. 

Now, gentlemen, on this project in which we have such a personal 
Interest, along the Delaware River about 8,000 industries would be 
affected by this deepening of the channel; this would mean with the 
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state of unemployment up there, it would bring taxes into the Goy.- 
ernment, work to the people—when the people “work they pay taxes, 
It would mean so much to three States in purchasing power. I don't 
know why Philadelphia should be made the guinea pig, just as my 
colleague, Mr. Green, has stated, when so many other projects have 
never been challenged. 

Gentlemen, I will leave with this thought, that I hope you se 
your way to give our project consideration. 

Mr. Marsuaty. We are very pleased to have your statement. 

At this time we will hear from our good friend and able colleague, 
Congressman Chudoff. 


STATEMENT BY CONGRESSMAN CHUDOFF 


Mr. Cuuvorr. I just want to take this opportunity to concur in 
the statements and thoughts presented to the committee by the public 
officials of the city of Philadelphia and the Commonwealth of Penn. 
sylvania, the State of New Jersey, and the State of Delaware, and 
my colleagues in the Congress. 

I think it would be only repetitious if I took the committee’s time 
in setting forth the arguments that you have heard over and over 
again this afternoon. For the sake of brevity, I feel that if the 
committee gives all of the statements heard every possible considera- 
tion, they will approve this request for this appropriation. 

Mr. Marsnau. Thank you for your statement. 

We will be very glad to hear from Congressman Barrett. 


STATEMENT BY CONGRESSMAN BARRETT 


Mr. Barrerr. Anything I say would naturally be repetitious, but 
T would like to highlight my statement with the following facts: 
From 1950 through 1954 there were 120 accidents reported on the 
Delaware River; 169 vessels were involved with a total damage cost 
of $13,445,845. ‘The cost in human lives was 28. 

Now, if amortization plays a part in the deepening of this Delaware 
tiver Channel, certainly the saving of human lives plays a greater 
part. Hence, Mr. Chairman, to save you the time I would Tike to 
submit my statement. 

Mr. Marsuaty. We will be very glad to accept the statement in the 
record, 

(The prepared statement of Mr. Barrett follows :) 


Mr. Chairman and members of the committee, the rivers in the United States 
today serve a twofold purpose. They are harnessed to provide needed power f0! 
the industries and communities nearby and, secondly, they are developed ani 
serve as highways of commerce. 

The Delaware River is one of the best-known waterways in the East and not 
only provides electric power for the Philadelphia area but is one of the mail 
arteries of transportation. We are mighty proud of its development and ate 
privileged to appear before you today for help in obtaining the moneys need 
to promptly begin the improvement of the channel from the lower end of Philt 
delphia to the head of the tidewater at Trenton, N. J. 

The United States has long been recognized as a leader of commerce and for ! 
still growing Nation this is indeed an accomplishment. Our growth and pro* 
perity depends largely on increased trade which, in turn, depends on up-to-date 
channels and waterways. 

To state here that the Delaware Channel is today being utilized to every adval 
tage would be in error. It is outmoded and instead of providing a vital link !! 
our transportation system, it is a hindrance to profitable trade. 
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Between 1950 and 1954 120 accidents oceurred on the Delaware. The number 
of vessels involved was 169 and the total damage amounted to $13,445,845. The 
cost in human lives was 28. 

Of the 120 accidents reported during this period, 57 were listed as groundings 
with damage amounting to $202,717. Thirty-nine collisions between vessels were 
recorded With an established damage of $12,597,830. There were 11 instances 
where vessels collided with bridges and piers. The damage was $186,100. <A 
$450,198 damage was reported as the result of collisions with other objects in 
and along the channel. 

Is it any wonder that the captains of large cargo vessels and ocean transports 
are most reluctant to use the facilities of the Philadelphia port when it is never 
known what might happen before berthing? 

I made every attempt to obtain a compilation of all the accidents that have 
occurred on the Delaware, but unfortunately the information was not available. 
However, I am sure the facts and figures I have already presented will definitely 
indicate that improvement of the channel is imperative. 

I have purposely stressed the accident rate in my presentation because the 
many reasons why the Federal Government should appropriate funds for the 
deepening of the river have already been fully covered. 

I would like, however, to raise some questions as to why the executive depart- 
ment is trying to have Congress depart from its long-established practice of 
financing these improvements. 

It is fundamental that the expenditures for public works of this nature benefit 
the whole national economy by increasing trade, promoting industrial activity, 
creating employment, ete., which contributes to greater revenues for the Federal 
Government. The improvement of America’s navigable rivers has traditionally 
been a Federal function. 

Now why does the present administration suddenly decide that the private 
industries along this great waterway should pay part of the cost of this necessary 
improvement? The same sort of assessment was not levied against property 
owners along the St. Lawrence seaway. 

Deepening of the Delaware Channel is not a subsidy such as is paid directly 
by the Government to farmers, to the airlines, to shipbuilders. This is a national 
artery of interstate and foreign commerce. 

I feel very strongly that the refusal of the administration to recommend or to 
acquiesce in Federal assumption of full costs is a serious encroachment on the 
legislative power. The authorization and the appropriation of funds for such 
purposes is and always has been the prerogative of the Congress. 

I think it is unfair that the great Commonwealth of Pennsylvania and our 
neighboring States of Delaware and New Jersey should be forced to come here 
to plead for the same fair and just treatment accorded all others on projects of 
this nature. 

So far as I have been able to learn the same requirement of private contribution 
to share in the costs has not been made a condition to Federal aid for any other 
project of this type. If an innovation in policy is being tried in this field of 
public works, it should apply equally to all. 

Frankly, I am beginning to doubt that an economy move is the real motive 
behind this effort. In the light of past practice it begins to look very much as 
if we are being penalized by the present administration. 

Today one of the most descriptive phrases in use nationwide is “king size.” 
We might say here that the administration is in the process of setting a king 
size precedent at our expense. 


Mr. Marsuau. Are there any other of our colleagues who wish to 
make statements at this time? ‘There may be some organizations here 
who wish to file statements. We will be glad to have your statement 
at this time, sir. 


STATEMENT BY MR. BELOPOLSKY 


Mr. BeLoporsky. The gentlemen who have preceded me have ably 
covered the subject. However, I would just like to put in the record 
the view of the city counil of the city of Burlington and it will only 
take a minute or so to do it. u 
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Inasmuch as the 83d Congress‘of the United States approved the 
project to deepen the Delaware River navigational channel'to a depth 
of 40 feet from Philadelphia to Newbold Island, and 35 feet from 
Newbold Island to Trenton, the common council of the city of Bur- 
lington, representing the largest city in Burlington County, of ap- 
proximately 15,000 citizens, whose boundary lines border on a portion 
of the upper Delaware River, does urgently recommend that $25 
million be appropriated by the present Congress, as provided in legis. 
lation being considered by the appropriations subcommitee, to com- 
mence the process of dredging the authorized channel as expeditiously 
as possible. And also that an appropriation of $1 million be consid- 
ered by the appropriations subcommittee, to cover the cost of damage 
to the river bank at any area damaged by the process of deepening 
the channel. 

I want to thank this committee for giving me the opportunity to 
make this statement and I submit my prepared statment for the 
record. 

(The statement of Mr. Belopolsky follows :) 


STATEMENT FOR THE COMMON COUNCII. OF THE CITY OF BURLINGTON, N. J., To Br 
PRESENTED BY Mr. HERMAN BELOPOLSKY, SOLICITOR FOR THE CrtTy OF BurRLIne- 
TON, BEFORE THE SUBCOMMITTEE OF THE HOUSE APPROPRIATIONS COMMITTEE 


At the regular meeting of the common council of the city of Burlington, N. J, 
on Tuesday evening, May 3, 1955, a resolution was passed placing the governing 
body of the city of Burlington on record as favoring the deepening of the upper 
Delaware River Channel. A second resolution was passed directing Mr. Belopol- 
sky, city solicitor, to attend the hearings and to present the views of the governing 
body of the city of Burlington concerning the deepening of the upper Delaware 
River Channel: 

1. Inasmuch as the 88d Congress of the United States approved the project 
to deepen the Delaware River navigational channel to a depth of 40 feet from 
Phiiadelphia to Newbold Island, and 35 feet from Newbold Island to Trenton, 
the common council of the city of Burlington, N. J., representing approximately 
15,000 citizens of this city whose boundary lines border on a portion of the 
upper Delaware River, does urgently recommend that $25 million be appropriated 
by the present Congress as provided in legislation being considered by the Appro 
priations Subcommittee, to courmence the process of dredging the authorized 
channel as expeditiously as possible; that an appropriation of $1 million be 
considered by the Appropriations Subcommittee to cover the cost of damage to 
the river bank at any area damaged by the process of deepening the channel. 


Mr. Marsuatyi. Thank you Mr. Belopolsky. 
We will be glad to hear your statement, Mr. Thompson. 


STATEMENT BY MR. THOMPSON 


Mr. Tuomrson. I am Chester C. Thompson, president, Americat 
Waterway Operators. My office is at 1319 F Street, Washington, and 
I will file a statement. 

(The statement referred to follows:) 


STATEMENT OF CHESTER C. THOMPSON, PRESIDENT, THE AMERICAN WATERWAYS 
OPERATORS, INC., WASHINGTON, D. C., ON DELAWARE RIVER PROJECT 


My name is Chester C. Thompson, I am president of the American Waterways 
Operators, Inc., a voluntary nonprofit national association of domestic water 
carriers and operators serving the inland rivers, canals and waterways, and the 
bays, harbors and sounds of the United States. The association maintains its 
principal office at 1319 F Street NW., Washington, D. C., with regional offices i0 
New Orleans and New York Gity. 
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This national association is very much interested in the deepening of the 
Delaware River Channel between Philadelphia, Pa., and Trenton, N. J.; thus it 
strongly urges that an adequate appropriation be recommended to enable the 
Corps of Engineers to undertake this improvement during the fiscal year 1956. 

Your subcommittee, no doubt, is familiar with the authorization of the above- 
mentioned improvement contained in the River and Harbor Act of 1954. It pro- 
vides that the Delaware River be deepened in accordance with the recommenda- 
tions of the Board of Engineers for Rivers and Harbors, which are to the effect 
that the Federal Government should assume full cost of this deepening, as it has 
always done on similar projects. 

The board of directors of this organization adopted the following resolution 
at its meeting on December 8, 1953: 

“Be it resolved, That the American Waterways Operators, Inc., opposes the 
recently announced proposal of the Chief of Engineers, Department of the Army, 
in which he advocates the levying of ‘river utilization’ fees to reimburse the Fed- 
eral Government for expenditures incurred in the improvement of the Delaware 
River between Philadelphia, Pa., and Trenton, N. J., as a matter of principle; 
that on engineering projects of this nature the recommendations of the Chief of 
Engineers should be based solely upon economic justification of the proposed 
improvements and when this has been determined the entire cost should be borne 
by the United States Government; and, further, the officers of this association 
are hereby directed to implement this declaration of policy by making it known 
to the Congress, the Secretary of the Army, the Chief of Engineers, and other 
appropriate officials.” 

There is no doubt that the acceptance of the recommendation of the Bureau 
of the Budget that local interests be required to make a substantial contribution 
toward this improvement would establish a precedent which would adversely 
affect the economy of inland water transportation and its importance to the 
national transportation structure and system. Such’ a contribution in effect 
would provide for the imposition of tolls or user charges, which is contrary to 
the long-established national policy that the navigable waters of the United 
States are public highways, open to the use of the public generally, and that 
there is to be no restriction on their utilization in the form of user or operating 
charges, 

Under the American form of Government, public and private funds should not 
be commingled to finance an improvement belonging unqualifiedly to the public 
and open, without discrimination, to all who respect the laws and regulations 
governing its usage. It is, therefore, again respectfully urged that a substantial 
appropriation be made available to the Corps of Engineers to undertake this 
much needed deepening and improvement of the Delaware River from Philadel- 
phia to Trenton, without any requirement that there be reimbursement by or 
contributions from these who will utilize this deeper channel, required to meet 
the needs of commerce in the area. 


Mr. Marsuauty, Thank you, Mr. Thompson. We will now be glad 
to hear from Mr. Haines. 


STATEMENT BY MR. HAINES 


Mr. Haines. My name is I. Snowden Haines. I represent the 
Greater Burlingtam Chamber of Commerce in Burlington County. 

I would like to file a statement, if you will permit me. 

Mr. Marsuauti. Without objection that will be inserted at this 
point. in the record. 

(The prepared statement of Mr. Haines follows :) 


STATEMENT FOR THE GREATER BURLINGTON CHAMBER OF COMMERCE To BE PRre- 
SENTED BY Mr. I. SNOWDEN HAINES BEFORE THE SUBCOMMITTEE OF THE HOUSE 
APPROPRIATIONS COMMITTEE 


‘ At a meeting of the Greater Burlington Chamber of Commerce, held on Mon- 
day, April 25, 1955, Mr. I. Snowden Haines, a member of the board of directors, 
was delegated to present the following statement concerning the deepening of 
the upper Delaware River Channel: 
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1. Inasmuch as the 83d Congress of the United States approved the project 
to deepen the Delaware River navigational channel to a depth of 40 feet from 
Philadelphia to Newbold Island, and 35 feet from Newbold Island to Trenton, 
the Greater Burlington Chamber of Commerce, representing the major indns. 
trial and commercial enterprises located within the bounds of the city and 
township of Burlington, whose boundary lines border on a portion of the upper 
Delaware River, does urgently recommend that $25 million be appropriated by 
the present Congress as provided in legislation being considered by the Appro- 
priations Subcommittee to commence the process of dredging the authorized 
channel as expeditiously as possible; that this deepening of the upper Delaware 
River be financed wholly with Federal funds; that an appropriation of $1 million 
be considered by the Appropriations Subcommittee to cover the cost of damage 
to the river bank at Florence, N. J., or at any other area so damaged by the 
process of deepening the channel. It is further requested that the recommenda- 
tions of the Army Corps of Engineers be accepted in full with respect to protec 
tion of local areas. 

2. The Greater Burlington Chamber of Commerce unanimously believes that 
to ask for local contributions toward the cost of dredging the upper Delaware 
River would set a precedent contrary to tradition, and would be in direct 
opposition to views expressed by congressional delegations from the Delaware 
Valley and the unanimous opinion of major newspapers and public opinion in 
this area in general. 

Other industries on the New Jersey side of the Delaware River which would 
benefit by a deeper channel : 

. United States Pipe and Foundry Co. 
. R. D. Wood. 
3. Esso Standard of New Jersey. 
. Hercules Powder Co. 
. New Jersey Public Service. 
. Colorado Fuel and Iron. 
. Standard Steel Spring. 
. Trenton Marine Terminal. 
9. United States Steel. 

Mr. Hatnes. May I also say in explanation of this brochure you 
have, we call : attention to nine industries in our county bor dering on 
the Delaware River that would benefit by the deeper channel. I 
would like to give you those names, because I think you might recog- 
nize some of the names. I would like to read that into the record, if 
you don’t mind. 

Mr. Marsnatyi. You may do that. 

Mr. Harnes. The United States Pipe & Foundry Co., R. D. Wood, 
Esso Standard of New Jersey, Hercules Powder Co., New Jersey 
Public Service, Colorado Fuel & Tron, Standard Steel Spring. 

Now, here is one out of the county: Trenton Marine Terminal. 

All these are in addition to United States Steel that are bordering 
on the river, now, and it is our belief that the action of the 83d Con- 
gress speaks for itself, and we in Burlington County are shocked and 
surprised at the action lately having to do with this $25 million that 
has been held up. 

We had hoped that this thing would have been started before now, 
and really believed that with all the bac king it has received from every 
interested party that we would anticipate that the administration 
would support it wholeheartedly. We have been working under that 
impression so these people have not been organized to speak for this 
improvement, simply because they felt that the appropr iation would 
be automatic, after the action of the 83d C ongress. 

Thank you very much, Mr. Chairman. 

Mr. Marsuaty. Thank you very much. 





263 
STATEMENT BY MAYOR STEWARD 


Mayor Steward, I believe you have a statement. 

Mr. Stewarpb. I would like to speak as the mayor of Pennsauken 
Township. 

In behalf of the Township of Pennsauken I would like to express 
to the committee the appreciation of our community in permitting us 
to be heard on the matter of the appropriation for the deepening of 
the Delaware River Channel to a depth of 40 feet. 

Pennsauken Township is a community of approximately 27,000 
people located in Camden County, N. J., with approximately 5 miles 
of frontage on the Delaware River. 

As you | gentlemen are no doubt aware, southern New Jersey, and 
our section of the State in poner is presently enjoying a develop- 
ment unprecedented in the area or in the country as a whole. The 
development of the area is Saas with a balanced proportion, 
as to both industrial and residential growth. 

The problem of any small community experiencing a growth such 
as ours, presents a most serious local problem. The new “residents of 
the area require educational facilities for their children. They re- 
quire increased police and fire protection. Additions must be built to 
municipal water and sewer plants. Facilities for the disposal of 
refuse must be increased. These are problems which we recognize and 
accept as local municipal responsibilities. It is a well established 
fact that except in a few rare instances, municipalities cannot supply 
the demands of a growing community for increased municipal facil- 
ities without creating an unbearable burden on residential homes, un- 
less the tax rolls of that community contain a substantial portion of 
industrial and commercial enterprises. 

Through the long-range planning for the development of our com- 
munity, we have been able to balance the proportion of residential 
properties with the industrial properties and as a result of such plan- 
ning, we enjoy a financial position that is equaled by a few areas, 
and a tax rate that is the lowest in Camden C ounty, and materially 
below the average rate for both Camden County and New Jersey as a 
whole. 

The prospects for the growth of our community in the immediate 
and foreseeable future are excellent. If we are to maintain the balance 
of growth which we have had in the past 10 years, we must take ad- 

vantage of the tremendous potential that is ours in developing the 
river area for industrial uses. 

We believe it to be an undisputed fact that the present and potential 
industries of the Delaware River Valley are unexcelled in the entire 
United States and are of tremendous importance to the entire economy 
of the Nation, either for peacetime development or as an arsenal of 
democracy in the event of war. 

We believe it to be of the utmost importance to the Nation as'a whole 
and to this area in particular that the traditional policy of the Federal 
Government in maintaining at Government expense the great water- 
ways of the country be continued. 

We further believe that it is unduly discriminatory to require local 
interests of the Delaware Valley to pay a portion of the costs of 
deepening the Delaware River Channel when similar services were 


® @a744L 88 428% © 


ee sia © 2D Bee 


UNIVENRSIIT UF MILTIGAN LIDRANICS 


°3.8 a4 


za 


ts 





264 


performed wholly at the cost of the Federal Government in com- M 
petitive areas. hecal 
It seems unnecessary to call to your attention that the waterway J j1),. 
of the port of New York has always been deepened and maintained J yc! 
at the expense of the Federal Government. For the present develop- J kx 
ment of the St. Lawrence seaway, that will be developed entirely at & jhe | 
Federal expense without contribution of local interests and will be in & yy sa 
direct competition with the Delaware Valley area. woul 
We most respectfully urge that the committee follow the original l« 
mandate of Congress to deepen the Delaware River Channel at the 9 this 
expense of the Federal Government and that you disregard the ree. 3 eybe 
ommendations of the Bureau of the Budget that $18 million of the && ,¢ ¢| 
cost of this project be paid by local interests. 
Mr. Marsuauu. We thank you for your statement. I note that you 
made some reference to the St. Lawrence seaway. I think it might 
be interesting to people here to know that had that project been put 
into effect in 1940 when there was considerable interest in having it 
constructed, the United States would have had the benefits of the en- 
tire channel and the cost would have been no greater than the 50 per- 
cent that we are putting in at the present time. It is rather an 
amazing thing, to show how much construction costs have increased 
in these comparatively few years. that 
Miss Stretch, we will be glad to hear from you now. to ay 
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Miss Srrercu. I am a director of the Camden County Chamber 
of Commerce and owner and editor of the Camden Courier Post. 

Sir, we have commented editorially many times upon this problem, 
and of course we are interested very much in the industrial and resi- 
dential development of south Jersey. We feel that we are in the 
beginning of one of the most terrific booms of that type in this country. 
Our circulation alone has increased 51 percent in the last 8 years, 
which is more than any newspaper in the country. Naturally, we 
are interested in the future of the area. 

Mayor Stewart brought up the St. Lawrence seaway. It is the 
first time I have heard it mentioned today. We have commented 
editorially many times that we find it extremely suspicious that there 
was never any question of local cost, or local participation in the cost 
of the opening of the St. Lawrence seaway, in the 30 years that it was 
in controversy. 

We recognize the fact that the Canadian Government. is sharing 
in the cost, but we also find it suspicious that the St. Lawrence seaway 
authorized in this administration—which I fought to get into office, 1 
incidentally— and we find it suspicous that certain Cabinet officials if P 
or members, let us say, who have had interests that might benefit by J" 1 
the St. Lawrence seaway, never brought up this subject before, and all 7 | 
of a sudden for the first time in the history of this country, local par- the : 
ticipation has been brought up in the Delaware River, where very a 
competitive interests are interested in developing their bsuiness. ca : 

I think that is all we have to say. * . 

Mr. Marsnaty. Well, that was a very good statement and I can MM ;"* 

I , y goo nt a of th 
very easily see why you are a member of the chamber of commerce ca 

Miss Strretcu. Thank you, sir. i 
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Mr. MarsHaty. We want to say to the group that is still here that, 
because of the important legislation that is being considered in the 
House of Representatives today, Members have had to come and go 
much more than would otherwise be the case. We had a choice to 
make. A number of people were here, and the choice was to delay 
the hearing, which I am afraid would have been considerably more 
unsatisfactory to you, or to proceed with the hearings, knowing there 
would interruptions. 

I do assure you that your testimony which is presented here before 
this committee will be taken into consideration by all members of the 
subcommittee, even though some of us were necessarily absent part 
of the time and so did not have the opportunity of hearing all the 
verbal testimony. 

Now, I notice a few more of our colleagues are present. We are 
pleased to have before our committee, Congressman James, of Penn- 
sylvania, who is a distinguished member of our Committee on Appro 
priations. We will be very glad to hear from Congressman James. 


STATEMENT BY CONGRESSMAN JAMES 


Mr. James. Mr. Chairman, I desire to add my earnest hope to those 
that have been expressed here today that the committee will see fit 
to appropriate the entire requested amount—S25 million—for be- 
ginning the work of dredging the upper Delaware River Channel 
toaminimum depth of of 40 feet. I also desire to register my protest 
against any change in established policy with respect to the suggestion 
of payment in part for such projects by any industries that may be 


now or later benefited by necessary improvements and care of chan- 
nels in navigable waters. 

Today, statements have been made by some of the witnesses being 
heard on this matter, concerning the importance of the Delaware 
River to the great volume of shipping and other industries in the 
general area of Philadelphia. I have the honor to represent a dis- 
trict, bordering on the Delaware River, which has within its geo- 
graphic boundaries the second largest oil-refining operations in the 
world, at Marcus Hook, Delaware County, Pa. We know up there 
that the increasing activities and extension of facilities by many 
important companies will continue to cause the oil-refining industry 
upstream as well as in our area to grow and become vastly more impor- 
tant that it now is. Existing refineries in the Delaware Valley area 
lave a daily capacity of about 730,000 barrels and additional facilities 
for 130,000 barrels per day are underway. 

It has already been indicated by oil producers and refiners that 
much larger oil tankers and more of them will be entering the port 
of Philadelphia with cargoes of oil in the not far-distant future. 

These tankers alone are an important part of the traffic on the 
Delaware River. Because of failure in recent years to fully care for 
the existing channel in the Delaware River, several serious accidents 
have occurred pointing out not only the need for continued improve- 
lent of the existing channel, but accenting the need for continuing a 
waterway that will carry heavy-burden ships to the limits upstream 
of the Delaware River Valley in which there is every prospect of 
increasingly rapid industrial expansion. ; 

Mr. Marsuaun. Thank you for an excellent statement. 
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We would be very pleased to hear from our able and distinguishe/ 
colleague, Congressman McConnell from Pennsylvania. 


STATEMENT BY CONGRESSMAN M’CONNELL 


Mr. McConneti. Mr. Chairman, I am here to join the others from 
the area around Philadelphia, in strong support of the immediate 
dredging of the channel north of Philadelphia, in the Delaware River, 

I feel that, in connection with the present peonees we should follow 
the pattern of similar ones in the past, namely that the Federal Gov. 
ernment should bear the entire cost of the dredging, and not require 
that enterprises using the port and river facilities be obliged to share 
that dredging cost. 

Mr. Marsuaui. Thank you very much for your statement. 

We will now be glad to hear from our colleague from Philadelphia, 
Congressman Granahan. 


STATEMENT BY CONGRESSMAN GRANAHAN 


Mr. GranaHAN. As sponsor of legislation to appropriate $25 million 
for a start on the vital work of dredging a deepwater channel frou 
Philadelphia to Trenton on the Delaware River , 1 urge you to adhere 
in this matter to the policy laid down by the C ongress last year, and 
not follow the recommendations of the Bureau of the Budget. 

As the members of the subcommittee know, for we have discussed 
this problem many times on the floor of the House and in the cloak. 
rooms, the Budget Bureau is seeking to establish an entirely new 
principle of Federal law and Federal practice in the financing of 
national waterway project. 

I am sympathetic, of course, with the goal of the Budget Bureau 
and of the White House to balance the Federal budget. Experiel ice 
has shown it is not nearly as easy a thing to do as it is to talk about it. 
And, of course, if the United States Steel Corp. could be forced to 
pay $18 million of the cost of a $91 million waterway project, why 
that would help reduce the deficit somewhat. 

On the other hand, the goal of balancing the budget—worthy as it 
is—should not be allowed either to jeopardize so vital a project as 
this Delaware River Channel work or to establish a precedent which 
the Congress would certainly regret in the future. 

This is not United States Steel's fight ; it is a fight for what is right. 
It is a fight for the progress and advancement of one of the most im- 
portant ‘industrial and defense areas of the Nation. It is a fight to 
prevent discrimination against the Philadelphia area in the matter 
of waterways development. 

Whoever thought up this idea in the Budget Bureau should be re 
quired to explain why, after all these years of Federal responsibility 
for waterways dev elopment, it is now right or proper or justifiable to 
change all of the rules and all of the pr ecedents in order to hamstritg 
this one project. 
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We in the Philadelphia area are united in demanding fairness for 


our commercial and industrial interests in the furthering of this im- 
portant project. We want it built; we want it built with Federal 
funds—as the Congress said last year in the authorization law that it 
should be built. 

Congress rejected last year this proposal from the Budget Bureau 
to require the $18 million United States Steel contribution. We re- 
fused to write it into the authorization law. We made it a Federal 
roject exclusively. 

The Budget Bureau has no right, therefore, to seek to overturn the 
will of Congress on this matter. 

I urge the Appropriations Committee to stand fast for a principle 
it has always upheld in the past—that is, that matters of this kind are 
exclusively Federal responsibilities. 

Mr. MarsHatu. Thank you Congressman. 

We will now be glad to hear our colleague who, if I remember cor- 
rectly comes from above Philadelphia, Congressman King. 


STATEMENT BY CONGRESSMAN KING 


Mr. Kine. My district runs along the west bank of the Delaware 
from Philadelphia to Trenton. I have lived and operated a farm 
near the river for 33 years, so I have been quite familiar with the 
great expansion of population and the growth of industrial activity 
in this section during the last 10 years. 

The extension of the Delaware River port northward by deepening 
the channel to Trenton, as authorized last year, will undoubtedly be 
a great stimulant to further development of this very strategic ter- 
ritory. It seems to me that the reasons for appropriating the money 
for the start of this project are very compelling. 

It is highly recommended by Corps of Engineers; endorsed at every 
level of the Federal Government concerned with the undertaking: 
endorsed locally by civic groups, labor unions and by State and local 
government officials. 

This area’s high potential for greater industrial and maritime activ- 
ity constitutes an important bulwark of the Nation’s security. Much 
of this industrial capacity is equipped for military production. 

The port offers a higher guaranty of security than any other port 
inthe Nation. 

The Delaware has constituted an important seaport for more than 
000 years, and along its shores have grown dozens of important cities 
ind hundreds of thriving enterprises. 

[t offers as fine an area of opportunity as the Nation possesses for 
creating more commerce, more industry, more jobs, more production 
of goods and services to promote healthy economic expansion, and a 
higher standard of living for the American people. 

The ratio of the benefit to cost of project: has been figured at almost 
“tol, 
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In terms of dollars, the benefits are estimated at $8,450,000 as against 
estimated annual charges of $4,370,000. 

Asa harbor, the Delaware reaches a distance of 132 protected miles, 
But, as a first-class international seaport, the harbor’s vast. potentia] 
has been only partly realized. Its 40-foot channel ends abruptly at 
the southern edge of Philadelphia, leaving 37 miles at the upper end 
of the harbor in urgent need of modernization and improvement. 

It is strategically located with respect to sources of materials, labor, 
and markets to meet the accelerated demands of defense and civilian 
needs. 

For the foregoing reasons, I urge favorable action on your part 
promptly so that this project can be started without delay. 

Mr. Marsuauti. Thank you for your statement, Congressman. 

Are there any others who wish to make statements ? 

Mr. Scuap. Mr. Chairman, I would just like to file with you a 
statement in connection with the maintenance funds for the lower 
Delaware River. 

Mr. Marsuatu. We will be glad to insert the statement in the 
record and would like the other material for the use of the committee, 
We always like to keep such material as this in our committee file to 
have it complete. 

(The statement referred to follows :) 


STATEMENT OF Harry G. SCHAD, CHAIRMAN, JOINT EXECUTIVE COM MITTEE FOR THE 
IMPROVEMENT AND DEVELOPMENT OF THE PHILADELPHIA Port AREA, IN RE DELa- 
WARE RIVER-PHILADELPHIA TO THE SEA 


The joint executive committee endorses the budget allotments for general 
investigations, construction general, operation and maintenance general, and 
general expenses to be expended by the Corps of Engineers for civil functions 
within the Philadelphia district. Included is an amount of $4,500,000 for the 
restoration to its project dimensions of our authorized channel, Delaware River 
to the sea; also, $1 million to dredge to its project dimensions the Mantua Creek 
anchorage in the Delaware River. 

The attached brochure was presented to the last Congress to describe the 
dangerous situation (pp. 16, 17, 18) prevailing in the Delaware River between 
Philadelphia and the sea. The Corps of Engineers, with the sanction of the 
Bureau of the Budget, proposed a 2-year restoration program for which an amount 
of $4,785,600 was appropriated by the last Congress for the fiscal year ending 
June 30, 1955. The present budget recommendation of $4,500,000 is required to 
complete the channel restoration during the fiscal year ending June 30, 1956. 

The other items recommended in the budget for the new fiscal year will enable 
the Corps of Engineers to carry out the necessary work on various projects 
within the Philadelphia district. The joint executive committee urges the 
adoption of these recommended appropriatoins as listed for the various categories. 


(Norr.—The brochure referred to above was submitted for the com- 
mittee’s files.) 

Mr. MarsHau. Before concluding this afternoon’s hearing, there 
are a few statements and other material that, with the consent of the 
committee, I would like to have inserted in the record. 

First is a very excellent statement submitted by Joseph K. Costello, 
executive director, Delaware River Port Authority of Pennsylvania 
and New Jersey. 
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(The statement follows :) 


STATEMENT OF JOSEPH K. CoSTELLO, EXECUTIVE Director, DELAWARE Rivex Por 
AUTHORITY OF PENNSYLVANIA AND NEW JERSEY 


Iam Joseph K. Costello, executive director of the Delaware River Port Au- 
thority of Pennsylvania and New Jersey, a public corporate instrumentality of 
the two States. The principal office of the port authority is located on the 
Bridge Plaza, Camden, N. J., at the eastern end of the bridge over the Delaware 
River connecting Philadelphia, Pa., and Camden, N. J. 

On July 17, 1952, the Congress, by concurrent resolution, approved an inter- 
state compact enacted in 1951 by the Legislatures of the Commonwealth of Penn- 
sylvania and the State of New Jersey establishing the Delaware River Port 
Authority as the corporate successor to the Delaware River Joint Commission. 

It is the responsibility of our authority, under this compact, to promote the 
Delaware River as a highway of commerce and to improve and develop the Dela- 
ware River port. A detailed analysis of our obligations with respect to promo- 
tion, improvement, and development of the port area would be an undue burden 
upon this record and I shall not attempt it here other than by reference. 

For purposes of the matter now before you, it will suffice to note that, over a 
period of approximately 2% years, commissioners of the port authority have, by 
a series of resolutions, proclaimed their position as to deepening of the Delaware 
River Channel to a depth of 40 feet from the Philadelphia Naval Base to New- 
bold Island and, thence, 35 feet to the Trenton marine terminal. The resolutions 
hive taken these consistent positions: First, that the deeper channel is econom- 
ically feasible; second, that it is self-liquidating in terms of the total Federal 
investment; third, that it is warranted by the economic growth of the Delaware 
Valley and its industrial and agricultural hinterland and, fourth, that the pro- 
posed requirement that approximately one-fifth of the cost of the project should 
be horne by unspecified local interests is unrealistic, unjustified, and not in the 
national interest. By resolution of January 20, 1954, the Delaware River Port 
Authority specifically empowered its officers to submit these views to committees 
of Congress. 

The Delaware River Port Authority is now prepared to make a most substantial 
contribution to improvement of the river by underwriting the cost, probably 
in excess of $25 million, of constructing a high-level bridge to replace the existing 
low-level Tacony-Palmyra highway bridge over the Delaware River between 
Philadelphia, Pa., and Palmyra, N. J. Having a vertical clearance of but 64 
feet, the draw must be opened and closed to permit passage of seagoing ships 
which are constantly increasing in number. The horizontal clearance is but 240 
feet, so that the proposed 400-foot-wide channel must be sharply narrowed 
inthe bridge area. In its report upon the channel project, the Board of Engineers 
for Rivers and Harbors stated: 

“It believes this span is ample for the present although it may become inade- 
quate with the development of commerce in the future. Should that occur, the 
bridge can be changed under the provisions of existing law. Therefore, the 
Board is of the opinion that reconstruction of this bridge should not be under- 
taken at this time as a part of the proposed project.” 

The Army district engineer had originally reported the cost of necessary 
alterations to the Tacony-Palmyra Bridge as upward of $8 million. Even though 
this amount were spent, the low-level bridge would still be an obstacle to this 
busy port and a source of aggravation to motorists because of the interminable 
openings and closings for ship passage. It should be noted that the $25 million 
plus cost of this improvement greatly exceeds the $18 million which loca] interests 
are called upon to pay for the channel deepening. 

During the 26 years of operation, the bridge has made a notable contribution 
to movement of interstate traffic and development of residential and industrial 
srowth both in Pennsylvania and New Jersey—but it has served its term. 
Today, it is not only obsolete but an actual impediment to the commerce and 
industry of a very rapidly expanding area. 

In March, the Philadelphia district engineer held a public hearing in Phil- 
adelphia on the request of operators of the Tacony-Palmyra Bridge that the span 
remain closed to river commerce during the morning and evening peak vehicular 
traffic periods. Testimony at the hearing clearly evidenced a unanimity of 
View that indefinite penalty, either of the motoring public on one hand or of 
Waterborne commerce on the other, is intolerable. The only possible solution 
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of the problem is erection of a replacement high-level bridge at the earlies 
possible moment. 

The Delaware River port today is No. 1 in the United States for waterborne 
foreign imports. Any artificial obstruction to its healthy operation, even at 
the present inadequate channel depths, is unacceptable. Similarly, the vaulting 
demands for speed and economy of movement by motor-vehicle carriers jy 
one of the most densely industrialized areas of the United States dare not pe 
denied. Speed of movement among the numerous vital military installations jn 
the interstate area, upon which there is certainly no need for me to elaborate: 
uninterrupted interchange of goods between defense plants, some of which are 
of the highest criticality; and the as yet undetermined requirements of ciyij! 
defense for the speedy translocation of people and supplies, all add their sober 
overtones to the problem. 

Accordingly, on April 20, in strict accordance with the mandate of its legisla. 
tive charter, the Delaware River Port Authority took these three steps: 

1. Authorization to proceed forthwith to acquire the Tacony-Palmyra 
Bridge and its approaches by purchase or condemnation. 

2. A direction that legislation be prepared for submission to the Legisla- 
tures of the Commonwealth of Pennsylvania and the State of New Jersey 
authorizing the port authority to construct a new, high-level bridge with 
approaches within 1 mile of the present low-level structure. 

8. Authority to the transportation committee of the authority to inter- 
view and select engineers to draw up the necessary preliminary plans for 
a high-level structure with adequate approaches and connecting roads in 
Pennsylvania and New Jersey. 

Although the main span of the bridge would be only about one-half mile in 
length, approaches properly linking it with the main highway systems of Penn- 
sylvania and New Jersey, which alone can give fluidity and flexibility to inter- 
state motor-vehicle movement, in all likelihood, would add an additional 3% 
miles to the overall length of the project. Planning of the approach and con- 
necting roads, of course, will be undertaken in intimate cooperation with the 
highway departments of the two States and with the Bureau of Public Roads. 
The bridge clearance above mean high water would be not less than 135 feet, 
compared with similar clearance of the existing bridge between Philadelphia and 
Camden and 150 feet for the new bridge between South Philadelphia and Glouces- 
ter City, N. J., construction of which by the authority is now well advanced. 

The record of steadily increasing tonnages being handled on the Delaware 
provides further evidence of the need for a deeper channel to serve more ade- 
quately present commerce and to make possible the full potential of the port. 
In 1954, foreign commerce of the Delaware River port reached an all-time high 
of 32,833,811 short tons valued at $1,108,982,527. This tonnage was 20.9 percent 
larger than that for 19583 and nearly double the figure of 16,914,613 tons regis 
tered in 1946, the first full postwar year. 

During 1954, the Delaware River port became the largest importing port in 
the Nation. Import tonnage on the Delaware totaled 30,341,493 tons, approxi- 
mately 23 percent of the imports of the entire United States. Export tonnage of 
the Delaware River port showed a gain of 47.7 percent in 1954 over 1953 to reach 
a total of 2,492,318 tons, predominantly general cargo. It is expected that, when 
final figures for domestic traffic of the port are available for 1954, total tonnage 
on the Delaware will show approximately 80 million tons for the year, over twice 
the tonnage handled by the port at the time the 40-foot channel in the lower part 
of the Delaware was authorized. 

The growth of commerce in the port reflects the growth of industry along the 
river. The Delaware River port area is the Nation’s most natural area for indus- 
trial development. The port is in the center of the most concentrated market 
area in the Nation. Nearly one-third of the population of the United States lives 
within 300 miles of the port. The river is paralleled with trunkline railroads, 
turnpikes, and superhighways. It is crisscrossed with bridges. The land along 
the river is level, good for industrial development. One feature is lacking, a 
channel of sufficient depth to match the needs of today’s waterborne commerce 
and allow further industrial expansion and development in the port area. 

Although the approved channel project would open up new areas for industrial 
and port development in the upper reaches of the navigable portion of the Dela- 
ware River, it must not be inferred that this project involves an area separate 
and apart from the city of Philadelphia. Nothing could be further from the 
truth. The total project from the Philadelphia Navy Yard to Trenton Marine 
Terminal! involves a total of 37.5 miles, of which 32 miles would have a depth of 





40 feet and the balance of 5.5 miles, a depth of 35 feet. Of this total, 17 miles 
lie within the corporate limits of the city of Philadelphia which is 53 percent of 
the 40-foot channel project and 45 percent of the entire project. The deeper 
channel would thus serve the Philadelphia Harbor area including the new Penn- 
sylvania Railroad ore pier, Reading terminals, and all other terminals in the 
central harbor area. It would also serve the important terminal areas of 
Gloucester and Camden, N. J. Additionally, this project would serve the grow- 
ing industrial cities of Burlington and Trenton, N. J., and Bristol, Fairless, and 
Morrisville, Pa. 

The Delaware River Port Authority respectfully urges the Public Works Sub- 
committee No. 1, House Appropriations Committee, to approve the channel- 
deepening project without requirement of local participation except for the 
underwriting of the cost of a new high-level bridge by the authority. 


Mr. MarsHaui. Next is a statement I have received from Mr. 
Edward W. Neibauer, president of the Greater Lower Bucks Chamber 
of Commerce. 

(The statement follows :) 


BEFORE THE PUBLIC WORKs SUBCOMMITTEE NO. 1 OF THE APPROPRIATIONS COMMITTEE 
OF THE UNITED STATES HOUSE OF REPRESENTATIVES 


The Greater Lower Bucks Chamber of Commerce, with offices in Bristel, Pa., 
representing an active membership of over 400 business and industrial firms, 
and individuals, in a broad area bordered by the Delaware River, herewith 
submits its firm endorsement of legislation to appropriate the sum of $25 million 
for the start of a project to deepen the Delaware River channel to a depth of 
40 feet between Philadelphia and Newbold Island, and 35 feet between Newbold 
Island and the Trenton Marine Terminal. 

The board of directors of the Greater Lower Bucks Chamber of Commerce 
is in complete accord with the considered opinion of business and industrial 
leadership, and congressional delegations from this important Delaware Valley 
area, that: (1) Deepening of the navigation channel of the Delaware River to 40 
feet and 35 feet, as noted above, will provide tremendous impetus to industrial 
growth on both sides of the river; (2) completion of this project at the earliest 
possible moment is in the interest of economic development of the entire eastern 
seaboard area of the Nation, and in the best interests of national defense; 
i3) revenue accruing to the Federal Government as a consequence of increased 
customs and taxes on expanded industrial production directly attributable to 
ivailability-of extended deep-water shipping to Trenton wholly justify prompt 
investment of Federal funds in this project; and (4) deepening of the Delaware 
River Channel is wholly the responsibility of the Federal Government. 

Surveys conducted by the Greater Lower Bucks Chamber of Commerce show 
a total of 5,900 acres to be currently available for occupancy by new industry 
in our immediate area. Of this amount nearly 4,000 acres are presently zoned 
for industrial use. The area provides many natural attractions for new industry: 
(a) Location in the center of one of the largest consumer markets in the world: 
(b) ample room for industrial plants of all types; (c) unlimited fresh water for 
industrial use; (d) a new and potentially greater source of basic steel; (e) the 
finest rail and highway transportation in the East; (f) a program of public 
utilities that is keeping abreast of industrial development and planning for the 
future; and (g) a housing program that leads the Nation. 

Add to these factors, all important to industry, a greater deep-water route to 
other coastal and foreign markets and sources of material, and lower Bucks 
County becomes the most logical site for new industry in the United States. 

Our board of directors respectfully submit that, since the Army Corps of 
Engineers has highly recommended this project as economically sound and in 
the interest of the national welfare, and since the 83d Congress has authorized 
the 40-foot channel as a federally financed public works, funds should be 
appropriated immediately to start the project and give valuable impetus to the 
(development of our total productive capacity. 

We petition the prompt approval of legislation appropriating $25 million for 
this highly desirable purpose. 

Respectfully submitted. 

GREATER LOWER BucKS CHAMBER OF COMMERCE, 
By Epwarp W. NEIBAUER, President. 
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Mr. Marsuauu. Next is a resolution by the Burlington County 
Board of Realtors which was submitted to Chairman Cannon by 
Aileen T. Flemming, secretary. : 

(The resolution follows :) 


BURLINGTON CouNTY BOARD OF REALTORS 


Whereas the Burlington County Board of Realtors recognizes the importance 
of deepening the existing channel of 25 feet in the Delaware River from Alle- 
gheny Avenue, Philadelphia, to the Trenton marine terminal to a depth of 40 
feet; and 

Whereas the Burlington County Board of Realtors knows as a fact that such 
un improvement to the channel of the upper Delaware River is vitally necessary 
to bring an orderly industrial and residential development to Burlington County 
and so that the said county can develop to its fullest potentials; and 

Whereas the Burlington County Board of Realtors desires that such an 
improvement be undertaken by the Federal Government by appropriating such 
funds as may be necessary for said improvement without any local participation 
by either industry or by any community that may abut the said river, and with- 
out the exaction of any marine tolls from any ships using the said channel: Now, 
therefore, be it 

Resolved by the Burlington County Board of Realtors at its regular monthly 
meeting held at Moorestown, N. J., on this 20th day of April A. D. 1955, That the 
United States Government shall immediately appropriate such sum or sums as 
miy be necessary to deepen the channel of the upper Delaware River from Phila- 
delphia to Trenton to its congressionally approved depth of 40 feet without any 
local participation from either industry or any other source and without any 
exaction of tolls from any user thereof, which deepening is vitally necessary for 
the industrial and residential development of Burlington County; and be it 
further 

Resolved, That copies of this resolution be forwarded to our congressional 
representatives and such other parties in interest that should be properly in- 
formed of this action. 


Mr. MarsHay. Next is a letter on this subject from the American 
Association of Port Authorities. 
(The letter follows :) 


THE AMERICAN ASSOCIATION OF PorT AUTHORITIES, 
May 4, 1955. 
Hon. CLARENCE CANNON, 
Chairman, Committee on Appropriations, 
United States House of Representatives, Washington 25, D. C. 


My Dear Mr. CHAIRMAN: Understanding that the House Committee on Appro- 
priations has before it the question of appropriation for a major rivers and 
harbors project involving the Delaware River, and understanding that there is 
at issue the question of local financial participation, we respectfully draw 
your attention to the following official resolution of the American Association 
of Port Authorities : 

“Whereas the cost of rivers and harbors projects has traditionally and right- 
fully been borne by the Federal Government in the interests of the economic 
development and national defense of the United States: Now, therefore be it 

Resolwed, That the American Association of Port Authorities opposes in prin- 
ciple any policy whereby local financial participation becomes a requirement 
in congressional authorization of or appropriation for a rivers and harbors 
project.” 

This is an expression of the public port industry of the United States, passed 
by United States members only, the United States membership of the associa- 
tion consisting of those authorities, boards, or commissions which as agencies 
of city, State, or county government are responsible for the development of this 
Nation’s port facilities. 

While it cannot be too strongly emphasized that the association takes n0 
position on local or regional matters of this kind, and does not do so now, there 
is serious concern throughout the industry on the principle of requiring local 
funds for a main channel project. 
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It is understood by our membership that there are various areas of participu- 
tion for local funds accessorial to main channel work, such as the furnishing 
of rights-of-way, bilateral channels, and the like. The resolution does not refer 
to any of these longstanding practices. 

We respectfully request that this communication and resolution be made a 
part of the record of the hearings and thereby receive the full consideration of 
the committee. 

Respectfully submitted. 

P. A. AMUNDSEN, 
Erecutive Secretary. 


Mr. Marsuaun, The last item is a telegram from Mayor Connelly, 
of Trenton, that has just been delivered to me. 


TRENTON, N. J., May 5, 1955. 
Hon. Frep MARSHALL, 
Chairman, Subcommittee on Public Works, 
Capitol Building, Washington D. C. 

Urgently request unconditional approval Philadelphia-Trenton channel, Dela- 
ware River project, entirely with Federal funds. Improvement for benefit of 
all. Departure from 100 percent Federal sponsorship might deprive area of full 
and independent use of waterway, have discouraging and detrimental effect on 
all proposed rivers and harbors improvements present and future. Appropria- 
tions for and execution of work will have beneficial effect on entire Delaware 
River Valley and vast hinterland industrial area. Delaware River port cus- 
tums receipts and dues greatly exceed present maintenance and estimated im- 
provement expenditure. Federal Government will be repaid many times over 
in receipts and industrial transportation benefits as shown in various reports 
und studies approved by Government officials and Bureaus and many service 
groups. Imperative complete approval be recommended without delay. 


DoNAL J. CONNELLY, 
Mayor, City of Trenton, N. J. 


Mr. Marswauu. The committee will stand adjourned until 10 a. m. 
tomorrow. 

(The following letters were subsequently submitted for the hearing 
record :) 

WASHINGTON, D. C., May 9, 1955. 
Hon. FRED MARSHALL, 
Chairman, House Appropriations Subcommittee, 
Washington, D. C. 

Drak CONGRESSMAN MARSHALL: Railroad labor is on record in support of the 
proposal to deepen the channel of the Delaware River from Philadelphia Navy) 
Yard to Trenton, N. J. We understand that civic and industrial groups have 
appeared before your committee and that a further hearing on this project is to 
be held on Tuesday, May 10. 

However, we have just been advised that hearings of proponents of the bill 
were closed as of Thursday, May 5, 1955, therefore, we respectfully request that 
our petition in support of the appropriation to complete this project be included 
in the record of the hearings for the following reasons: 

There is no area in the entire country that gives promise of greater expansion 
than that within the Delaware Valley and with the deepening of this great 
river, industries will locate along its banks on both the Pennsylvania and New 
Jersey sides, increasing employment among railroad men and those who will be 
engaged in other industries, as well as increasing the population of the citfes and 
towns located along its banks. 

Our railroadmen employed on the Pennsylvania Railroad, Baltimore & Ohio 
Railroad, and Reading Railroad, would like to urge the appropriation of this 
money as soon as possible on the same basis as funds have been appropriated 
for similar projects in other parts of the Nation. 

Respectfully yours, 
LAURENCE V. BYRNES, 
A, G. C. E.-N. L. R., Brotherhood of Locomotive Engineers. 
W. D. JOHNSON, 
V, P.-N. L. R., Order of Railway Conductors and Brakemen. 
HARRY SEE, 
N.L. R., Brotherhood of Railroad Trainmen. 
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JOINT EXECUTIVE COMMITTEE FOR THE 
IMPROVEMENT AND DEVELOPMENT OF THE PHILADELPHIA Port AREA, 
May 9, 1955. 
Hon. FRED MARSHALL, 
House Office Building, Washington, D. C. 

DEAR CONGRESSMAN MARSHALL: I want to express our appreciation to you and 
the members of the Public Works Subcommittee No. 1 for your courtesy and 
interest in hearing the 26 witnesses who appeared at the hearing on May 5 in 
support of the authorized channel improvement for the Delaware River from 
lower Philadelphia, Pa., to Trenton, N. J. 

In connection with our brief conversation after the hearing, I want to clarify 
with you (and for the record, if you will add this letter to the record, please) 
the status of our project insofar as the budget is involved. The budget (p. 1180) 
does provide for the initiation of our channel improvement, being referred to 
as follows: “* * * Construction will be initiated on 14 new navigation projects 
and resumed on 1 project. The new projects include alteration of three obstruc- 
tive bridges, widening of the Calumet-Sag Waterway in Illinois to accommodate 
the steadily increasing traffic, and dredging of the Delaware River Channe! 
between Philadelphia and Trenton, contingent upon completion of arrangements 
for adequate cost sharing in some form.” 

And on page M-72 of the budget message of the President, further emphasis 
is directed to the importance of promptly initiating this dredging program. 

It is clearly evident, therefore, that the budget has made provision for the 
prompt construction of our project because it recognizes the relatively high 
benefits that will result from its completion and because of its importance to the 
national economy and national defense as well as to the welfare of our three- 
State area. 

But in proposing the initiation of our project, there is the unique requirement 
of local cost sharing on a very substantial basis. This is the only issue raised 
as to our project and is, therefore, the issue to be resolved by the Congress—and 
it is the issue to which we directed the attention of the committee at the hearing 

The budget proposal of a $6 million Federal appropriation, coupled with the 
proposed local cash contribution of $18 million, represents the $25 million total 
Federal appropriation which we have asked the committee and the Congress to 
approve. 

The budget, therefore, has endorsed our project in every way, including the 
need for its prompt construction, except for the new philosophy of local cost shar- 
ing. This issue was raised in the last Congress when the project was authorized, 
and cost sharing was rejected. Therefore, the committee and the Congress 
should again reject this philosophy and, in doing so, adopt the recommendations 
of the budget that the improved channel should be constructed immediately. 

Yours very truly, 
H. G. Scan. 


Fripay, May 6, 1955. 
Beacu Eroston Prosects, New Jersey 
WITNESS 


HON. T. MILLET HAND, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF NEW JERSEY 


Mr. Marsuati. The committee will bein order. We are very pleased 
this morning to have before us our distinguished and able colleague 
from New Jersey, a member of our Committee on Appropriations, 
Congressman Hand. We would be glad to hear from you at this 
time. 

Mr. Hann. Thank you, Mr. Chairman. 

Mr. Chairman and gentlemen of the committee, as a member of 
another panel of this same subcommittee, I fully appreciate your 
burdens and I had not. intended to add to them by a personal appear- 
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ance before this committee in behalf of three beach-erosion projects 
iocated in my congressional] district, namely, at Atlantic City, Ocean 
City, and Cape May, the latter city being my hometown. 

I am only appearing now because I have understood that some con- 
fusion has crept into the record with respect to these and five other 
beach-erosion projects which are before your committee. 

1 don’t believe it is necessary to go into the background in any 
ue before this committee, which is fully infor med. Suffice it to 
say that although beach erosion on all of our coasts is a serious and 
threatening problem, and has long been given some kind of considera- 
tion by the Federal Government, it was not until the 79th Congress 
that the basic legislation recognizing Federal responsibility was finally 
adopted. Every since that time I have spent unremitting efforts on 
these problems and as a final result they have long since been fully 
approved by the Cor ps of Engineers and by the Secretary of the Army 
and transmitted to Congress. The final approval of Congress was 
delayed because, us you “know, some years passed before there was 
an omnibus rivers and harbors bill. “When such a bill was passed 
in the 838d Congress the Committee on Public Works and the Congress 
gave final approval to a number of such projects, eight of which are 
now before this committee. 

I think the confusion has arisen with respect to the amount and 
nature of the local contribution. Here this committee will find 
refreshing contrast to most federally aided projects. For example, 
on navigation we pay 100 percent of the cost; in flood control, both 
general “and local, there is usually a very small local contribution ; 
but in beach-erosion projects the local contribution must be two- thirds 
in cash. The Federal contribution is not only limited to one-third 
of the construction costs, but that one-third again is limited by pro- 
viding that the Government will only contribute that proportion 
which is represented by public ownership of the beaches. More- 
over, after construction, the entire maintenance thereafter is im- 
posed upon the local governments with no further obligation on the 
Federal Government. 

Under the law as made clear by the report of the Public Works 
Committee on the rivers and harbors bill passed in 1954 by the 83d 
Congress, the Federal Government will reimburse, within the limits 
| have mentioned, work already done by the municipalities, provided 
the work was done in strict accordance with the plan approved by 
the Chief of Engineers, so the situation presently before this com- 
mittee on current project requests, is this: 


ATLANTIC CITY 


Total cost of work already in place, $2,235,000. That has been 
paid for by the city of Atlantic City. 

Local share of that amount, $1,490,000. 

Federal share for work already i in place, $745,000. 

The project request, however, is $906,000, the difference bei ing the 
amount that the Corps of Engineers estimates will be done by Atlantic 
City during fiscal year 1956. Of course, if the work should not be 
done by Atlantic C ity, or should not be done strictly in accordance with 
the proposal of the Chief of Engineers, the corps will not pay that 
additional amount. 
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This is exactly similar to our other appropriations where we provide 
money to the corps but the corps doesn’t pay until the contract is 
satisfactorily completed. 


OCEAN CITY 


Total cost of work in place, $495,000. Again, that has been paid for 
by the city of Ocean City. 

Local share, $442,500. 

Federal share, $52,500. 

Note especially here the small amount of the Federal share, which 
results from the fact that all of the beach at Ocean City is not publicly 
owned. It is in Atlantic City. It is, however, free to the use of the 
public, and without restriction, but the Federal share is limited as | 
have said to one-third of the cost of that portion of the beach which is 
publicly owned. 

The project request in Ocean City is $67,000, the difference again 
reflecting the estimate of the corps of the amount of work to be done 
in fiscal 1956. 


CAPE MAY 


Total cost of work in place, $402,520. 

Local share, $362,520. 

Federal share, $40,000. 

Here again the project request is $60,000, the additional $20,000 
being the estimated amount to be constructed by the municipality in 
fiscal 1956, which of course will not be paid unless and until 
constructed. 

Permit me to add that the benefit-cost ratios in each of these proj- 
ects are well above average, of which I am sure you have had testimony. 
In Atlantic City I am advised that the benefit-cost ratio is 16.2 to 1, 
which is far above any benefit-cost ratio that I have ever heard. 

These high ratios are partly because of the values to be protected. 
The assessed value of real estate in Atlantic City is close to $90 mil- 
lion; in Ocean City it is more than $20 million; and in Cape May 
in excess of $6 million. The true values will at least double these 
assessed values. The permanent population of Atlantic City is 
65,000, but it is estimated that it entertains 10 million visitors dur- 
ing the course of a year, from every State in the Union. 

The protection afforded therefore is not local. Congress has ree- 
ognized the value of these resort areas to the national health and 
welfare and what we are protecting are recreational areas of great 
value and not localities. 

One further word in closing. We appropriate money, and quite 
properly, for navigation; for the benefit of shipping interests, which 
in some areas is the lifeblood of the community. We likewise pro- 
tect farmlands from flooding, because agriculture is the lifeblood of 
that community. Recreation in New Jersey is the lifeblood not only 
of our communities, but of the State. Despite the fact that New 
Jersey is the sixth most important manufacturing State in the Union, 
its resort and recreational industry is its greatest producer of gross 
revenues and is valued in our State at well over a billion dollars 


ayear. All of this would be lost without adequate and properly pro- 
tected beaches. 
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Mr. Chairman, New Jersey pays a very high share of the total Fed- 
eral revenues and seldom is found before this committee for any ap- 
propriation to it. I am sure that you will agree that this compara- 
tively small amount of Federal aid, recognized by the 79th Congress, 
duly authorized by the 83d Congress, and now before you with the 
approval of the Bureau of the Budget, is amply justified. 

Mr. MarsHatu. Thank you. 


Mr. Hanp. I appreciate very much the opportunity to make this 
appearance. 

Mr. Kirwan. The Federal contribution here is very small. What 
you said about the recreation there is true. I lived 5 years in Atlantic 
City and worked in Cape May and Ocean City, and I know what rec- 
reation means to the State of New Jersey. 

Mr. Hann. I know that the gentleman is familiar with my area. 

Mr. Kirwan. Not only with every mile of it, but almost every foot 
of it. I worked there and I know quite a bit about it. 

Mr. Hanp. Again, let me thank you, Mr. Chairman and gentlemen. 

(Nore.—Congressman Hand subsequently submitted a copy of the 
resolution, passed by the Board of Commissioners of the City of Cape 
May, regarding local participation in the beach erosion project at 
that city. The resolution follows :) 


RESOLUTION No. SQ—5—55 


Whereas House Document 206 referring to the plan of beach protection, Cold 
Spring Inlet (Cape May Harbor), N. J., provides among other things as follows: 

“Federal participation is recommended subject to the conditions that local 
authorities: (a) Adopt the recommended plan of restoration and protection; 
(bv) submit for approval by the Chief of Engineers prior to commencement of 
work detailed plans and specifications for the project and also the arrangements 
‘or prosecuting the work; (¢c) assure maintenance of the protective and im- 
provement meusures during their useful life, including replenishment of the 
rtockpile at suitable intervals, as may be required to serve their intended pur- 
pose; (d) provide at their own expense all necessary lands, easements, and 
rights-of-way; (e) hold and save the United States free from all claims for 
damages that may arise before, during, or after prosecution of the work; (f) 
assure that water pollution that would endanger the health of bathers will not 
he permitted; and (g) assure continued public ownership of the shore upon 
which the amount of Federal participation is based, and its administration 
for public use only”: Therefore be it 

Resolved by the Board of Commissioners of the city of Cape May, a municipal 
corporation of New Jersey, That each and all of the requirements of local par- 
ticipation, as above referred to, be and the same are fully agreed to and accepted, 
and the city of Cape May hereby formally undertakes to participate in the pro- 
gram of such beach protection under and subject to the said provisions. 

Passed May 13, 1955. 

Presented by Carl R. Youngberg. 

I. Stanley C. Schellenger, clerk of the city of Cape May, hereby certifies that 
the above is a true and correct copy of a resolution passed by the Board of Com- 
inissioners of the city of Cape May at a meeting held on May 13, 1955. 

Witness my hand and the corporate seal of the city of Cape May this 13th day 
of May 1955. 

[SEAL] STANLEY C. SCHELLENGER, 

City Clerk. 
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Fernanpina Harpor, Fa. 
WITNESS 


HON. D. R. (BILLY) MATTHEWS, A REPRESENTATIVE IN CONGRESs 
FROM THE STATE OF FLORIDA 


Mr. Marsuaui. We will be glad to hear at this time from our col. 
ieague, Congressman Matthews of Florida. 

Mr. Marruews. Mr. Chairman, with your permission I will read 
this statement. I do not think it will take more than 5 minutes. 

Mr. MArsnatt. You may proceed. 

Mr. Marruews. Mr. Chairman and gentlemen, I should like to say 
that the two Florida Senators, Senator Holland and Senator Smathers, 
are behind this project, as are all the members of the Florida delega- 
tion, but we thought we would save time by my coming here and telling 
you of their endorsement, and presenting this statement. 

First I should like to express my thanks to the members of the sub- 
committee for allowing me to appear and testify on behalf of a 
project which is very ‘important to the people of my district, the 
Sighth Congressional District of Florida. 

I should like at this time to present some testimony in favor of 
dredging the channel and turning basin at Fernandina Beach Harbor, 
in Nassau County of my district. Fernandina Harbor is on the 
Atlantic coast in the northeast corner of Florida, 23 miles north of 
Jacksonville harbor and 95 miles south of Savannah Harbor. The 
total area of the harbor is about 5 square miles, 160 acres of which, 
with a controlling depth of 25 feet, provide good shelter for deep- 
draft vessels. The project, authorized by the River and Harbor Act 
of May 17, 1950, and prior acts, provides for 2 stone jetties at the 
harbor entrance; for a channel 32 feet deep at mean low water from 
deep water in the Atlantic Ocean to deep water at the junction of 
Lanceford Creek and Amelia River, 400 feet wide below Calhoun 
Street in Fernandina, and generally 300 feet wide above; and for 
widening the channel at the first bend below Lanceford Creek to 800 
feet to form a turning basin. Length of the section included in the 
project is about 7 miles. The existing project is about 92 percent 
completed. The jetties were completed in 1905, and are in need of 
repairs. The harbor depths were completed to 28-foot depth in 
1940. In past years, it was routine to have the harbor dredged about 
every 3 years to maintain this 28-foot depth. However, ‘the outer 
harbor has not been dredged since 1945, and the inner harbor has 
not been dredged since 1948. There is now serious shoaling in both 
the inner and outer harbors. Consequently, numerous vessels have 
been grounded as a result of this lack of maintenance. A 12,000-ton 
English ship went aground between the jetties in December 1953, and 
the ¢ grounding cost the insurance companies concerned approximately 
one-half million dollars. Since that time, ships coming into the port 
have had to use a temporary channel that can only be used during 
daylight hours. 

I am encouraged to note that there has been included in the Presi- 
dent’s budget for fiscal year 1956, as transmitted to this Congress on 
January 17, 1955, a tentative allocation of $60,000 for dredging to 
restore a 28-foot depth in the inner channel and turning basin area. 
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] wish to urgently request.the members of this subcommittee to give 
their enthusiastic approval te this item so that it may be approved by 
the full Congress. Although this allocation will not be enough to 
make it possible that the harbor reach its full potential of service, it is 
tremendously important to us that the previous channel depth of 28 
feet. be restored immediately, and this work can alleviate many of the 


f<erious problems in the harbor which have been caused by inadequate 


maintenance. The existing situation is detrimental to the present 
and future economy of the area. 

Fernandina has the finest natural deepwater harbor south of Nor- 
folk. It has been listed as a deepwater port for several hundred 
vears and its exports have been shipped all over the world in deep- 
draft vessels. The present major industries, Rayonier, Inc., and the 
Container Corporation of America, represent an investment of ap- 
proximately $35 million, and annually produce a large tonnage of 
woodpulp, which is shipped out by water. In addition, they consume 
in their operations enormous quantities of sulfur, salt cake, and caustic 
soda that must be shipped in either by water or rail. If the harbor 
would permit, both of these industries could be supplied with fuel oil, 
by tanker, using T-2 tankers, drawing 31 feet of water and carrying 
125,000 barrels of fuel. The resulting savings would be tremendous 
to these two industries alone, not to mention the other consumers of 
Fernandina Beach. 

In addition to the major industries, there are a number of other 
industries who have planned operations calling for the use of port 
facilities. These industries would like to export fish oil in deep-draft 
tankers to Europe, but the tankers cannot use the port in its present 
condition. 

It is obviously unfair to the industries located at Fernandina, and 
to the people of the city, to deprive them of the vast savings which 
could be derived from being able to make bulk purchases of such 
basic supplies as fuel oil, because of neglected maintenance and failure 
to make badly needed improvements to this port. The prospects for 
future growth of this city and area are literally unlimited if this won- 
erful harbor is put in shape so that it can be properly utilized. The 
Army engineers who are responsible for the maintenance of this port 
have stated to the Congress in this connection that “the estimated 
benefits to present and future commerce are sufficient to justify the 
proposed improvement in the harbor.” The city of Fernandina Beach 
's willing and able to do its share. It now remains for the Federal 
(rovernment to show its faith in the people and future of this area by 
living up to its obligation of proper maintenance and improvements 
to this vital harbor. 

Although I have come here to plead for the above-mentioned allo- 
cation for restoring the inner channel and turning basin at Fernandino 
to 28 feet, recent developments prompt me to call another development 
to your attention. Not many miles across the water from Fernandina, 
n southern Georgia, is the military Kings Bay project, now under con- 
struction, Where a great ammunition loading and storage depot is to 
be built. To reach the Kings Bay project by water, it is necessary to 
travel through the outer entrance to Fernandina Harbor. This means 
that the outer harbor entrance at Fernandina will be dredged to the 
recommended depth of 32 feet, I am informed by the Army engineers. 
Because of its national defense aspects, the Kings Bay project has top 
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priority, of course, and | understand that dredging will be in progress 
during the coming summer of 1955. I believe that in this situation lies 
a wonderful opportunity for the Federal Government, as well as the 
people and industry of Fernandina Beach. It seems to me that while 
the contractors are working in this area and are dredging the entrance 
to the outer harbor it would be an opportune time to accomplish the 
dredging of the inner channel and the turning basin area to the author- 
ized depth of 32 feet. It is obvious that the work could be done this 
summer at considerable. savings to the Government, since the contrac- 
tors would have all of their dredging machines, equipment and man- 
power right there in the harbor area. Therefore these contractors 
should be able to submit considerably lower bids for dredging the in- 
ner channel and turning basin now than would be the case if they wer» 
forced to make a separ ate project of it as would be done later on. 

The Kings Bay project is work of high priority in the national 
defense setup because of its military nature. There is considerable 
evidence to show that the dredging of the Fernandina Harbor is also 
tied up with the national defense of this country. One of the chief 
beneficiaries of any action which would result in deepening the Fer- 
nandina Harbor would be Rayonier, Inc. Rayonier now supplies in 
excess of 50 percent of the Government’s total requirements of P.A.T.S 
grade of wood cellulose, which is used in munitions. Rayonier also 
manufactures the Rayocord grade of wood cellulose needed for making 
a high tenacity yarn used in parachutes and in tire cord for airplane 
and military truck tires. In addition, this company supplies the do- 
mestic market with more than one-third of its requirements of chemical 
cellulose from which are made many end products considered essential 
in a war economy. 

According to expert opinion, current and prospective traffic in Fer- 
nandina Harbor warrants the deepening of the channel to 32 feet, and 
the additional cost in deepening the channel and turning basin area 
from the proposed 28 feet to 32 feet should not be great. 

I respectfully request the members of this subcommittee that they 
recommend to the House Committee on Appropriations that the com- 
mittee instruct the Army engineers to take full advantage of this splen- 
did opportunity by going ahead this summer with the necessary work 
on deepening the inner channel and turning basin at Fernandina Har- 
bor to the authorized depth of 32 feet, insofar of course, as the work 
will not interfere with or impede operations at the Kings Bay project. 

Please let me express my appreciation to the subcommittee for this 
opportunity to testify before you on matters which are of deep concern 
and importance to myself and my district. 

Thank you very much. 

Mr. Marsuatu. Thank you, Congressman Matthews. 
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WITNESSES 


HON. PAUL BROWN, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF GEORGIA 

HON. CARL VINSON, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF GEORGIA 

HON. PRINCE H. PRESTON, JR., A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF GEORGIA 

HON. HENDERSON LANHAM, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF GEORGIA 

HON. PHIL M. LANDRUM, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF GEORGIA 

HON. W. J. BRYAN DORN, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF SOUTH CAROLINA 

HON. JOHN J. RILEY, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF SOUTH CAROLINA 

LOUIS L. MORRIS, MEMBER, HARTWELL DAM STEERING COM- 
MITTEE; AND EDITOR AND PUBLISHER OF THE HARTWELL SUN 

L. S. MOODY, MEMBER, HARTWELL DAM STEERING COMMITTEE, 
AND SECRETARY, AUGUSTA CHAMBER OF COMMERCE 

HON. WILTON E. HALL, CHAIRMAN, HARTWELL DAM STEERING 
COMMITTEE, PUBLISHER, ANDERSON INDEPENDENT AND ANDER- 
SON DAILY MAIL, ANDERSON, S. C., AND FORMER UNITED STATES 
SENATOR 

T.S. MASON, ATTORNEY, HART COUNTY RURAL ELECTRIC MEMBER- 
SHIP CORP. 

JOE E. COBB, MERCHANT, HARTWELL, GA. 

HENRY E. ETHRIDGE, BUSINESSMAN, HARTWELL, GA. 

RALPH PARKER, BUSINESSMAN, HARTWELL, GA. 

WILLIAM P. CARTER, BUSINESSMAN, HARTWELL, GA. 

M. ALBIN MARET, PRESIDENT, HART COUNTY FARM BUREAU, 
HARTWELL, GA. 

HON. LEE E. CARTER, MAYOR, HARTWELL, GA. 

C. D. STOVALL, BUSINESSMAN, HARTWELL, GA. 

ROBERT M. FRAZIER, BUSINESSMAN, HARTWELL, GA. 

HUGH MARET, BUSINESSMAN, HARTWELL, GA. 

W. B. MORRIS, MANAGER, PRODUCTION CREDIT CORP., HARTWELL, 
GA. 

CHARLES E. VEAL, BUSINESSMAN, ROYSTON, GA. 

BEN F. CHEEK, SR., ATTORNEY AT LAW, LAVONIA, GA. 

R. T. BROOME, BUSINESSMAN, DANIELSVILLE, GA. 

HON. PAYTON S. HAWES, STATE SENATOR, ELBERTON, GA. 

DR. JOHN B. O'NEAL 3D, MAYOR, ELBERTON, GA. 

VW. W. LAVENDER, REPRESENTATIVE, ELBERTON, GA. 

HARRY J. MILLER, PRESIDENT, CHAMBER OF COMMERCE, ELBER- 
TON, GA. 

HON. JACK WELLS, MAYOR, ATENS, GA. 

C. GRADY HENSON, ATHENS, GA. 

THOMAS J. WOODS, ATHENS, GA. 

ROBERT ROWE, ATHENS, GA. 

JAMES R. YOUNG, SAVANNAH VALLEY BOOSTERS ASSOCIATION, 
ANDERSON, S. C. 
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RICHARD MEEKS, SECRETARY, CHAMBER OF COMMERCE, ANDER- 
SON, S. C. 

HON. W. C. JOHNSTON, MAYOR, ANDERSON, S. C. 

RICHARD I. MANNING, ANDERSON, S. C. 


We are very pleased to have before us this morning our colleagues 
from Georgia; the Honorable Paul Brown, the Honorable Car] Vin- 
son, the Honorable Henderson Lanham, the Honorable Phil Land- 
rum, and the Honorable Prince Preston. We are also pleased to 
have our colleague from South Carolina, the Honorable W. J. Bryan 
Dorn. 

At this time we are very glad to hear from Congressman Brown. 

Mr. Brown. Mr. Chairman, in addition to the Congressmen you 
have named, three other Congressmen will be here later on, and if 
not, I have their statements to present. 

May I first introduce to the committee the gentlemen who are pres- 
ent today and interested in the dev elopment of ‘this project. 

The Honorable Louis L. Morris of Hartwell, Ga., a member of 
the Hartwell Dam Steering Committee, editor and publisher of the 
Hartwell Sun, and president of the Hartwell Railway Co. 

The Honorable L. S. Moody of Augusta, Ga., a member of the 
Hartwell Dam Steering Committee and secretary of the Augusta 
Chamber of Commerce. 

The Honorable Wilton E. Hall of Anderson, S. C., who is supposed 
to be here later on. He is chairman of the Hartwell Dam Steering 
Committee and former United States Senator. He is the publisher 
of the Anderson Independent and the Anderson Daily Mail. 

The Honorable T. S. Mason, attorney, and manager of the Hart 
County Rural Electric Membership Corp. 

The Honorable Joe E. Cobb, a merchant from Hartwell, Ga. 

The Honorable Henry E. Ethridge, a businessman from Hartwell. 

The Honorable Ralph Parker, a businessman from Hartwell. 

The Honorable William P. Carter, a businessman from Hartwell. 

The Honorable M. Albin Maret, the president of the Hart County 
Farm Bureau, Hartwell. 

The Honorable Lee E. Carter, the mayor of Hartwell and the sec- 
retary of the chamber of commerce. 

The Honorable C. D. Stovall, a businessman from Hartwell. 

The Honorable Robert M. Frazier, a businessman from Hartwell. 

The Honorable Hugh Maret, a businessman from Hartwell. 

The Honorable W. B. Morris, the manager of the Production Credit 
Corp., Hartwell. 

The Honorable Charles E. Veal, a businessman from Royston, (a. 

The Honorable Ben F. Cheek, Sr., an attorney at law and former 
member of the legislature, from Lavonia, Ga. 

The Honorable R. T. Broome, a businessman from Danielsville, Ga. 

The Honorable Peyton S. Hawes, a former State senator. He was 
called back home and probably will not be here today. 

Dr. John B. O’Neal 3d, mayor of the city of Elberton, Ga. 

The Honorable W. W. Lavender, member of the legislature of the 
State of Georgia, from Elberton, Ga. 

The Honorable Harry J. Miller, the president of the chamber of 
commerce of Elberton, Ga. 





From Athens, Ga., we have the honorable Jack Wells, mayor; the 
Honorable C. Grady Henson; the Honorable Thomas J. Woods; 
and the Honorable Malcolm Rowe; all prominent men. 

Then, from Anderson, S. C., we have the Honorable James R. 
Young, of the Savannah Valley Boosters Association and representa- 
tive of the two Anderson daily newspapers. 

The Honorable Richard Meeks, secretary of the Anderson Chamber 
of Commerce. 

The Honorable W. C. Johnston, mayor of Anderson, who will be 
here later on. 

The Honorable Richard I. Manning, from Anderson, S. C. 

We have among the Congressmen here the Honorable Henderson 
Lanham, the Honorable Phil Landrum, the Honorable Carl Vinson, 
the Honorable Prince Preston, the Honorable W. J. Bryan Dorn; 
and we have a statement from the Honorable L. Mendel Rivers of 
South Carolina, who could not be here; the Honorable Robert T. 


Ashmore of South Carolina, who could not be here, and the Honorable 
9 


James P. Richards of South Carolina, who could not be here because 
his committee is meeting now. 

The Honorable John J. Riley of South Carolina will be here in a 
few minutes. 

I should like first to present the Honorable Carl Vinson, who has 
x committee meeting and has to hurry on back. 

I do not expect to call on all these gentlemen. Some of them will 
only file statements. 


STATEMENT BY CONGRESSMAN VINSON 


Mr. Vinson. Mr. Chairman, I will not take much time. I have a 
prepared statement, but I do want to supplement that statement with 
a few brief remarks. 

The budget did not include this item in its recommendation. But 
ve do think there are significant facts that warrant it, under which 
vou would be clearly authorized to include it in the appropriation 
bill and bring it before the House for a determination. There are 
abundant facts to support the authorization of the Hartwell Dam. 

Just briefly as I summarize it, it might be broken down into three 
classes. First is the contribution to Clark Hill. Clark Hill is a large 
dam 67 miles below this proposed dam at Hartwell. The purpose 
and effect of the dam at Hartwell, and the reservoir of water there, 
he be to insure an even flow of water at all times down at C lark 

Vik. 

Now, last summer there was a drought all through that section of 
the ¢ Carolinas and Georgia, and there. are seven large generators in 
the Clark Hill turbines ~and its facilities there. On account of the 
fact that there was no reservoir above the dam only three of those 
generators at Clark Hill could run. So you can readily see what 
effect the lack of a reservoir above Clark Hill involves. as to utilizing 
the full capacity of Clark Hill. 

The next point I want to briefly refer to is that below the city of 
Augusta and below Clark Hill Dam is the great atomic energy plant. 
[t is absolutely essential in the work that they carry on at the atomic 
energy plant that they always have a large volume of cold water. It 
Is h ighly important in their experiments and in their work. If you 
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have a reservoir up at Hartwell that continues to control the flow of 
water it would naturally increase the depth down at Clark Hill, 
which in turn would give an even flow of water to the atomic energy 
plant and always assure cold water which is absolutely essential in 
their operation. 

Another reason I am so deeply concerned about this is the national 
defense phase of it. You must have sufficient electrical power in this 
country at all times to meet the national defense requirements. You 
cannot store up, as you can other things, electrical energy. It must 
be created and in existence at the time you need it. This reservoir 
will add about 50 million more kilowatts. It will assure this great 
section of the Carolinas and Georgia, which is playing such a con- 
spicuous part in the production of necessary things in the defense 
program, that it will always have sufficient electrical energy there. 

I shall not trespass further on your time, but I certainly hope after 
you have heard all these other members that you can conclude not- 
withstanding the fact that this project is not recommended by the 
budget that the facts are so sufficient and so strong as to justify your 
subcommittee in making a report to the full committee and the full 
committee to the House for the inclusion of a sum of money to start 
this authorized project. 

Thank you, Mr. Chairman. I will file my statement with the 
reporter. 

Mr. MarsHauy. We will be glad to accept your statement for the 
record, 

(The statement is as follows:) 


STATEMENT OF REPRESENTATIVE CARL VINSON, OF GEORGIA 


Mr. Chairman, the purpose of my appearance here is to recommend that an 
appropriation be made to start construction of Hartwell Dam on the Savannah 
River, which side is located 67 miles upstream from the Clark Hill project. 

The Hartwell project has been thoroughly investigated; otherwise the Con- 
gress would not have authorized it for construction. The Department of the 
Army, the Federal Power Commission, and the Southeastern Power Administra- 
tion have conducted thorough investigations, including a full consideration of 
the economics of the project and of its value as a multipurpose project. It would 
rank with the very largest reservoirs east of the Mississippi River, and wonld 
contain about 3 million acre-feet. 

It is impossible to fully utilize the benefits of the Clark Hill Dam without the 
Hartwell Reservoir. The construction of Hartwell Dam would open up vast 
acres of rich land between Augusta, Ga., and Savannah, Ga., and would improve 
navigation between these cities. If would mean that 50 million kilowafts ol 
secondary electric power would be converted to prime power annually. The ex- 
istence of the Hartwell Reservoir would provide an even flow of water on the 
Savannah River from the Hartwell Dam, 67 miles above the Clark Hill Dam. 

The even flow of the river would increase the depth of the water at all times, 
and thus would cool the water and be of much benefit to the atomic energy plant 
in South Carolina across the river from Augusta, Ga., in increasing the output 
of nuclear energy. It is difficult to evaluate the total value, but I am informed 
it would be worth millions of dollars annually. 

During a period of drouth last. year, only 8 of the 7 generator units at Clark 
Hill Dam could be operated. If the Hartwell project had been in existence the 
7 generator units could have been operated at all times. Not only is it necessary 
to construct the Hartwell Dam on account. of the need for electric power in that 
area, but the existence of the Hartwell Dam would be worth millions of dollars 
to the Clark Hill project. Aside from the above benefits accruing to the Clark 
Hill project from the construction of this project, the Hartwell Dam is a self- 
liquidating project. 

The production of an adequate supply of electrical energy is essential to our 
national defense. There is not yet any substitute for electric power, and it can- 
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not be stockpiled. Our defense mobilization is dependent upon an adequate and 
unfailing supply of electric power, and the construction of the generating facili- 
ties must start far in advance of the actual use of the power. The most recent 
reports of the Federal Power Commission covering the indicated availability of 
electric power for the years ahead indicate to me that there is no doubt as to 
there being a market for the power. 

The Hartwell Dam site is located in a fast growing area which has had a vital 
part in our defense program in the last war, including the production of chemi- 
cals, light metals, castings, textiles, and large-scale fabricating and assembly 
operations. Our experience during the last war was that unprecedented loads 
were put on our power-generating facilities, even though much planning and 
forethought had been given to this problem prior to the war. In authorizing the 
Hartwell project, Congress acted only after a thorough investigation by com- 
petent authority, and with the best advice available. As I have mentioned pre- 
viously, additional benefits beyond those contemplated at the time of the authori- 
zation Would now result to the atomic-energy plan, which has since been con- 
structed on the Savannah River, through an increased output of nuclear energy. 

Prior to the redistricting of my State in 1932, I had the privilege honor of 
representing the 10th District in the House of Representatives for more than 18 
years, and I gained a firsthand knowledge of the Savannah River. The head- 
waters of this river have been termed one of our country’s greatest natural 
resources, and its development has long been the dream of Georgians and South 
Carolinians who have not only worked toward its development but have believed 
that its completion is in the interest of the Nation and of this fast-growing 
section. In the upper section of the basin the influence of the altitude on rain- 
fall is very pronounced, the remarkably heavy rainfall of the mountain section 
not being exceeded anywhere in the United States except on the northern Pacific 
coast. There is a tremendous volume of water that is not now being fully 
utilized. 

On the basis of the civilian and defense needs for the electric power, from this 
self-liquidating hydroelectric project, the large dollar savings to both the Clark 
Hill project and the atomic-energy plant on the Savannah River, the benefits to 
navigation and flood control, and the many other benefits which have been set 
forth, it is my hope that you will appropriate a substantial sum to start con- 
struction on the Hartwell Dam immediately. 


Mr. Brown. Mr. Chairman, I am going to call next on the Honor- 
able L. S. Moody, of Augusta, Ga., a member of the Hartwell Steering 
Committee and Secretary of the Augusta Chamber of Commerce. 
Mr. Moody. 

STATEMENT BY MR. MOODY 


Mr. Moopy. Mr. Chairman and gentlemen of the committee, my 
name is L. S. Moody. I am secretary of the Augusta, Ga., Chamber 
of Commerce and have been for the past 30 years. 

This statement is addressed to the Honorable Appropriations Com- 
ee the Congress of the United States of America, Washington, 
1. C, 

Gentlemen, a group of citizens of the States of Georgia and South 

Carolina have, through a mutual interest, formed an organization 
Known as the Hartwell Steering Committee. The sole purpose of 
this committee is to advocate the immediate construction of the Hart- 
well (Georgia-South Carolina) multipurpose project. 
_ It is the firm conviction of this committee that the Hartwell project 
is not only of major importance to the two States, Georgia and South 
Carolina, which abut the project, but its influence is of tremendous 
importance to our Nation. This statement has therefore been pre- 
pared as a means of requesting and petitioning your committees for 
ippropriations to initiate construction of this project during the fiscal 
year beginning July 1, 1955. 
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The Hartwell project was authorized for construction 5 years ago 
by the Flood Control Act of 1950. It is located on the Savannah 
River, near its headwaters, and is one of a series of 11 multipurpos 
projects which composes the general plan for the comprehensive de- 
velopment of the Savannah River. This overall development play 
was approved by the Flood Control Act of 1944. 

Of the 11 projects, which compose the overall plan for the com. 
prehensive development of the Savannah River, the Hartwell projec 
is second in magnitude and importance. The largest of these proj. 
ects is the C lark Hill Reservoir which has been completed and is nov 
in productive operation. Since the Clark Hill Reservoir has bee 
substantially completed, it has been possible to evaluate its importance 
to the region. The results of this evaluation indicate the valuable 
beneficial effects from a development of this type, and it serves ty 
emphasize the need of continuing the development program throug), 
the immediate construction of the Hartwell project. 

The Hartwell project is located some 68 miles upstream from the 
Clark Hill Reservoir. Its site is considered to be the most desirable 
for a project of this type east of the Rock Mountains. Its benefit to 
cost ratio is about 114 to 1, which, in itself, clearly indicates that the 
project would be self- liquidating. 

During the past several years the Congress has appropriated funds 
for initiating the planning of this project. To date about $1 million 
has been expended for this purpose and the project has now reached 
the stage where the next logical step would be actual construction. 
The preparation of the definite project report shows that the project 
is without a question of doubt, completely economically feasible. 

The interest of the Federal Government in this project has been 
reflected by appropriations which total approximately $1 million. 
This is an investment which, without construction, will bring no re. 
turns for its expenditure. Contrary wise without continuing appro- 
priations the investment itself will depreciate in value since the plans 
which have been prepared, if not used, will follow a trend toward 
obsolescence and new planning will be required. Only the orderly 
planned continuation of the development of this project can avoid the 
loss in effectiveness of previous appropriations. 

We, then, approach you with the request that the appropriations 
for the fiscal year 1956 include funds for the Hartwell project. In 
order to initiate construction of this project in such a manner that 
would assure reasonable economies of construction, we request an ap- 
propriation in the amount of $5 million. In a project of this magni- 
tude an appropriation of this amount, we think, is fully justified at 
this time. 

The Hartwell Steering Committee urges this appropriation at this 
session of the Congress since the benefits to be derived from this pro): 
ect are urgently needed at the present time. 

The 1954-55 low-water season in the Savannah River was the mos 
severe on record, and it served to emphasize the fact that even those 
river basins, which normally have a satisfactory supply of water, 

‘annot always be depended upon and that the storage and conservatiol 
of water is an absolute necessity for navigation, defense, and indus: 
trial demands, and power generation. 
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During the past year, even with the enormous storage of Clark 
Hill available, river flows in the Savannah River were not sufficient 
to meet all demands. Controlling depths in the lower river were 2 to 
3 feet below normal and had the huge Savannah River plant of the 
Atomic Energy Commission taken its ultimate requirements from the 
river the vital defense manufacturing processes, the navigation project 
on the lower river would have suffered severely. 

Since the low water season of the past year, studies have shown that 
had Hartwell been in operation, the water shortages would have been 
greatly eliminated. Any condition which develops deficiencies in 
the navigable depths of the river at this time will adversely affect the 
economy of the region. 

One of the major oil companies of the country now has under con- 
struction a new river terminal at Augusta, the cost of which will be 
about three quarters of a million dollars. A towing company has 
placed orders and is now having new equipment, barges and tow-boats 
built to transport tonnage which will use this new terminal, and to 
more fully utilize the anticipated greater depths on the river, which 
have been authorized by Congress. 

The city of Augusta, through the Augusta Dock Commission, has 
selected a site and is now preparing plans for the construction of a 
municipal dock for commercial use to shipping interests on the river. 

These cases are recited as evidences of the increasing interest in 
dependable navigation on the river and to bring to your attention the 
vital need for an immediate means of stabilizing navigable depth 
through storage reservoirs as will be the case upon completion of the 
Hartwell project. 

The importance and monetary value of the Hartwell project to 
navigation on the lower river can best be established by the fact that 
it is estimated that the cost of completing the 9-foot channel project 
on the lower river will be $4,250,000, whereas if the benefits from the 
Hartwell project are available the cost of developing this 9-foot 
channel between Augusta and Savannah will be approximately $3 mil- 
lion. In other words, the Government will save about $114 million 
if Hartwell is built before the 9-foot channel is established. 

About 20 miles downstream from Augusta, in the State of South 
Carolina, is located the huge Savannah River plant of the Atomic 
Energy Commission. We are just entering upon the so-called atomic 
age, and its effect will undoubtedly be generally felt with an increasing 
impact on our country during the next several years. It is our belief 
that this plant, while now geared to our defense needs, will some day 
be an important factor in our peacetime living, for, without a doubt, 
it will continue its production after the needs of defense have been 
satisfied, 

In the manufacturing processes of this plant the Savannah River 
holds an extremely important part. An enormous quantity of water is 
absolutely necessary for the operation of this plant and estimates of 
water usage at this plant range from a low of 1,500 cubic feet per 
second and more. It is of interest to point out that during the imme- 
(liate past low water period, the manufacturing demands of the plant 
might have required about half of the total flow of the river. The 
Hartwell project can increase these low flows so as to remove any 
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possible danger of water shortage to the AEC plant or serious inter. 
ference with navigation. 

Multipurpose projects such as Clark Hill and Hartwell help to 
meet the need of hydroelectric power of the region in which they are 
located. In the fast growing Southeast, according to the reports of 
the Federal Power Commission, there is a serious demand for addi- 
tional power, and particularly hydroelectric power, which is sorely 
needed to meet the ever increasing growth in peak loads. Because of 
the long lead time required to increase hydroelectric capacity, it is 
necessary to anticipate the power demands of any expanding area, such 
as the Savannah River Basin. The increasing demands for electrical 
energy in the basin are now clearly foreseen and to avoid serious 
shortages i in the future, the Hartwell project should be started nov. 

As proposed, this project will have an ultimate installed capacity of 
330,000 kilowatts. Its annual energy production will be about 453 
million kilowatt-hours per year. The improvement in low flows in the 
Savannah River resulting from the operation of the Hartwell project 
will increase the energy output from Clark Hill by about 2 million 
kilowatt-hours annually and at the same time convert about 50 million 
kilowatt-hours of secondary energy into primary energy. This will 
greatly enhance the value of the ‘Clark Hill power dam and power: 
house. 

It is not the purpose of this report to justify the authorization of the 
Hartwell project. This was accomplished by the Flood Control Act 
of 1950 and further reaffirmed by several separate congressional appro- 
priations for planning purposes. 

The completion of the Hartwell project will require about 3 years 
after construction has been initiated, and it is the purpose of this report 
to urge that the construction of this project be initiated now; that its 
construction be started before the development of shortages in power 
and water are a serious actuality. 

It is our purpose to point out to you gentlemen, that the needs of 
this region should be anticipated and that construction time must be 
allowed before we are faced with serious shortages in water and power. 
The logical development of the Hartwell project requires continued 
planning : and constr uetion as quickly as possible. 

The next logical step in the orderly and comprehensive development 
of the Savannah River is the Hartwell project, and it is, therefore, 
respectfully requested that the committees include in the current 
appropriations the sum of $5 million so that these monies will be 
available to initiate construction during the new fiscal year beginning 
July 1, 1955. 

This report is submitted to you gentlemen on behalf of the Hartwell 
steering committee, which is composed of a group of citizens of 
Georgia and South Carolina. 

Thank you, Mr. Chairman. 

Mr. Marsnaty. Thank you for your statement. 

Mr. Brown. Congressman Dorn will make a statement, Mr. Chair- 
man. 


STATEMENT BY CONGRESSMAN DORN 


Mr. Dorn. Mr. Chairman and gentlemen of the committee, it is 
hardly necessary for me here this morning to repeat what I have 
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stated before the committee on a number of occasions; that is, that 
I am very much in favor of this project. 

[ represent that part of the river on the South Carolina side from 
Augusta all the way up to the source. I can say that the vast majority 
of the people in South Carolina on that side of the river are for it. 

The project is needed, as has been pointed out here and will be 
pointed out later on today, for national defense. Then there is an 
urgent or almost desperate need for electric power in the immediate 
area. Last year we had an industry in my home city of Greenwood 
which could not even begin operation until the line was built from 
Greenwood to Clark Hill to get power from that project. The same 
situation holds true all the way up that valley on the South Carolina 
side. 

tepresentatives of the Federal Power Commission have estimated 
that by 1957 there will be an acute power shortage in that area. I 
have always felt that projects of this nature are a boon and a help to 
free enterprise. There is nothing under the sun socialistic about. it. 

The same objections were raised about Clark Hill, and the same 
fears were expressed by many people, but they have not materialized. 
On the other hand, it has greatly helped the small industries in that 
«rea to obtain the power at reasonable rates, and it has helped the 
free enterprise, which has made this country great. 

[ have personally always tried to adopt a broad viewpoint concern- 
ing development of the country. Last year you might recall that 
although the majority of the people of my area were opposed to it, 
I voted for the St. Lawrence seaway and helped support it because 
I felt it was in the interest of the entire United States. I think the 
sume thing is true with regard to this project. 

I am not one who in the past has supported the purely pork barrel 
projects, but have done so only where they were needed and private 
enterprise could not or would not do anything about it. I think the 
Hartwell project is in that category. It is an area where it is needed. 

I could point out a lot of statistics, but I am not going to burden 
the committee with such. We have the lowest income in that part of 
the country, in that Savannah River Valley, McCormick County, 
Ss. C., and Lincoln County, Ga., as any place in the United States, 
There is a lot of wasteland in that valley. 

I think this project is certainly werthy of consideration at this 
time. 

I am not going to burden the committee further. I only stand here 
this morning to reiterate a position I have taken for many, many years 
and to emphasize the fact that Clark Hill is a working project and 
that it is helping the people of that area, helping America, helping 
the Atomie Energy Commission and helping the Defense Depart- 
ment to do a better job in preparing America for defense. Hartwell 
Dam will do the same thing and help make Clark Hill do a better job. 
Thank you. 

Mr. Marsan. Thank you, Congressman Dorn. 

Mr. Brown. Congressman Lanham is next on the list. 


STATEMENT BY CONGRESSMAN LANHAM 


Mr. Lannam. Mr. Chairman and gentlemen, I am not going to 
(respass on your time or insult your intelligence by repeating what 
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has already been said about the necessity for and the feasibility of 
this project. I just want to comment on the fact that it looks lik 
the Congress has decided to turn over its function and its duty of 
deciding what of our natural resources shall be developed to the 
Bureau of the Budget, which is an arm of the executive department, 

It is our job to determine which of our natural resources shall be 
developed, and how they shall be developed. I do not think we ought 
to turn that over to the Bureau of the Budget. I am alarmed at the 
inroads that are being made upon the legislative branch of our Gor. 
ernment by our courts—by the Supreme Court in its recent legislation 
against segregation in the South. I am not going to bring that issue 
up this morning, but it is just a trend and illustrates what is happen. 
ing not only on the part of our judicial system and judicial branch 
of our Government, but that the same thing is happening constantly 
on the part of the executive branch. Gradually the executive depart. 
ment is trying to take over the functions of the legislative branch of 
the Government and make of us a rubber stamp. 

Now, that is what is threatening us. I think that the fact that this 
project is not included idn the budget ought not influence this com- 
mittee or this Congress in passing on this project on its merits. 

I agree with the gentleman from South Carolina, Mr. Dorn, and 
his former colleague from there, the late Senator Maybank of South 
Carolina. Senator Maybank made the statement that no country ever 
went bankrupt developing its own resources for its own people. I am 
sure that that is true. 

Now I, like Mr. Dorn, do not take a narrow concept of what the 
Government ought to do or what private enterprise ought to do. | 
believe, like Mr. Dorn, that where private enterprise will do a job 
we ought to let it do it. I showed that by my sponsoring with the 
Alabama Congressmen the development of the Coosa River, in which 
I am primarily interested because it has its origin in my hometown. 
We are directly concerned there. 

But I took the position that if private enterprise did develop that 
river under plans made by the engineers and with full protection to 
all the people, and protection as to the prices that would be charged 
for the current, that we ought to let them do it and not ask the Gov: 
ernment to do it. But here is a project where the Government has 
already begun development of this waterway. It seems to me that 
with the ample evidence you are going to have before you this com: 
mittee could well disregard any recommendation by the Bureau of the 
Budget and discharge the duties that devolve upon you and me and 
all the other Members of Congress—not upon the Bureau of the 
Budget. I know that at times it is convenient for this committee to 
nse the recommendations of the Bureau of the Budget as a sort of 
guide or suggestion as to what projects should be favored. But after 
all, the final decision is ours to make, 

I appreciate the opportunity of appearing before you gentlemen. 

Mr. Marsnatn. Thank you. 

Mr. Brown. Congressman Landrum is the next witness. 


STATEMENT BY CONGRESSMAN LANDRUM 


Mr. Lanprum. Mr. Chairman, at the outset let me say that cer- 
tainly I have a great deal of pride in my section. I certain]v con! 
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not deny that I have some sectional interest here. But when we think 
about that in relation to the overall value of this entire project—not 
just the Hartwell, about which we are talking now, but the Clark Hill 
and the atomic energy development below Augusta—we must dis- 
count that sectional feeling and sectional pride and deny any effort 
to come here and ask you to assist us in developing our section, because 
the value that Clark Hill and the atomic energy plant, and the Hart- 
well Dam, when eventually constructed, will have ‘to the section in 
which it is located is infinitesimal when you compare it with the value 
that these developments will have to the whole United States and, 
mind you, perhaps to the world, as we move faster out of the atomic 
age and into the hydrogen age. 

I like to think of this in terms of getting down on the riverbank 
and talking with people. Under the laws we have been creating for 
the past number of years it has been necessary for individuals who 
have been fortunate in applying judgment and foresight to resources 
available to them and developing vast estates to look to the time when 
that estate might face difficulty and need help. The Government has 
done that with foresight down at Clark Hill. We have developed a 
very vast interest in there not necessarily for the section but for the 
world. Following that we went in and with the foresight of those 
Members who preceded me in the Congress and you Members who 
preceded me in the Congress we developed the atomic energy plant 
down there. 

Now, speaking in terms analogous to an individual, you have a great 
vast estate created there and you are approaching maturity and maybe 
getting over into an area where you commence to think about it, and 
it is necessary for you as an individual to provide some protection 
for your estate. So you start wondering how you can use other re- 
sources available to you and take care of the things you already have 
invested in. That is how I think of the Hartwell Dam and its rela- 
tion to the atomic energy plant and Clark Hill. It serves the same 
purpose to those two great developments that an insurance policy or 
some other investment by an individual would serve in protecting his 
widow and orphans when he moves on. 

This atomic energy plant down there, as I have said, already has, 
comparatively speaking, infinitesimal value to the section. It is its 
value to the world that we must think. When we think of it in terms 
of that it is certainly true, as Congressman Lanham has suggested and 
as Congressman Dorn has suggested and as Congressman Vinson has 
suggested, that it justifies all of us in disregarding the failure of the 
Bureau of the Budget to make any recommendation, and coming on 
to accept the responsibility which is ours and provide the money neces- 
sary to start an investment which will protect Clark Hill and protect 
the atomic energy plant and increase its value and insure its potential 
to the boys and girls who are to follow us. But, beyond that, it will 
sure its potential for world peace. 

[thank you for the privilege of appearing and supporting this proj- 
ect. As I said at the beginning, I certainly have some sectional pride, 
because a great portion of it will come into the district I not only repre- 
sent but the area where I was born and reared. But the overall value 
tome far transcends that. 

Thank you, Mr. Chairman. 

Mr. Marsuaty. Thank you, Congressman Landrum. 
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STATEMENT BY CONGRESSMAN PRESTON 


Mr. Brown. I will call next on Congressman Preston. 

Mr. MArsHaty. We would be glad to hear from our colleague from 
Georgia, Prince Preston, a very valuable member of our Committe 
on Appropriations and one for whom I am sure every Member of Con. 
gress has the warmest regard. 

Mr. Presron. Thank you very much, Mr. Chairman. You are very 
kind to indulge us this morning. 

We are going to try to limit this hearing because I fully appreciate 
your problem of trying to move along. 

Mr. Chairman, there is not any debate about the feasibility of this 
project. That has been well established in previous hearings. I ca 
make that statement with absolute safety. I need not repe: ut, the ree. 
ommendations that have been made previously by the engineers, by 
the Federal Power Commission and by the Defense Electric Power 
Administrator, who gave this project the top priority in the whok 
area. So I think we would be w asting time to even talk about the 
feasibility. That has been established. 

Secondly, there is no doubt about the need. That also has been es 
tablished by statements by competent authorities within the Gov- 
ernment. 

So, assuming those two things—the feasibility and the need—vwe 
need only talk this morning, I think, about whether we can afford it 
or whether the committee can approve it in the absence of a budget 
request. Therefore, I shall make my brief comment principally along 
the line of what Congressman Lanham said; our tendency in the Con- 
gress to permit the Bureau of the Budget to govern our actions. 

Now, the Bureau of the Budget does not hesitate to send to the Con- 
gress the “fat cats” like the request to build the Inter-American High- 
way on a “crash” basis, asking for $75 million, which is more than this 
project would cost. And that is at a penalty ‘of $12 million. I say it 
is a penalty because the project could be completed in 6 years for $63 
million; but the Bureau of the Budget says, “Let us do it in 3 years at 
a cost of $12 million above the $63 million figure.” 

That item is before my own subcommittee for consideration at this 
time. 

But when it comes to making a capital investment in the United 
States of America the Bureau of the Budget is very hesitant. 

This matter has been requested previously under a different admin 
istration. This administration seems to be of a different philosophy. 
I think it is time that we exercised our prerogative and continued to 
make the capital investments in our Nation that are necessary if we 
are to remain in a healthy economic condition. 

There are two things that make this country great. The two thing 
that are responsible for that, being absent in many countries of the 
world, cause them not to be strong ‘today. Those two things are that 
we can produce enough food to feed ourselves and other countries, and 
we have an abundance of electric power. That abundance will not be 
in evidence long. 

I heard Speaker Sam Rayburn make a very important statement 
recently. I do not think anyone would question his sagacity. Speaker 
Rayburn said that if you develop every river basin in the United 
States and build power dams and put them in production it would not 
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be long before there would be a power shortage in the United States. 

| think he is right. This country is growing at the most rapid rate 
of any country in the world. The expansion and development and the 
rate of reproduction going on in this country is fabulous. If we do 
not develop our resources—all of the potential in the country—at a 
comparable rate we are going to get out of balance. 

We are blessed, in that we have large numbers of acres of land. 
We have wonderful watersheds and streams. 

So, Mr. Chairman, I hope that this committee will decide to do some 
policymaking itself and include this project. You need have no fear 
about criticism from the standpoint of its feasibility or the need for 
it. [think it isa very valuable addition to our country’s resources. 

Thank you for permitting me to testify before you this morning. 

Mr. Marsuauy. Thank you. 

Mr. Brown. I will call next on Hon. T. S. Mason, the attorney, of 
the Hart County Rural Electric Membership Corp., and the manager 
ot it. 

STATEMENT BY MR. MASON 


Mr. Mason. Mr. Chairman and gentlemen, I have a statement here 
that Iam going to file. However, there are a few things I should like 
to say on flood control and conservation in the Savannah River area. 

Mr. Marsnauyi. We will place your statement in the record at this 


_ point, and you may highlight it as you wish. 


Mr. Mason. Thank you, sir. 
(The statement is as follows :) 


BeNerir oF FLoop ConTrou AND CONSERVATION IN THE SAVANNAH River VALLEY 
BY CONSTRUCTION OF THE HARTWELL DAM, By T. 8S. MASON, HARTWELL, GA, 


Some years ago the Congress of the United States recognized the possibility for 
the comprehensive development of the Savannah River Basin. This compre- 
hension was translated into legislation in the approval of the Flood Control Act 
of 1944. Later the Clark Hill project approximately 20 miles above Augusta on 
the Savannah River was authorized and the said project is not in operation. 
The general plans for the development of 10 additional multipurpose projects 
were included in these plans, on the Savannah River, and the second largest in 
these is the proposed Hartwell dam. 

In 1950 the Hartwell Dam was authorized by the Congress and approximately 
$1 million has been appropriated and spent planning this dam and reservoir. 

The Hartwell Dam being a multipurpose dam, of course, carries several bene- 
fits but the one we propose to discuss in this paper is flood control and conserva- 
tion that such a dam and reservoir would bring to the people in the Savannah 
tiver valley basin. The proposed Hartwell Dam would be located about 67 
miles up the river from the Clark Hill, 7 miles east of Hartwell, Ga., and ap- 
proximately 10 miles west of Anderson, S. C. 

If this dam were constructed there would be a reservoir of water covering 
approximately 60,000 acres of land, extending many miles up the Eugalo and 
Seneca rivers beside other smaller rivers and streams. 

The need for flood control in the Savannah River Basin is very great because 
of flood conditions that take place at various times of the year. This stream 
has a flood which covers the lowlands along this river for an average of 250 to 
300 miles at least 4 times per year, on account of the rainfall in the headwaters 
of the Savannah River Basin. The flood is not confined to any particular season 
of the year but may come at any time during the 12 months of the year. 

The annual losses to the farmers along this basin in timber, livestock, and 
crops are enormous, to say nothing of the loss of tons of soil annually which 
iS carried downstream into the Atlantic Ocean. As a matter of fact, one can 
Start at the mouth of the Savannah River where it flows into the Atlantic Ocean 
and for 20 miles you can discern muddy water of the Savannah River as they 
carry this precious soil out into the ocean. It is estimated that more than 
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200,000 acres of fine bottomland could be used for agricultural purposes an 
pastures if these floodwaters were controlled. 

Unless the Hartwell Dam is built within a few years the Clark Hill Reservoir 
will be filling up with this soil very rapidly and in time the Clark Hill Reservojr 
will lose lots of its. usefulness in impounding the waters of the Savannah River, 
thus probably crippling this great project by constantly carrying silt into the 
Clark Hill Reservoir. It is estimated that instead of 4 floods per year on the 
Savannah River, if the Hartwell Dam is constructed, there will not be more 
than 1 flood in 14 years. If this be true, then we ask ourselves the question of 
what would the monetary value of the flood control be if the Savannah River 
Valley is developed. 

The soil conservation authorities have estimated that the land in this basip 
would be benefited to the extent of $10 per acre and that multiplied by 200,00) 
acres would equal the sum of $2 million. The benefit that would flow to the 
farmers on the outer edge of this basin would be tremendous in soil conservation, 

Since Clark Hill project has been constructed the great H-bomb plant at Aiken, 
S. C., about 20 miles below the Clark Hill Dam, has been built and it is, of this 
date, using daily large amounts of water out of the Clark Hill Reservoir and 
funnelling the residue of this water after it passes through this plant to the 
Savannah River some 35 miles below Augusta, lowering the level of the Savannah 
River from Clark Hill Dam to where the water which passes through the 
H-bomb plant goes back into the river approximately 1 to 2 feet, injuring the 
navigation benefits that the city of Augusta would enjoy if the same amount of 
water from the Clark Hill Dam could flow continuously down the Savannah River 
enabling navigation on this river from Savannah to come right on into the town 
of Augusta. If the Hartwell Dam is constructed the amount of water needed 
at the bomb plant and the amount of water needed to keep the Savannah River 
from Augusta to Savannah at an average depth of 8 feet could be accomplished 
by an even flow of the stream. The damage, of course, is to timber in the lovw- 
lands which is valuable and the loss of crops and pastures to the farmers fro 
year to year. 

Construction of the Hartwell Dam in conjunction with the already constructed 
Clark Hill project, the control of this river would mean immense amounts of 
money annually to the Nation and its citizens for the distance of approximately 
250 to 300 miles for the reason that the Savannah River Basin is one of the 
largest east of the Mississippi River. 

In any basin where they have as much as from 50 to 60 inches of rainfall per 
year, the chances of flood multiply and prevent the planting, growing, and har- 
vesting the crops and further seriously interfering with the timber and livestock 
industry. The livestock industry has been growing by leaps and bounds for the 
past 10 or 15 years, and we need all the rich bottom lands that we have, for 
pasturing these livestock. This land, which is practically worthless for agricul 
tural purposes, now can be developed and the annual benefit from this flood control 
could and should be credited to the building of the Hartwell Dam project as 4 
flood-control benefit. Flood control and soil conservation is one of the greatest 
needs of America. I know of nothing that could happen to eastern Georgia and 
western South Carolina that would be of more benefit than the control of this 
great river and conserving of the soil in its basin. 

It is said that the wealth of any Nation can be measured by the depth of its 
soil and I am sure that if this Hartwell project is completed that from a monetar! 
standpoint the benefit will flow back to the people manyfold. 


Mr. Mason. The headwaters of the Tugalo and the Seneca Rivers, 
which form the Savannah River, have an average rainfall of around 
70 to 75 inches per year, one of the highest in the whole South. Three 
or four times a year over a period of many, many years we have had 
floods in the Savannah River, and down that area where the Savannah 
River flows into the Atlantic Ocean the Savannah is yellow and red 
water which is discernible about 20 miles out in the ocean. That will 
give you some idea of the tons and tons of topsoil that is lost to the 
farmers in the Savannah River Valley. 

Now, if the Hartwell Dam and Hartwell Reservoir are constructed— 
which would cover 60,000 acres—then from Augusta south there 
would be 200,000 acres, approximately, of farmland that would be 
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saved from this flood condition. The Soil Conservation people have 


estimated that it would add at least $10 per acre to these 200,000 


acres of fine lowlands from Augusta south that would be saved to the 
farmers. 

The destruction of the timber and cattle by floods has been tremen- 
dous over the years. If the Hartwell Dam is not built in a very few 
years you are going to see the silt filling up Clark Hill, and Clark 
Hill will become less productive of electric power than it would be 
with this Hartwell Dam constructed. 

| hope you gentlemen will see fit to give us your favorable con- 
sideration, because the soil conservation along this river valley would 
be greatly enhanced, as would the power needed for the industry and 
for the farmers in that community. 

I am manager of the Hart County Electric Membership Corp., a 
corporation of practically $3 million serving 8,000 farmers in 4 coun- 
ties in that area. I know that the demand for electricity is growing 
in the South and Southeast by leaps and bounds year by year. 

Thank you very much. 

Mr. Marsnarn. Thank you. 

Mr. Brown. I will call on the Honorable James R. Young, repre- 
senting the Savannah Valley Boosters Association, Anderson, S. C. 


STATEMENT BY MR. YOUNG 


Mr. Young. Mr. Chairman, we have some supplementary data to 
go with this map, and we have this prepared so that each of you 
could have a copy for study, if that would assist in this presentation. 


Mr. Marsuauu. Thank you. 
We will be glad to insert your statement in the record. 
(The statement is as follows: ) 


STATEMENT OF JAMES R. YouNG, MANAGING DIRECTOR, SAVANNAH VALLEY BOOSTER'S 
ASSOCIATION, ANDERSON, S. C. 


Mr. Chairman and members of the committee, my name is James R. Young. 
Iam here as a private citizen, at my own expense, interested in presenting 
points of view which might assist you gentlemen in granting an initial appro- 
priation for construction funds for the Hartwell Dam, on the Savannah River, 
about 10 miles from Anderson, S. C., where I am located, 80 miles upstream 
from Augusta, Ga., and about 40 miles below the North Carolina State line. 

I represent the Savannah Valley Booster’s Association, interested in the 
cconomic development of a large tri-State area—North and South Carolina and 
Georgia, in the headwaters of the Savannah River, 500 miles South of 
Washington. 

Back in the thirties that section, I am told, by such men as Capt. Eddie 
Rickenbacker, head of Eastern Air Lines, which covers the territory in which 
lam located, was desolate and was commonly accepted as the Nation’s economic 
problem No. 1—a tremendous geographical land area with considerable 
population. 

I came to South Carolina from Delaware 5 years ago, following a personal 
survey of several sections of the United States, as I was seeking an opportunity 
to settle in an area with growth potential. I had been overseas 15 years and 
sought a new commercial location in the United States. 

As an outsider, I am optimistic that a project as the Hartwell Dam, will be 
of economic value nationally and regionally and a good return for any Federal 
funds appropriated for its immediate construction. 

I fully believe in independent free-enterprise development; my personal in- 
vestments have been in growth companies—natural gas, transportation, utilities, 
chemicals, and manufacturing. Such growth companies provide greater Federal 
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tax returns on profits from the parent organizations, to the tax on stock. 
holder dividends. A private firm is not likely to undertake a project suc 
as Hartwell Dam, hence, I hope your subcommittee will consider favorably 
the Hartwell proposal, which means an advance from the Federal Government 
in appropriations, but from what I have seen of this section, which is con. 
siderable in my constant travels, the repayment will be well earned and there 
will be no loss in such an investment of Federal funds—it will be profitable 
because it is a growth territory. 

The above personal observations I submit to your committee, believing thar 
a businessman’s point of view might be helpful and of interest to you. 

I am sure there must be some opponents, for in all enterprises involving 
expansion and progress, whether it be a giant merchandising house like Mont. 
gomery Ward, a railroad like the New York Central, or Eastern Air Lines and 
its merger with Colonial Air Lines—opposition develops principally from those 
who are enemies of progress. 

The Congress has done so much for the improvement of many areas of the 
Nation—among them your own, in Massachusetts, Ohio, Wisconsin, and Minne 
sota, over the past 20 years. The enemies of progress have been forgotten and 
generally their own second generation now enjoy the profits, and the Govern- 
ment has a substantial tax return on the earlier investment. 

Vast quantities of statistical data and supporting evidence have been sub- 
mitted to your committee and in previous hearings that it obviates any further 
attention in this presentation. I am not an engineer nor qualified to discuss 
the technical aspects. 

If I looked at the Hartwell project as a business investor, I would say, of my 
5 years in that section, that its needs have not been magnified; the costs given 
are not exorbitant—it is accepted that the quoted price of construction today is 
higher than 10 or 5 years ago, but that applies in highway construction for 
Federal and State roads, for the building of a new industry, or addition to plants: 
to the buying of farm machinery and the building of what was once a modest 
middle-income-class home. 

The Hartwell measure is not unrealistic. There are four Federal dams and 
reservoir areas in the South in an overall plan—Clark-Hill, below us, about 
67 miles, Alatoona Dam which is completed, Buford Dam which is 40 percent 
constructed, and the fourth is the one now before your committee. 

I have had occasion also to check on construction costs at Clark-Hill, the 
nearest to us, and I have not found any waste of construction money, time, or 
loss from strikes. 

Water is essential to living, to industries, and to production. 

The upper Savannah River Valley is in the greatest watershed in the Fast, 
but most of the water runs off into the Atlantic Ocean. Just across the line from 
us in North Carolina is a heavy water-supply source and in that area industries 
located there which demand billions of gallons of water. But 75 miles below 
those locations, a drought will bring on a water crisis. The water supply at the 
source should be impounded. 

Near the Savannah River are a number of small towns. One is McCormick, 
S. C., named for the McCormick farm-implement manufacturer who came there 
many years ago from the Midwest to mine for gold. McCormick’s population is 
probably 3,000, with several important industries to diversify the farming an 
timber-operations payroll. For two summers the town has suffered in a water 
shortage. Last year application was made and there was passed a bill in this 
session of the Congress, granting the city the right to erect a pumping sub- 
station to draw water from Clark-Hill Reservoir about 5 miles from town. Its 
citizens voted a quarter-million-dollar bond issue for the construction to start 
this year. 

Other towns and cities on either side of the Savannah River could utilize 
water storage impounded in Hartwell. Anderson, 8S. C., for example, now 
reports 20 days of no rain this spring when normally the precipitation is satis- 
factory. The city may face another water rationing. Hartwell Reservoir, 
with a supplementary pumping station built by the city, 10 miles from Anderson, 
could overcome the shortage. 

I understand that the atomic energy plant below us, about 100 miles, could 
use the Hartwell Reservoir water supply, and that a temperature drop of the 
Hartwell supply as much as 2° would reduce the AEC operation $2. mil- 
lion a year in cooling costs. I understand that during last year’s drought, the 
hydrogen materials plant was dangerously close to a crisis because of lower 
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water levels at Clark-Hill Reservoir. Hartwell, then, can be a reserve supply 
center of water for the H plant. 

Opponents may say Hartwell and progress plans such as 2-lane and 4-lane 
highways, toll roads, and better school buildings, are uneconomical, unnecessary, 
undesirable, and even dangerous. Perhaps in your district you have people 
with such views too. 

I have heard of a petition going the rounds, to be presented to your committee, 
against the Hartwell Dam. I made personal inquiry in the towns where it was 
reported circulating; I could not find more than talk among a few oldtimers 
who disliked progress. They were against rural electrification too; they didn’t 
want “hard roads” beeause of the taxes required to pay them; they are against 
livestock disease control; they are against pasteurization of milk—eaeh of you is 
familiar with this brand of thinking in every community. 

If you gentlemen could make a personal visit to the upper Savannah Valley 
area, about 500 miles from Washington, you would find thousands of ener- 
getic, ambitious and appreciative taxpaying citizens. They bear the burdens 
of projects in 47 other States and they never seem to grumble about appro- 
priations for such programs. You would find them endorsing fully this Hartwell 
proposal. I have been out among them. 

I have been among more than 6,000 of these people in 1 year, predominantly 
farm men and women, small-town merchants, and men and women working in 
factories—we have scores of all kinds of plants—Westinghouse Air Brake, Olin 
Industries, Georgia-Pacific Plywood, Owens-Corning Fiberglas, Champion Paper 
& Fiber Co., du Pont chemical units, and dozens of cotton, wool, and syn- 
thetic textile mills. As I show their groups a color film of similar successful 
projects in other parts of the country, they marvel at what their Government 
ean do for them. I feel that at each such civie club meeing I could pass the hat 
and get pledges for participating in Hartwell because of its future economic 
benefits. They are not begging for aid; they are not asking unreasonably for 
assistance on construction. 

By such appropriation for Hartwell, the Congress will not be perpetuating a 
weak river valley—already there is strength—what we seek now, and I endorse 
and commend to you, is a hastening of the development. 

I have gone over a number of studied surveys by the Atomic Energy Commis- 
sion, the Hoover Task Force Commission on Water Resources, the Mid-Century 
Conference on Resources which met in Washington last year, the American 
Watershed Council, and the Edison Electric Institute figures on the Southeast 
which show that area as America’s greatest growing power consumption section 
and, in projecting the future of the South and the Southeast, you will be in- 
vesting in a dynamic growth area, when you start Hartwell Dam construction. 

I thank you gentlemen for your patience and courtesy in hearing my remarks. 


Mr. Brown. Mr. Meeks would like to submit a letter, Mr. Chairman. 

Mr. Meeks. Mr. Chairman, I should like to submit this letter from 
the Anderson Chamber of Commerce for the record. 

Mr. MarsHau. It will be received. 

(The letter is as follows :) 


ANDERSON CHAMBER OF COMMERCE, 
Anderson, &. @. 
APPROPRIATIONS COMMITTEE, 
House of Representatives, 
Washington, D. C. 

GENTLEMEN: Over a period of many years now the Anderson Chamber of Com- 
merce has been interested in the development of the Savannah River and the 
Hartwell Dam, the site of which is situated in Anderson County, 8. C., and 
Hart County, Ga. 

Several years ago our board of directors went on record favoring the building 
of this important project. 

Since planning work for this dam has been completed, we would like to join 
with others in requesting that funds be appropriated this year to initiate 
construction. 

Sincerely, 
Z. W. Muexs, Heecutive Secretary. 
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STATEMENT OF CONGRESSMAN RILEY 


Mr. Brown. Mr. Chairman, I should like to recognize Mr. Riley for 
a statement. He has just come in. 

Mr. Marsiatu. We would be glad to hear from our distinguished 
colleague from South Carolina, Hon. John J. Riley. 

Mr. Rirey. Mr. Chairman and gentlemen of the committee, I ap. 

yreciate this privilege of appearing before you for a few minutes in the 

interest of Hartwell Dam. I wish to express my interest in the proj. 
ect. It is not in my district but it is in my territory, and naturally | 
am very much interested in its development. 

This dam will provide features that probably have not been brought 
to vour attention heretofore, which I wish to stress. 

During the last 3 years we have had an intensive drought in our 
area. Last year we had probanly the worst drought in the history of 
our section. 

For the first time in the history of the Nation Congress has recog. 
nized the need for irrigation in the East, and last year they made it 
possible to underwrite the promotion and development of irrigation 
projects in the southeast. 

This feature of our Government’s assistance has been going on in 
the West and Midwest for some time, but we have never thought it 
necessary in our section. Now we find that we have very vital need 
for it. So the construction of this dam at Hartwell will provide for 
flood control, irrigation, municipal and industrial water supply— 
some of our towns in South Carolina this vear had to arrange to get 
water out of Clark Hill in order to live; which is something we have 
never known before—and it will also provide for navigation and for 
power. It is a multipurpose dam. 

The engineers tell me it is the best project of this kind in the south- 
east. It will be an auxiliary to Clark Hill, and will provide for addi- 
tional power at Clark Hill, where the Government already has a tre- 
mendous investment. It will create a regular flow of water below the 
dam, and it will aid very much in the processing and development 
of the atomic energy material at the Savannah River project. 

There is no question in my mind but that this is one of the most 
vital projects to come before your committee, and I should appreciate 
whatever consideration you can give to it, as I know you will. 

Thank you very much. 

Mr. Marswarz. Thank you, Mr. Riley. 

Mr. Brown. Mr. Chairman, I wish to present for the record a 
telegram from Dr. John B. O’Neal, 3d, the mayor of Elberton, repre- 
senting the people in Elberton, Ga. 

Mr. Marsuaru. That will be incorporated in the record at this 
point. 

(The telegram is as follows :) 


ELBerton, Ga., May 5, 1955. 
Hon. Pau Brown, 
United States House of Representatives, 
House Office Building, Washington, D. C.: 

The city of Elberton joins the host of interested communities of this area in 
urging that you take all possible measures to assure passage of necessary legis 
lation to make possible Hartwell Dam project now being heard before Congress 
and that you convey to the Congress our complete support and enthusiasti¢ 
approval of this splendid project. 

JOHN B. O'NEAL, 3p, Mayor. 
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Mr. Brown. Mr. Chairman, I wish to file with the committee for 
the record the statement of Hon. James P. Richards, of South Caro- 
lina, who is having a hearing at his committee this morning and could 
not be present. 

Mr. MarsHati. We will be glad to receive his statement for the 
record. 

(The statement is as follows :) 


STATEMENT OF REPRESENTATIVE JAMES P. RICHARDS, OF SOUTH CAROLINA 


Mr. Chairman, it is my understanding that funds have been appropriated by 
the Congress during the last 5 years for the planning of the Hartwell project. 
It is my further understanding that these appropriations for planning amount 
to nearly $1 million, and that the planning has been practically completed. 

I hope that this committee will recommend funds for the construction of this 
project. Hartwell Dam is of high priority and has been recommended by all 
interested Government agencies, including the Corps of Engineers, the Federal 
Power Commission, and the Southeastern Power Administration. A fair study 
was made of the project by the agencies before it was authorized by the 
Congress in 1950. 

The realization of the full benefit from the Clark Hill project contemplated 
the construction of the Hartwell Dam, which is located 67 miles up the Savannah 
River from the Clark Hill Dam. In addition to the need for electric power in 
the Southeast, the construction of this project will bring into utilization a large 
amount of rich land from Augusta, Ga., to Savannah, Ga., which land is now 
of little, if any, value. The completion of this project will make possible the 
converting of 50 million kilowatts of secondary electric power to prime power at 
the Clark Hill Dam, the secondary power being of little value in comparison 
with the prime power. 

The construction of the Hartwell project will bring into being one of the largest 
reservoirs east of the Mississippi River and increase the depths of the Savannah 
River constantly. It will also bring about an even flow of the river and a cooling 
of the water. The cooling of the water will be of great benefit to the South Caro- 
lina plant of the Atomic Energy Commission in that it will result in increasing 
the nuclear energy produced. Although it wouid be difficult to estimate the exact 
dollar value to this plant, the benefit is understood to be a sizable amount. 

During a part of the past year it is my understanding that 4 of the 7 generating 
units which were operated part time would have operated full time had the Hart- 
well project been in being, in addition to providing an even flow of the river. 
This clearly demonstrates that the Clark Hill project cannot be fully utilized 
unless this companion project is built. 

I think that the Hartwell Dam should certainly be constructed immediately, 
and | hope that you will grant the construction funds now. 


Mr. Brown. Mr. Chairman, I should also like to present for the ree- 
ord the statement of Hon. Robert T. Ashmore, of South Carolina. 

Mr. Marswauyi. We will be glad to insert the statement in the 
record. 

(The statement is as follows :) 


STATEMENT OF REPRESENTATIVE Rosert T. ASHMORE, OF SouUTH CAROLINA 


Mr. Chairman, I wish to recommend that sufficient funds be appropriated to 
begin construction of the Hartwell Dam, on the Savannah River, as soon as 
possible, 

The site of the Hartwell project is considered to be one of the most desirable 
for a project of this type. Its benefit-to-cost ratio is 1.48 to 1. This ratio indi- 
cates the ability of the project to be self-liquidating. This project was authorized 
for construction under the Flood Control Act of 1950. The site is located on the 
Savannah River, near its headwaters, and is 1 of a series of 11 multipurpose 
projects in the development plan for th Savannah River. The Hartwell project 
IS second in size to the Clark Hill project, and its construction upstream from the 
on hee project would greatly increase the output of prime power at the Clark 
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The importance of the Hartwell project is indicated by the fact that approxi. 
mately $1 million has already been spent for planning, and it has been recom. 
mended by the Corps of Engineers, the Federal Power Commission, and the 
Southeastern Power Administration after conducting detailed studies. 

A Government gaging station at the upper reaches of the Savannah River has 
recorded an annual rainfall of 84 inches for a period of 40 years, and in 1 year, 
rainfall of 113 inches was recorded. The construction of only the Clark Hij 
project to date obviously limits the utilization of this rainfall. The annual raip. 
fall on the upper watershed of the Savannah River is not exceeded in the United 
States except in the northern part of the Pacific coast. 

There are many benefits which would be derived from a fuller utilization of 
rainfall on the Savannah River through the construction of the Hartwell Dam, 
This project is located in a region of growth in which there is a definite nee 
for the electric power which would be produced at the Hartwell project and , 
conversion of secondary power to prime power at the Clark Hill project would 
result from the construction of the Hartwell Dam. The establishment of the 
atomic-energy plant in South Carolina brings with it the opportunity for a greater 
utilization of the benefits which would be derived from the Hartwell project, for 
the change in the temperature of the water which would result from the construe. 
tion of Hartwell Dam would greatly increase the productive capacity of the 
atomic-energy plant. Benefits would be derived through soil conservation, navi 
gation, and flood control. 

Therefore, I strongly recommend the appropriation of funds to begin the con 
struction of Hartwell Dam at an early date. 


Mr. Brown. I should also like to present for the record, Mr. Chair. 
man, the statement of the Honorable L. Mendel Rivers, of South 
Carolina, who is unable to be here this morning. 

Mr. Marsnati. We would be glad to receive his statement for the 
record. 

(The statement is as follows :) 


STATEMENT OF REPRESENTATIVE L. MENpeEL Rivers, or SoutTH CAROLINA 


Mr. Chairman, I wish to respectfully request that an appropriation be made to 
begin construction of the Hartwell Dam on the Savannah River as promptly as 
practicable. I am the Representative from the First District of South Carolina, 
and four counties of my district border on the Savannah River. This project is 
part of a large-scale plan to harness the headwaters of this river for the benefit 
of the Southeast and of the Nation. 

The first dam constructed under this plan was the Clark Hill Reservoir. The 
Hartwell Dam, in conjunction with the Clark Hill project, would make available 
for agricultural production, in the Savannah River Basin below Augusta, approxi: 
mately 200,000 acres of rich bottom lands which for years have been subject to 
devastating floods. According to a report by the United States Soil Conservation 
Service, this acreage would mean an addition of millions of dollars to the wealth 
of the States of South Carolina and Georgia. 

A survey conducted by local interests over a period of approximately 2 years 
revealed that a traffic potential of about 1,300,000 tons of bulk products annually 
could be expected to move up and down the river between Augusta, Ga., and 
Savannah, Ga., if the channel were maintained in a dependable navigable 
condition. 

Manufacturing output in many of the States of this area has doubled and 
trebled over the past several years, and industrial power demands have greatly 
multiplied. The Hartwell project will have an ultimate installed capacity of 
300,000 kilowatts, and there is a need for the electric power which will be pro- 
duced in the area of this project. The power situation in this region has beet 
carefully considered by responsible Government officials, and they are in full 
agreement as to the necessity of constructing more hydroelectric projects imme 
diately. Otherwise the power situation will become progressively more critical 

The construction of the self-liquidating Hartwell project will increase the pre 
duction of prime power at the Clark Hill project, bring about flood control and 
navigation benefits, provide electric power needed for civilian use and industria! 
production in the area of the project, and be of great monetary value to the 
South Carolina atomic-energy plant. 

I sincerely and earnestly hope that you will grant an appropriation in order 
that work on this project may be started at an early date. 
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STATEMENT BY CONGRESSMAN BROWN 


Mr. Brown. Mr. Chairman, I should like to take 2 or 3 minutes for 
myself. I have quite a lengthy statement which I am going to file, 
but I want to make a short oral statement. 

I should also like to file with this committee a statement that IT have 
relative to the electric power reserves in the Southeast. 

It is generally understood that we should always have as much as 
lv percent electric power in reserve in pe icetime, but we found out 
in hearings in my committee, the Joint Committee on Defense Pro- 
duction, the so-called “W atchdog Committee,” that— 


Fifteen percent is the margin generally accepted by the electric utility indus- 
try as needed to maintain a reasonable standard of service in peacetime. It 
would appear desirable to plan for a somewhat higher objective for use in a 
mobilization emergency to assure the meeting of all defense requirements. This 
would also permit maximum use of materials, manpower, and facilities in the 
early days of a war for high priority, short-run production items for military 
purposes. 

We will have in the Southeast, which is regions ITT, and the North- 
west, region VIT, in the year 1958, less than one-tenth of 1 percent in- 
dicated reserve. People talk so much about power. 

| would like to file this statement for the record. 

Mr. Marsuatt. We would be glad to accept that statement. 

(The information is as follows:) 


DECREASING ELEcTRIC Powrr RESERVES IN SOUTHEAST 


The Federal Power Commission released a monthly report on February 238, 
1995, covering electric power supply and requirements by regions for class I 
electric utility systems. Region III, the Southeast, has indicated reserves as 
follows: 


Indicated reserve: Percent 
Dee. 81, 1955 
Dee. 31, 1956 
Dee. 31, 1957 
Dee. 31, 1958 


With regard to needed electric power reserves, the Director of the Office of 
Defense Mobilization reported to the Joint Committee on Defense Production in 
October 1954 (fourth annual report of the Committee) as follows: 

“Fifteen percent is the margin generally accepted by the electric utility in- 
dustry as needed to maintain a reasonable standard of service in peacetime. 
It would appear desirable to plan for a somewhat higher objective for use in a 
mobilization emergency to assure the meeting of all defense requirements. This 
would also permit maximum use of materials, manpower, and facilities in the 
early days of a war for high priority, short run production items for military 
purposes.” 

The decreasing electric power reserves, compiled in the February 28, 1955, 
report of the Federal Power Commission, are set forth in the following chart: 


{In percent] 


Indicated Indicated Indicated Indicated 
reserve reserve reserve | reserve 
December December December | December 
1955 1956 1957 1958 


Location 








Region I 

Region I__ 

Region ITT (Southeast) - 
Region IV 

Region V 

Region VI_ si 
Region VII (Northwest) _ _. 
Region VIII 

National total_. 
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Mr. Brown. Mr. Chairman, I now wish to file my statement. 
Mr. Marsuatu. We will be glad to receive the statement. 10 
(The statement is as follows :) 


STATEMENT OF PAUL BROWN, MEMBER OF CONGRESS, 10TH DISTRICT OF GEORGIA, | 
ON THE HARTWELL RESERVOIR PROJECT Hi 


Mr. Chairman and members of the committee, the Hartwell Reservoir project, 
with which you already have considerable familiarity, was authorized by the 
Congress for construction nearly 5 years ago. During the intervening time 
the Congress has appropriated approximately $1 million for use by the Corps 
of Engineers for project planning, preparation of a definite project report, 
design of the project planning, preparation of a definite project report, design of 
the project works, and the preparation of plans and specifications, all such 
activities being preliminary to actual construction of the project. The time | 
has now arrived when failure to initiate construction would have serious adverse tic 
effects on the public interest. of 

Tt is hardly necessary that I remind you that the Congress authorized con- ch 
struction of the Hartwell project only after thorough and exhaustive investiga- Po 
tions by the Corps of Engineers and the Federal Power Commission. Power 
markets in the region of the Hartwell project have been thoroughly investigated 
by the Federal Power Commission and the Southeastern Power Administration 
of the Department of the Interior. Those agencies, together with the Corps of of 
Engineers, have found that the power output of the project will be needed H 
for supplying the demands of the region, and also that Hartwell will be an ge! 
exceptionally valuable multiple-purpose development for the control of flood- W 
waters and the improvement of navigation as well as for the production of hydro- ‘ 
electric power. It will be of particular interest to vou to learn that the best 
informed authorities are convinced that the Hartwell power output will he 
absorbed by the regional market as rapidly as generating equipment can be 
installed to produce it. 

No mistake can be made in appropriating funds for commencing construction ar 
of the project. Its economics have been thoroughly investigated by both the IR re: 
Corps of Engineers and the Federal Power Commission. The estimated annua! on 
benefits greatly exceed the estimated annual costs, and moreover certain bene be 
fits of great value to the public were not considered in arriving at the favorable of 
benefit-cost ratio. You need have no hesitancy in recommending an appropria- acl 
tion of funds in reasonable amount ior initiating construction of this project 
which is destined to have a value to the general public far in excess of its Cost. be 

In this connection, I desire to emphasize that Hartwell in every respect is pr 
the type of muitiple-purpose water-control project which the Federal Government 
should construct. It is absolutely necessary, in fact, that the Government build nu 
the Hartwell project in order that the water resources of the Savannah River ' 
basin may be properly and comprehensibly developed in the public interest. ! 
Hartwell and its sister project, Clark Hill, are the 2 large key projects around Gr 
which the other 9 projects in the basinwide plan will ultimately be constructed. yo 
Clark Hill Dam, which is constructed, is at the foot of the shoals, and the ac 
Hartwell site is near the head of the shoals in the Savannah River. The pres- ple 
ent administration, with the public interest in view, has repeatedly emphasized 7 
the necessity that the Federal Government construct projects of the Hartwell 31 
type in order properly to develop natural resources and thereby protect the flo 
public interest, thus contributing to a sound basis for the economy of the Nation. de 

The Hartwell Reservoir, with gross capacity of 2,858,000 acre-feet will rank 
with the largest storage reservoirs east of the Mississippi River. This feature an 
gives special value to the project as a flow regulator and as a unit in the re ing 
gional power system. Aside from normal day-to-day operation for production 
of power increase of downstream navigable depths, and control of floodwaters, 
the project has a unique element of value of great importance which ean be 
called into play during emergencies: Assuming proper and adeqaute intercon- 
nection of the generating facilities of the region, the Hartwell powerplant, 
backed by its enormous reservoir, could, in event of generating facilities being ea 
out of commission elsewhere in the system, immediately pick up the power load er 
to the full extent of its installed capacity. It is inconceivable that any informed Nc 
person, whether engineer, industrialist, Government official, or legislator, would as 
not recognize this important element of value which would mean so much to the be 
Nation. 
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The Hartwell powerplant in its proper role as a part of the large regional 
power system operating as an integrated whole, regardless of ownership, may 


Fie likened to a well-charged storage battery standing ready for immediate 


extraordinary service at any moment. A rumof-river hydroelectric plant, 
j.e,, a plant not backed by storage, cannot render such service. 

From the viewpoint of power production and electric service to the public, 
Hartwell may well be thought of as a leverage project because it will be an 
exceedingly important headwater improvement valuable to all downstream 
hvdreelectric plants on the main stem of the river, including particularly the 
great Clark Hill project. With its large storage capacity the Hartwell Reser- 
voir Will regulate the widely varying natural flow of the river and tend to make 
it more nearly uniform, with resultant flood control, navigation, and power 
benefits. Two additional unconstructed projects, namely, Middleton Shoals 
and Goat Island, lie between Hartwell and Clark Hill, and they are certain 
to be constructed in the future. 

Mr. Chairman, last year when a Senate subcommittee on Army civil-func- 
tions appropriations held a hearing on the Hartwell project, with Senator Cordon, 
of Oregon, in the chair, Senator Russell, of Georgia, with the approval of the 
chairman, presented Mr. Roger B. McWhorter, chief engineer of the Federal 
uwer Commission, as a witness, and Mr. McWhorter made a brief extemporane- 
ous statement to that subcommittee with respect to this notable project. I 


quote from the record of the Senate hearing : 


“Senator RusseLt. Mr. Chairman, Mr. Roger B. McWhorter, chief engineer 
of the Federal Power Commission, has had occasion to study this whole project. 
He is thoroughly familiar with the possibilities of the Hartwell Dam, and to 
get away from any thought of local interest, we would like to present Mr. Me- 
Whorter as a witness, 

“Senator CorDON. We will be very glad to hear from you, Mr. McWhorter. 


“IMPORTANCE OF PROJECT 


“Mr. McWhorter. Thank you, Mr. Chairman. The project with which you 
are dealing today, the Hartwell project, is one of the most exceptional of the 
remaining undeveloped reservoir sites in the country, and is the very best large 
one of the Southeastern States. It is a project of great importance to that region 
because it will be backed by a very large reservoir, as you have been told, one 
of the largest east of the Mississippi River with capacity of nearly 3 million 
acre-feet. 

“Now, Mr. Chairman, it is a special pleasure for me to address you today 
because I know where you come from. I know you are familiar with the great 
projects on the Columbia River, and what they have meant to that region. 

“Senator RUSSELL. I might say that Senator Cordon fathered a considerable 
number of them. 

“Mr. McWuorter. He certainly has. 

“The Hartwell project, on a smaller scale, of course, is comparable to the great 
Grand Coulee project on the Columbia River, and you know, Mr. Chairman, what 
your situation would be without Grand Coulee. You provide more than 5 million 
acre-feet of usable storage there which goes on down through a half dozen more 
plants. 

“The same is true here of the Hartwell project, on the Savannah River. This 
5 mnillion aere-feet of storage will afford a very high degree of regulation for that 
flow, which will be highly beneficial for several purposes, particularly power 
development, but also navigation and flood control. 

“Senator Corpon. You have to regulate first the impoundment of that vast 
amount of water, plus its release on some regular pattern, which will, of itself, 
increase the value of any installation downriver; will it not? 


“CLARK HILL COMPLETION 


“Mr. McWuorter. I was going to tell you about that right now, Mr. Chairman. 
“Already the great Clark Hill project, one of the very largest in the South- 
eastern region, has been completed except for the installation of some more gen- 
trating units, and that project will benefit greatly frem this Hartwell storage. 
Now, in between Hartwell and Clark Hill are two other good power sites, known 
as Middleton Shoals and Goat Island. Those sites are certain to be developed 
because, with this storage above, they will become attractive. They have not 
62348—55—pt. 2-20 
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been particularly attractive heretofore because the flow of the river varied go 
widely ; but now, with this regulated flow they will become attractive sites and 
will certainly be developed. 

“There is no move anywhere, so far as I know, to have the United States Gov. 
ernment build all of the projects in this basin, or in any other basin in the United 
States, but this particular one, Hartwell, is ideally adapted to construction by 
the Federal Government, and that was what prevailed upon the Congress to au- 
thorize it for construction. 

“The very fact that Congress has done that shows that the Congress, and the 
committees of Congress earlier, recognize thhe merits of this project. 


“BENEFIT-COST RATIO 


“The benefit-cost ratio has been given to you as 1.48 to 1. None of us has any 
complaint with that, but I would invite your attention to the fact that that is 4 
very conservative figure. Now, while that takes into account the at-site Hartwell 
benefits and the beneficial effect on the Clark Hill project, which is an existing 
project, it does not take into account the beneficial effect upon the Stevens Creek 
project, below Clark Hill, nor does it take account of the benefits to these two 
projects to be constructed between Hartwell and Clark Hill. 

“Further, along in the more distant future, there may be projects downstream 
from Augusta which would greatly benefit from this storage. 

“IT might say that the capacity and energy values used in evaluating the power 
benefits here were derived by the Federal Power Commission after very thorough 
study, and that we have great confidence in them. 

“Another reason why that benefit-cost ratio of 1.48 to 1 is extremely conserya- 
tive is that down below Augusta there are about 200,000 acres of some of the rich- 
est lands in that region, which have never been brought into cultivation because 
they are inundated too frequently by Savannah River floods. The Clark Hill Res- 
ervoir is not enough to give those lands adequate protection, but, with the con- 
struction of the Hartwell Reservoir, the two acting together, will protect that 
area and it can be brought into cultivation and will be highly productive and 
extremely valuable, not only in wartime, but also in peacetime. 

“Senator Corpon. I would like to say for the record in that connection that 
while generally we have thought of the term ‘reclamation’ as being the reclaiming 
of arid lands by the use of water, we have entirely overlooked the fact that there 
ean be reclamation of lands by the removal of excess water. 


“ESTIMATED VALUE 


“Mr. McWHorterR. You make a very apt distinction there, Mr. Chairman. You 
are entirely correct. The Soil Conservation Service of the Department of Agri- 
culture has estimated that when this area of 200,000 acres is reclaimed and put 
to agricultural use, its annual value will be $2 million. Now, no account what- 
ever is taken of that value in this benefit-cost ratio. The Army engineers for- 
merly did have it in, but they took it out. I have no quarrel with that, and only 
point out that the benefit-cost ratio as presented to you is extremely conservative 
in the case of this project. 

“Mr. Chairman, the Congress has already appropriated some $815,000 for the 
preliminary work on this project and most of the preliminary work has been 
accomplished, and the project is ready to have construction commenced. ‘There 
is certain work that must be done in advance of the heavy construction contracts, 
like the concrete dam and the powerhouse, and things like that. 

“Now, those items include such things as access highways, on both sides of the 
river, and a railroad connection to serve the project during construction and 
afterward, and perhaps some other minor items of construction, like some earth- 
work and things of that kind which if they could be gotten out of the way this 
year would save, in my opinion, a full year in the time required to construct the 
project; in other words, to bring the project into operation, producing power and 
providing flood-control and navigation benefits, at least 1 year earlier than what 
otherwise would be possible. That emphasizes the importance of a reasonable 
appropriation to get these minor items of construction out of the way this year, 
this summer and fall, so that the major construction contract can go ahead in the 
following year. 

“The decision on that matter must, of course, be the committee’s decision and 
the decision of the Congress, without too much persuasion from me. I simply 
mention it because it is a very important matter; and it is important to the 
National Government, as well as to the region. 
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“Senator Corpon. The Chair is glad to have your testimony in the record, be- 
cause, When all is said and done, the Congress has to act upon the information 
that appears in the record, and, of course, cannot do that original investigative 
work 

“Mr. McWHorter. That is very correct, Mr. Chairman, and, if I were not abso- 
lutely convinced .of the correctness of what I am saying to you, I certainly would 
not be here today. Thank you very much. 

“Senator Corpon. Thank you, sir.” 


IMPORTANCE OF WATER TRANSPORTATION 


As you will observe from the statement I have quoted, important navigation 
benefits in the river between Augusta and Savannah will accrue to the public 
as a direct result of the construction of the Hartwell project, these benefits being 
attributable to a 1-foot increase in the controlling navigable depths. The better 
regulated flow resulting from operation of the eee a Reservoir will increase 
the navigable depth below Augusta by this amount, i. e., from the present 7 feet 
to 8 feet, and this will materially reduce the ¢ ost to the United States of providing 
the authorized 9-foot navigation channel as far upstream as Augusta. 

Water transportation is of great importance to any region or center of popula- 
tion. In order to appreciate the validity of this statement we need only to take 
a look at the largest and most prosperous cities of the United States, nearly all of 
which have had the benefit of water transportation. The fact that all of our 20 
largest cities are situated on navigable waters is not without significance. 

The Savannah River plant of the Atomic Energy Commission will also benefit 
from the better regulated flow in that the large reservoir will have the effect of 
lowering the temperature of the water taken from the river by the AEC plant 
for cooling purposes. That such benefits definitely have value cannot be gainsaid, 
notwithstanding the difficulty of evaluating them in terms of dollars. 

The initial power installation at Hartwell will suffice for the immediate future, 
but it is contemplated that somewhat later, perhaps about 10 years after the dam 
is completed and when the powerload is much larger, the installation of 2 
additional generating units of 75,000 kilowatts capacity each will be justified. 
It is not to be understood, however, that the cost per kilowatt of this additional 
installation will be the same as the corresponding cost of the initial installation, 
because actually the cost of the last two units will be very small in comparison 
with the cost of the initial units, inasmuch as the dam and reservoir and the 
powerhouse substructure will have already been constructed. 

In closing it seems approprit ite that I again remind you that a definite decision 
was reached by Congress 5 years ago to build the Hartwell project, that funds 
necessary to cover practically all the costs preliminary to actual construction 
have been appropriated and expended, and that commencing of construction is 
now in order. It is necessary to build access roads and a railroad connection for 
use during the construction period and thereafter; also, it is probable that some 
earthwork and certain other items of construction could be accomplished during 
the first year. If this can be done, the project, including particularly the first 
units of the power installation, could in all probability be completed and ready 
for operation a full year earlier than would otherwise be possible. It is very 
important, therefore, that construction of some of the less costly features of the 
project be commenced as soon as practicable. 

Only a moderate appropriation would permit these smaller but very necessary 
and important features to get started and be completed so that the major .con- 
struction contracts could get underway the following year. Perhaps an appro- 
priation of $5 million would be adequate for this purpose and that amount 
could be used advantageously during the first year. With these objectives in 
view, we urge that you recommend an appropriation in that amount. 


Mr. Brown. In conclusion I should like to say that this project for 
Hartwell Dam is self-liquidating. That has been settled by all agen- 
cles connected with the Government. In addition to that, it is known 
as the sister dam to Clark Hill. Clark Hill is at the foot of the shoals 
: the Savannah River, and Hartwell will be practically at the head 
5 oals, 

This project will benefit Clark Hill in this way: It will convert sec- 
ondary power in the amount of 50 million kilowatt-hours a year to 
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prime power. In addition to that, it will open up a vast territory 
of land below Augusta, which means another $2 million annually. 
That is the best land anywhere, and is of no value now. 

In addition to that it will, of course, keep an even flow in the Savan- 
nah River, if you have the Hartwell Reservoir. The Hartwell Reser. 
voir is one of the largest reservoirs east of the Mississippi River. If 
we had had it last summer, all seven of the generating units at Clark 
Hill could have been in operation full time. 

The atomic energy plant uses this water for cooling purposes. The) 
take it out of the river below Augusta and they put it back into th: 
river later. The deeper the water is the cooler it is. Therefore, i 
has been estimated that the value to the atomic energy plant would 
be a large amount, probably as much as $2 million annually. 

Besides being a self-liquidating project, you can never fully utilize 
Clark Hill unles Hartw ell Dam is built. 

I have incorporated in my statement some remarks made by M: 
Roger McWhorter at the Senate hearing last year. He has been the 
Chief Engineer for the Federal Power “Commission a long time. |] 
will just read two paragraphs of what he said: 

The project with which you are dealing today, the Hartwell project, is one 
of the most exceptional of the remaining undeveloped reservoir sites in the coun- 
try, and is the very best large one of the Southeastern States. It is a project 
of great importance to that region because it will be backed by a very large reser 
voir, as you have been told, one of the largest east of the Mississippi River with 
eapacity of nearly 3 million acre-feet. 

The bentfit-to-cost ratio is about 114 to 1. That shows that Hart- 
well Dam itself is self-liquidating and a good project. 

But let me repeat: It is really a sister dam to Clark Hill. Clark 
Hill is now completed. You can never utilize Clark Hill fully unti! 
this dam is built. 

I appreciate your patience with us, and I am sorry we went over- 
time. 

Thank you very much for all of us. 

Mr. MarsuHatyu. Thank you for your presentation. 


Burorp Dam 
WITNESSES 


HON. JAMES C. DAVIS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF GEORGIA 

HON. PHIL M. LANDRUM, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF GEORGIA 

HON. WILLIAM B. HARTSFIELD, MAYOR OF ATLANTA, GA. 

C. B. CULPEPPER, ATLANTA FREIGHT BUREAU, ATLANTA, GA. 

ROBERT M. HOLDER, PRESIDENT, UPPER CHATTAHOOCHEE DEVEL 
OPMENT CORP. 

WILLIAM GARDNER, BUFORD, GA. 

JOE CHEELEY, SOLICITOR GENERAL, CITY COURT OF BUFORD, GA. 

T. 0. GALLOWAY, GAINESVILLE, GA. 


Mr. MarsHatu. The committee will come to order. 
We are pleased to have before us our friends and colleagues, t!i 
Honorable James C. Davis, of Georgia, and the Honorable Phil M. 
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Landrum, of Georgia, who have with them a group of citizens who, 
along with themselves, are interested in the Buford Dam project 


STATEMENT BY CONGRESSMAN DAVIS 


Mr. Davis. Mr. Chairman, you have a tremendous job, of course, 
ind we know it. 

First let me say I am interested also in the Hartwell project, 
although it is not close to my district. 

Mr. Chairman and gentlemen of the committee, I want to thank 
vou for the time which you have allotted to me, and to my colleagues 
and constituents this morning. 

This is the ninth time I have appeared before this subcommittee in 
hehalf of the Buford Dam project. 

Since the construction of the project was authorized, as a part of the 
omprehensive development of the Apalachicola, Chattahoochee, and 
Flint River Basin, I have been intensely interested 1 in its completion. 

The Buford Dam, on the Chattahoochee River, 35 miles northeast of 
Atlanta, is a great factor in the growing industrial concentration in 
ind around Atlanta. 

Its multipurpose use, when completed, will make it a factor in the 
. laily life of a majority of the people in the great 700,000 population of 

the district which I represent. It will provide flood protection to the 
valley of the Chattahoochee as far downstream as West Point, Ga., 
150 miles below the dam. 

[t will afford substantial flood protection to West Point and that 
community, which up to this time has at pretty regular intervals been 
llicted with very disastrous floods. 

It will augment the low-water flow of the river, which is necessary in 
providing a 9-foot deep channel for navigation from Columbus, Ga., 
tothe Gulf of Mexico, as well as being beneficial for downstream water 
supplies, required to operate electrical current generating plants at 

various locations downstream. 

Finally, it will have an installed power-generating capacity of 
36,000 kilowatts. In addition to the power installation at the project, 
downstream powerplants will be benefited by the regulated flow of the 
river, Which would increase the firm power capacity of those plants, 
and I think there are some 8 or 9 of them downstream below Buford 
Dam. 

The total cost of the Buford project is estimated to be at this time 
“40.7 million. The appropriations through fiscal year 1955 have 
amounted to $22,981,000, and the budget request this year is for 
$11,830,000. 

Ge ntl, the Buford Dam is a key dam in the Basin project. The 
Jim Woodruff Dam, as I told you gentlemen on the committee last 
rear, backs water up the Flint River to provide navigation to Bain- 
bridge, Ga., and up the Chattahoochee to provide navigation from 
( ‘olumbus, Ga., to the gulf. 

I think, Mr. Chairman, you are new on this project, and also Mr. 
Boland is new, but Mr. Kirwan remembers that the Flint River and 
the Chattahoochee River come together at the Georgia-Florida line. 
The Jim Woodruff Dam is just below the point where they come to- 
gether, and the Jim Woodruff Dam backs water up both those rivers. 
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However, the Buford Dam is the key dam because it is in the:rain- 
fall area, and this great reservoir there will store this water which 
comes in the rainy season, to be released as needed during the dry sea- 
son of the year. 

Mr. Botanp. Where do the Chattahochee and Flint Rivers con- 
verge? 

Mr. Davis. At Chattahoochee, Fla. just above the site of the Jim 
Woodruff Dam. 

Mr. Botanp. Thank you. 

Mr. Davis. The Buford Dam is the key dam of the entire project in 
that it controls the storage and regulation of the water that provides 
the vital equal seasonal flow to maintain the 9-foot navigation channel 
below Columbus, and to firm up electric generating units below Buford 
Dam. 

During the years in which I have appeared before this committee, 
I have pointed out these advantages from year to year, and these bene- 
fits, and I recall that a year ago, gentlemen, the Army engineers testi- 
fied, and their testimony sustained my statements on this phase of the 
dam. 

Colonel Whipple last: year testified before this committee, and said 
the following, and I quote him: 

The overall system is involved. The assumption is that the Buford Dam in 
that connection will increase the low water discharge that makes navigation 
below the Jim Woodruff Dam possible without expensive dredging. There is 
no dam below Jim Woodruff, and the Buford Dam is necessary to maintain that 
lower section of the river at a suitable depth. 

That was the testimony of Colonel Whipple last year. 

The Buford Dam is in the rainfall section of our State, the section 
where water can be accumulated and used in regulated flow, for flood 
control in heavy rain periods, for maintaining navigation in the dry 
seasons, and for the maintenance of even generation of hydroelectric 
power throughout all seasons. 

I repeat, gentlemen, that it is the key dam which is being constructed 
at Buford. 

This year with $11,830,000 listed in the budget estimate, it is pro- 
posed to do these things, and these are the items for which this money 
is needed to complete : 

To continue acquisition of lands in the reservoir area, $1,381,(00; 
to continue relocations, $4,987,000; to initiate reservoir clearing, 
$1,013,400; to complete the main dam, and this is an earthen dam, 
$171,300; to continue construction of the powerhouse, $780,000 ; to con: 
tinue procurement of generators, transformers, turbines, accessories 
and miscellaneous electric equipment, $2,495,500 ; permanent operating 
equipment, $111,100; engineering and design, $120,000; supervision 
and administration, $770,000. 

Those items take up the total amount which is in the budget reques|, 
and-these funds are required, gentlemen, to keep the project. on the 
present schedule which proposes that 40,000 kilowatts of power wil 
be installed in December 1956, next year, to be followed by 6,000 kilo- 
watts in January 1957, and another 40,000 kilowatts in April 1957. 

The Buford Dam is designed to get the maximum benefits from the 
water resources available. Its 810 million kilowatt-hours of electr' 
cal energy annually and the benefits of additional water supply fer 
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the growing metropolis of Atlanta are the obvious advantages which 
will accrue from it. 

The 9-foot channel from the Chattahoochee River below the Jim 
Woodruff lock and dam can be permanently maintained and dredged. 
There is flood safety for 32,800 acres of farm and woodland between 
the project and West Point, Ga., through this construction. 

The artificial lake above the dam will provide opportunities for 
fishing, swimming, boating and other water sports, and create ideal 
onshore locations for such activities as picnicking, camping and sight- 
seeing up and down the banks of the lakes. 

On behalf of the city of Atlanta, the Fifth Congressional District 
and the river basin area affected, I urge that there be no curtailment of 
this near ly completed project. 

The sooner it can be completed and in production, the sooner it can 
begin hquidating its costs. 

That concludes my statement, gentlemen. 

However, also appearing in behalf of this project is my esteemed 
colleague, the distinguished gentleman from Georgia, Mr. Landrum, 
who is here to speak in behalf of it and followi ing him, we have, if time 
will permit, and I know that you are rushed, and that you are kind 
enough to allot to us 15 minutes, but * have here the mayor of 
Atlanta, Mayor William B. Hartsfield; B. Culpepper, an officer 
of the Atlanta Freight Bureau, Mr. Sis rt M. Holder, who is the 
president of the U pper C hattahoochee Development Corp. They are 
from my district, and then Mr. Landrum has some constituents from 
lis district. 

Thank you again, gentlemen, very much, for your kindness. 

Mr. Marsan. Thank you. We are glad to hear from you, and at 
this time we shall hear from our distinguished friend and colleague, 
Congressman Landrum of Georgia. 


STATEMENT BY CONGRESSMAN LANDRUM 


Mr. Lanprum. Mr. Chairman, I shall not trespass upon the time of 
the committee with statistics and figures with which the records are 
already replete. 

Certainly, a study of the records in years gone by involving this 
project, and the statement which Judge Davis has made this mor ning, 
reveals to you the necessity for continuing this project without inter- 
ruption. 

When this appropriation which the Bureau of the Budget has recom- 
mended is given, and when it is spent, the dam and the entire project 
will be ¢ approximately six-sevenths complete by the end of next year, as 
Judge Davis has just stated to you. 

‘he first generator is scheduled to go into operation at that time. 

I want to leave with you a smal] brochure, which has been prepared 
v the Corps of Engineers, and which shows you, in the top right-hand 
orner here, an aer ial photograph of the dam, and the dam site as it 
ippeared in July 1954. 

In the lower left-hand corner is shown the appearance of the intake 
structure, as it was being built, and over on the back side in the lower 
left-hand corner it shows the July 1954 appearance of the downstream 
nd of the power and the sluice tunnels. These, plus the other statis- 
ics Which are related in this booklet, will give you the complete infor- 
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mation as to the. present status of it, and it merely substantiates what 
I have already said to the effect that the project with this appropria- 
tion now being sought will be six-sevenths complete, and without this 
appropriation it is now approximately 65 percent complete. 

I am informed by the two gentlemen from the county in which the 
main project is located, who are here with me this morning, that the 
lake impoundment will be completed within the next 30 days, and that 
the saddle dikes of the dam have already been completed, of course. 

The first thing in which we are interested is that no interruption be 
made in the continuous construction of the generating plants, and other 
facilities which go with this project. 

I have with me Mr. William Gardner, a one-man chamber of com- 
merce, for north Georgia; Mr. Joe Cheeley, who is the solicitor 
general and prosecuting attorney for the city court of Buford, Ga, 
and Mr. T. O. Galloway, who are here in behalf of this project, and 
who support what Judge Davis and I have related to you. 

If time does permit, and we do not want to trespass upon the time 
of the committee, I am sure they would like to make some statement to 


you. 

Thank you, gentlemen. 

Mr. Marsuaty. Off the record. 

(Discussion off the record.) 

Mr. Lanprum. Mr. T. O. Galloway has been one of the powerful 
forces behind this project since its inception. He is the greatest soil 
conservation man we have ever had in north Georgia. 

Mr. Marsnauyi. Thank you, Mr. Landrum, for your statement. 

Gentlemen, I would like to say that your interests are so ably and we 
well represented that, in the interest of time, if some of you have some - 
short statements which you wish to make, we would appreciate brevity. J de, 

Mr. Davis. Thank you very much, Mr. Chairman. If you do not } 
mind, I would like to present to you these gentlemen, who are with me, o 
so that you might see them and be acquainted with them. a 

They do have, I think, some statements to file with the committee. iy 

Mr. MarsHati. We would be glad to accept their statements. sen 


Mr. Davis. I have with me Mayor William B. Hartsfield, from J \", 


Atlanta, Ga. a 
Mr. Marsua.y. We are glad to have you with us, Mayor Hartsfield. @ mei 


Mayor Harrsrtevp. Mr. Chairman, I will file a short statement. “7 


We have no desire to take any more of your time. The dam is so far & ,,., 
along that we feel quite sure you will want to see it completed, and & nex 


the Government receive money for the electric current to be generated J ord 


and sold. ~ 
] 


Our message is short and brief. We ask for $11.8 million, the & 4. 


amount of the budget request. suc] 


Mr. Marsnatt. We would be pleased to accept your statement, = 
othe 


Mayor. B 
Mayor Hartsrretp, Thank you sir. the 


(The statement referred to follows :) to t 
utili 


STATEMENT OF Mayor WILLIAM B. HARTSFIELD IN BEHALF OF BurorD DAM recr 
tial. 

The Buford Dam is now well on toward completion. Three saddle dikes, the 80 t] 
spillway, excavation for forebay, tunnels, tailrace, and tunnel lining have bee? In 
completed, and now under construction are the intake, sluice outlet works, appr 


earth dam, reservoir operations building, and a number of highway reloca full 
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tions in the reservoir area. Also supply contracts for turbines, generators, and 
other electrical equipment have been let and are under construction. 

It is estimated that the earth dam will be completed about July 1, 1955; the 
filling of the reservoir will start February 1, 1956, and power should start on 
the lines by December 1956. 

Since Buford is so far along, it is now highly important that the budget 
request of $11,800,000 be granted so that the completion date of June 1957 may 
be met. 

juford has been termed by the engineers as the key dam of the Chattahoochee- 
Apalachicola River system. Upon it depends, not only flood control all the way 
to West Point, Ga., but the maintenance of a 9-foot channel from Columbus, Ga., 
to the gulf. The sooner the dam is completed, the quicker the Government will 
begin to receive its money back in the shape of electric current revenue. 


Mr. Davis. I would like to present, also, Mr. C. B. Culpepper, of 
the Atlanta Freight Bureau, and he has a short statement which he 
would like to make. 

Mr. Cutrerrer. Mr. Chairman, I would just like to file my state- 
ment with you, because if I made a statement, I would just read it. 

So, it will be all right. 

Mr. Marsuauu. We shall be glad to accept your statement for the 
record at this point. 

Mr. Cutpeprer. Thank you, sir. 

(The statement referred to follows :) 


STATEMENT OF C. B. CULPEPPER, SECRETARY AND GENERAL MANAGER, ATLANTA 
FREIGHT BUREAU 


As has been stated at previous hearings on other similar appropriations, the 
Atlanta Freight Bureau is a civic, nonprofit cooperative organization serving in 
traffic and transportation matters the business and industrial interests of Atlanta 
and its entire contiguous section of the State of Georgia. Included in its prin- 
cipals are the city government of Atlanta, the county of Fulton and State highway 
department. 

My organization, therefore, has a vital interest in the completion of the Buford 
Dam as quickly as possible. This interest is based upon several controlling fea- 
tures, some of them immediate in their outlook and others far-reaching in their 
scope. 

First, the money already expended in the development of the Buford Dam repre- 
sents an investment upon which returns can begin dependent upon the completion 
of the project. In other words, the sooner the dam is completed, the sooner 
financial returns can be realized from the sale of power and recreational and soil 
conservation returns be obtained through the earlier use of its facilities. Our 
members, therefore, are interested in having the power and the water and soil 
conservation features and the recreational benefits available as soon as possible. 

In this connection, the Army engineers state that the full proposed appropria- 
tion of $11,800,000 can be economically and advantageously expended during the 
next fiscal year. It is therefore sound business to make this further investment in 
order to handily realize on the money already expended. So much for the im- 
mediate outlook. 

In addition to this, a completed Buford Dam would reduce to a minimum the 
chance for severe suffering along the Chattahoochee River should we experience 
such a drought as occurred last year. On the other hand, flood control would 
be so improved that the flow of the river could be manipulated to reduce to an- 
other minimum the dangers of flooded lands, farms and homes. 

Beyond all of the foregoing, the Atlanta Freight Bureau is vitally interested in 
the full development of the Chattahoochee-Apalachicola River system all the way 
to the Gulf of Mexico. In our scheme of things this development calls for full 
utilization of the stream for power production, soil conservation, water resources, 
recreational facilities, etc. To accomplish this entire plan, Buford Dam is essen- 
lial. It is, therefore, urged that this project be completed as quickly as possible 
80 that our people can have this key situation completely solved and established. 

In view of these things, it appears to my organization that the logical, sound 
approach to this matter is to appropriate for the use of the Army engineers the 
full amount which they deem can be advantageously used in any one year until 
this dam is completed. 
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Mr. Davis. Next, I would like to introduce Mr. Robert M. Holder, 
who is the president of the Upper Chattahoochee Valley Developmen 
Corp. 

Mr. Horner. I do not think, Mr. Chairman, I will make any state. 
ment, in the interest of time, except to endorse what both of thes 
gentlemen have to say, and to urge the appropriation of the funds to 
complete the project. 

Mr. Marsuauyi, Thank you very much, Mr. Holder. 

Mr. Lanprum. Mr. Chairman, I would like to present Mr. Gardner 
from Buford, Ga. 

Mr. Marsnatyi. We are glad to have you with us, Mr. Gardner. 

Mr. Garpner. Mr. Chairman, I do not believe I will make a state. 
ment since I have made several statements before meetings of this 
committee. 

Thank you. 

Mr. Lanprum. I would like to present Mr. T. O. Galloway, from 
Gainevsille, Ga. 

Mr. Marsrarn. We shall be glad to hear from Mr. Galloway. 

Mr. Gatioway. I would like to express my deep appreciation fay 
the fine support which the committee gave this project last year. Such 
appropriation made it possible for everything to move along in a mos 
orderly and satisfactor y manner 

The land acquisition is going : along ; in a most satisfactory way. The 
prices being paid are fair ‘to the landowners, and they are having time 
within which to relocate. 

As to that phase of the program, it has been moving well, and that 
is the phase of the program in which TI was particularly interested. 
T just wanted to say that it was going along in a most satisfactory 
way. 

Mr. Marsnatz. Thank you. 

Mr. Lanprum. Mr. Galloway, while you are standing, we mighi 
state to the committee that many of the people have already movel 
out of the area, the lands have been purchased, and the people have 
been moved into new areas completely, and most of them already 
know when their land will be inundated. 

Mr. Gatioway. That is right. 

Mr. Boranp. How many people will have to be relocated, Mr. Lan- 
drum. 

Mr. Lanprum. In numbers, I am not able to say, but in area, it hits 
about one-third of one of the largest counties in my district. It takes 
all of the fertile bottom land. We refer to our valley farmland in this 
particular county as bottom land but it does not take much of the 
farmland out of the county where we have the impoundment, but in 
the adjoining counties it takes really all of the bottom land, and these 
people have already been moved out. 

Gentlemen, I would like to present to you Mr. Joe Cheeley, a prac: 
ticing attorney from Buford, Ga. 

Mr. Creenry. Mr. Chairman, I have nothing to add to what has 
been said, except to express my appreciation for the courtesies and 
kindnesses which have been extended to us through the years. 

Mr. Marsrraty. Is there anything further ? 

Mr. Davis. Mr. Chairman, we appreciate your courtesy very much. 

Mr. Marsnaty. Thank you, gentlemen. 
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OKLAWAHA Rover AND Sr. Aueustine Harpor, Fa. 


WITNESSES 


HON. A. S. HERLONG, JR., A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HERBERT C. GEE, CONSULTING ENGINEER, WEST PALM BEACH, 
FLA., REPRESENTING THE ST. AUGUSTINE PORT WATERWAY 
AND BEACH COMMISSION 

BYRON HERLONG, CHAIRMAN, OKLAWAHA RIVER WATER CON- 
SERVATION AUTHORITY 


Mr. Marsuauy. The committee will come to order. 

We are pleased to have with us at this time our distinguished col- 
league, Hon. Syd Herlong of Florida. 

Congressman Herlong, we are glad to hear from you at this time. 


OKLAWAHA RIVER 


Mr. Hertone. Mr, Chairman, we are going to try to get through 
easily within the 15 minutes which has been alloted to us. 

[ have two small projects which I want to discuss with you. The one 
located on the map, and at the top, is the Oklawaha River. I would 
like to say at the outset that I am not here asking for construction 
money. ‘This [indicating] is the Oklawaha River. It begins in a 
chain of lakes down in the central part of Florida, and runs all the 
way up through the central part of the State into the St. Johns River. 
It flows north from Lake Griffin, which is down here | indicating |. 
The maintenance of this river is a federally authorized project. 

The first legislation or authorization for this project began in 1835. 
That is how long it has been on the Federal books. 

This Oklawaha River has long been used for commercial and recrea- 
tional boating. 

The report of the Corps of Engineers for 1953 shows that there were 
26,560 recreational craft which used this stream; that there were 
370,511 passengers over this stream; and 1,133 tons of general cargo 
were hauled on this navigation project in the year 1952. 

Since that time, as water has permitted, traffic has increased. 

In 1951 the Corps of Engineers made a review investigation of this 
basin where the river begins, to decide whether they were going to take 
over the maintenance of the whole system of lakes as well as the river. 
They came up with an unfavorable report. The President, then, in 
his last two messages in 1954 and in 1955, urged that local interests 
take up the responsibility, and wherever they could, do these jobs for 
themselves. 

So, for maintaining of the water levels in this basin, and for water 
conservation, and flood control, local interests are now in the process 
of spending some $600,000 in order to do the job themselves. But, 
what happens? They are doing the job, but they find that they are 
bottled up in this basin because they cannot get out, and get into the St. 
Johns River, simply because of the condition of the Oklawaha. It is 
full of snags and shoals. As a matter of fact, during flood stages, the 
river, in its present condition will not even take off the excess water. 
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The engineers tell us that it will take $30,000 to clear the river to a 
point where it will be usable. 

There is annually appropriated, as you know, a blanket maintenance 
fund for these rivers. The Corps of Engineers maintained this proj- 
ect up until about the time when World War II came along. Then 
they said that the principal use of the waterway was recreational and 
that there was not enough freight hauled on it. Therefore they quit 
maintaining it. That is why it is in the condition it is today. 

I want to impress upon you one thing: 26,000 recreational boats 
did use this in 1952. Recreation may not be commercial in the light 
of some people’s thinking, but it is business to Florida. It is our main 
business. We must have it. It is Florida’s economic lifeblood. What 
I am asking is simply for some language in the report. I respectfully 
suggest that you might say something along the line that out of the 
funds which you appropriate for the maintenance of rivers and har- 
bors you understand that not over $30,000 will be used to clear the 
Oklawaha River. 

We think that it is very essential and extremely important. 

If you could go down there, and see the need; if you could see the 
boating activity on this chain of lakes, and in this river, you would 


certainly see the need for this money to be earmarked out of your 
maintenance fund. 


Mr. Chairman, I would like to submit for the record a statement 
which I have prepared on this project. 

Mr. Marsuaru. Without objection, it will be received for the record 
at this point. 

(The statement referred to follows :) 


STATEMENT OF A. S. HERLONG, JR., (MEMBER OF CONGRESS, 
Firrn District, FLORIDA) 


I would like the privilege of discussing with you the Oklawaha River in my 
district in Florida. I am not asking for any appropriation for construction. 

The Oklawaha River is the principal west-side tributary of the St. Johns 
River and its headwaters area include a large number of fresh-water lakes in 
central Florida. The river has long been used for commercial and recreational 
boating. The report of the Corps of Engineers for 1953 shows 26,560 recreational 
craft, 370,511 passengers and 1,133 tons of general cargo used this authorized 
Federal navigation project during the calendar year 1953. 

In 1951 the Corps of Engineers made a review investigation of this basin in 
the interest of small-boat navigation and the resulting report was unfavorable. 
Local interests working through an interim committee of the Florida State Legis 
lature are now carrying on a program of engineering and construction in Lake 
and Orange Counties which will involve an expenditure of approximately $600,000 
of local funds, to create a system of works for the benefit of small-boat naviga- 
tion in the interests of conservation and fresh water. This system of works is 
being constructed in the upper basin and can only be reached by use of the Federal 
navigation project in the lower river. 

This Federal project has been and is now in need of maintenance to clear 
the channel of obstructions and shoals. The Corps of Engineers has estimated 
that $30,000 will be required to remove these obstructions from the channel. 

This is an authorized navigation project. This committee annually appre 
priates a lump sum for the maintenance of these authorized projects. The first 
congressional authorization for work on this river goes as far back as February 
24, 1835. Subsequent to that time there has been further authorization for 
channel clearance, deepening the channel, and construction of locks for the pur 
pose of maintaining the lake levels. The project was maintained in an accept 
able manner until about the time of World War II. Since that time maintenance 
on the river has simply been neglected. 
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Local interests in carrying out the system of works in the upper basin did so 
in accordance with statements made in the President’s budget messages of 1954 
and 1955 in which he encouraged local interest to share the cost of local projects. 
This is a project where local interests have borne the cost of such construction 
and are now merely asking the Federal Government to maintain an authorized 
Federal project. Adequate maintenance in the lower river will provide access 
to the new works of the upper basin. Without such access the new work loses 
its value, 

n Clearing of the channel of the Oklawaha River is essential, not only to the 
restoration of small-boat navigation but equally important to provide adequate 
channel capacity to discharge flood waters of the upper basin into the St. Johns 
tiver. 

“— is suggested that $30,000 of the funds included in the appropriation for 
maintenance of rivers and harbors be earmarked for use on the Oklawaha 
River, Fla. 

Mr. Hertone. Are there any questions which any of you would 
like to ask about this particular project ? 

If not, that is all I shall say on this project. It is so obviously nec- 
essary that I do not think : any more needs to be said. 

May I take just a moment, gentlemen, to show you some pictures 
which have been taken to show you the condition of the river? 

Mr. Botanp. You said there were 26,000 recreational craft which 
used this stream in 1952; what was it last year ? ; 

Mr. Hertone. I think it was even more than that. They had several 
boatacades up and down the river. Some 400 or 500 boats a day used 
the river. This use by large numbers of boats is a comparatively 
recent development. 

Mr. Marswatu. Is there anything further ? 

Mr. Hertone. Gentlemen, I want to present to you the man who is 
hairman of the Oklawaha River Water Conservation Authority in 
Lake County, my home county, and he happens to be my brother, 
Byron Herlong. I would like, Byron, for you to meet these gentlemen. 

‘Off the record. 

( Discussion off the record.) 

Byron wants to say something on this Oklawaha project before we 
go to the other project in which we are interested. 

Mr. Marsuaty. We will be glad to hear from you, Mr. Herlong. 

Mr. Byron Hertone. Mr. Chairman. I would like to say that we 
have been planning to spend about $600,000 in providing structures in 
Lake and Orange Counties to control and conserve the water in this 
lake. 

_ During the periods of high water and floods, if the Oklawaha River 
is not cleaned out, the work which we propose to perform as requested 
by the Président, will do no good. 

We are doing some dredging, and ditching, but we cannot get the 
water out north of us. The Oklawaha River is the bottleneck there. 
If the Oklawaha River is cleaned out, then it will help us during the 
high water periods to get the water off our farms which does damage 
to farms, and groves in our section of Florida. 

Mr. Botanp. As the matter stands now, some of the shoals in the 
tiver delay the receding of the water ? 

Mr. Byron HErtone. Definitely; yes, sir. Thank you very much. 

Mr. Marsan. We shall now proceed to consideration of the other 
project in which Congressman Herlong is interested. 
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ST. AUGUSTINE HARBOR 


Mr. Hertone. Gentlemen, the other project which we wish to dis- 
cuss with you is the St. Augustine Harbor project. 
A number of years ago a project was authorized, and money was 
appropriated to cut a new harbor entrance into the Matanzas River at 
Augustine. At the time this was done, it was urged by the local 
people there that if the engineers made this cut, and did not construct 
jetties, that they would expose the entire city of St. Augustine to 
inundation from northeasters. As a result, probably, of this objection 
on the part of the local people, local interests never did agree to save 
the Government harmless from any damage which might occur. But 
the engineers went ahead and put the the cut in without the jetties. 
Just ex: actly what the local people said would happen did happen. 
Colonel Gee, consulting engineer, of the firm of Gee & Jenson, Inc.,, 
West Palm Beach, Fla., is present, and I should like for him to 
explain this project to you. 
Mr. Marswaui. We shall be glad to hear from Colonel Gee in re- 
gard to this matter. 
Colonel Ger. Mr. Chairman, gentlemen of the committee, my name 
is Herbert C. Gee, I am a consulting engineer of the firm of Gee & 
Jenson, Inc., West Palm Beach, Fla., representing the St. Augustine 
Port, Waterway, and Beach Commission at this hearing. 
Since the founding of St. Augustine by Pedro Menendez de Aviles 
in 1565, St. Augustine Harbor and Inlet have been in constant use 
for commercial purposes. The harbor project is of direct concern 
to your committee as a result of the authorization contained in the 
River and Harbor Act of June 20, 1938, In that act, Congress author- 
ized the construction of an entrance channel 250 feet wide and 97 feet 
deep at mean low water from the Atlantic Ocean through North Point 
to deep water in Tolomato River, generally opposite the mouth of the ae 
Matanzas River. When this authorization was approved by Congress, ao 
the requirements of local cooperation included a cash contribution in J Bona 
the amount of $137,500 in addition to the usual requirements of lands, JJ Csh 
rights-of-way, and spoil-disposal areas. The cash contribution was 
required because of the local character of benefits to be produced from re 
this harbor improvement. rh 
Shortly after the passage of the River and Harbor Act of June 20, J & | 
1938, local interests made available the sum of $137,500 to the Corps teeter 
of Engineers and this money, together with Federal appropriations, 0° 
was used to dredge the cut through North Point to the ocean, Thiscut ¥""S | 
was completed by hydraulic dredge on May 20, 1940. The ocean end BP p 
of the channel deepening was completed by hopper dredge betwee Ph 
May and August of that same year. After dredging work was com 9! be 
pleted, the controlling depth in the new channel was 24.9 feet at mean zed 
low water. prom) 
Immediately following this dredging, rapid shoaling took place in #j* ‘*" 
the first thousand feet of the channel seaward of the former shoreline. J ("0 
The shoaling was so severe and so rapid that by December of 1940 As 
the controlling depth in the entrance channel was.9.6 feet. According fat 
to surveys made at that time, approximately half a million.cubie yards HO | 
of material had moved into the dredged channel seaward of the shore- leet by 


line. The St. Augustine Port, Waterway, and Beach Commission, ® 7 - 
Shoals 
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political subdivision of the State of Florida, responsible for the re- 
quirements of local cooperation under this project, realized that as 
early as June of 1941 that.the project to which they had contributed a 
substantial sum of money could not accomplish the results desired. 
Accordingly, the commission sought a review of the project. This 
review was first. authorized by resolution of the Committee on Rivers 
and Harbors of the House of Representatives, adopted June 10, 1941. 
Additional authorization for the review was contained in the River 
and Harbor Act of March 2, 1945. 

The review investigation conducted by the Corps of Engineers re- 
sulted in the report identified as House Document 133, 81st Congress. 
In this report, the Chief of Engineers recommended a modification of 
the project providing for an entrance channel 200 feet wide and 16 
feet deep across the new inlet bar thence 12 feet deep to the Intra- 
coastal Waterway, a sand-tight jetty extending seaward from Vilano 
Point on the south side of the channel parallel to and coexistent with 
the existing groin and for the future landward extension of the jetty 
and groin when required, and a channel 100 feet wide and 10 feet deep 
in San Sebastian River from the Intracoastal Waterway to the King 
Street Bridge with a turning basin near the upper end. ‘The estimated 
cost of the improvements to the inlet was $1,843,300 and the improve- 
nent toSan Sebastian River $49,900, based on 1948 prices. 

The above-described modification of the project for St. Augustine 
Harbor, Fla., was authorized in the River and Harbor Act of May 17, 
1950, 

To date, no funds have been appropriated to carry out the work in- 


volved in the project modification authorized in 1950. The records 
of the St. Augustine Port, Waterway, and Beach Commission dis- 
‘lose that costs incurred and contracted for by local interests to date 
areas follows : 


Right-of-way ee ae ran aaa $11, O34 


DOUG WeRnerenetis ss ne ee Ssiecdicnccbka tee Sie sabes cit ethical : =, 918 
ann 


ROINE TERS. Wee CR ONIU Gots in dete eae ben ee oid neces ; 144, 375 
Cash contribution 7 nissan stidsedinncaiaainis a és 137, 500 


Total ee eee ae . 298, 827 


The commission finds itself in the position of having spent $298,000 
as a contribution to a project designed to provide an adequate, pro- 
tected channel to St. Augustine Harbor in accordance with the author- 
zation contained in the River and Harbor Act of 1938. However, 
tis project has never been completed and has not accomplished the 
purpose for which it was originally designed. 

Che commission with full realization that the 27-foot project could 
hot be completed successfully accepted the modified project as author- 
ed in the 1950 act. The modification was accepted in the hope that 
prompt action would be taken by the Federal Government to remedy 
i very dangerous situation which has resulted from the ill-advised 
‘onstruction carried out in 1940. 

As a result of the partial completion of the previously authorized 
project, the dredged inlet having a cross section of 8,845 square feet in 
Imo has been enlarged by erosion to a cross section of 26,500 square 
leet by January of 1946, 

This broad opening through the constantly shifting islands and 
shoals which had previously protected the city of St. Augustine from 
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severe storm damage placed the improved property on Anastasia 
Island and in downtown St. Augustine in jeopardy during hurricanes 
and winter northeasters. Unusually high tides were experienced jy 
1942, 1944, 1947, and 1950. The extent of damage suffered by the 
people of St. Augustine can be visualized from a brief examination of 
the pictures taken during the high storm tides of 1944 and 1947, 
These photographs are available for examination by the committee. 

An approximate indication of the dollar value of the damage caused 
by high storm tides has been obtained by the clerk of the court, S. 
John’s County. An affidavit form was prepared and made available to 
individual property owners. Each owner estimated damage to his 
property caused by salt water only. Each certified to the accuracy of 
his own estimate. Copies of every affidavit are available here and will 
be left for inspection by the committee. From this partial report of 
damage since the inlet was cut through North Point in 1940, the mag. 
nitude of losses suffered by local interests can only be approximated. 
The money value of damages actually reported is $383,060. 

Exposure of this type of damage continues and affects the central 
business district of St. Augustine and many historical landmarks in 
this, the oldest city in the United States. 

The dredged entrance channel, finished late in 1940, deteriorated 
rapidly and the entrance to the harbor lacked adequate depth across 
the bar in a rapidly shifting channel requiring frequent moving of 
navigation markers. In the winter of 1945 and 1946, two shrimp traw!- 
ers were lost as a result of having missed the entrance channel. For- 
tunately, no lives were lost in these two sinkings. 

In addition to the loss of the above-mentioned vessels, frequen! 
groundings have occurred with resulting damage to hulls, propellers 
and rudders. <A record of groundings and cost of resulting repai! 
work to fishing vessels was maintained by a local marine insurance 
company. During the winter of 1948 and 1949, Diesel Engine Sales 
Co. shipyard repaired 25 trawlers damaged in the inlet or in San 
Sebastian River. Total repair bill was $10,333.50. Total lost time 
was 105 trawler-days. 

Navigation charts and project documents describing the harbors 
of the east coast of Florida refer to St. Augustine as a harbor of refuge 
between Jacksonville and Fort Pierce. During periods of heav! 
weather, inadequate depth and the shifting entrance channel combine 
to make use of this harbor as a refuge for small craft virtually 
impossible. 

St. Augustine has long been recognized as the capital of the shrimp 

trawler industry. Approximately 75 percent of all shrimp trawlers” 
approximately 25 percent of all commercial fishing vessels built in the 
United States during the last 3 or 4 years were launched in a sing!’ 
yard at St. Augustine. 
“ The yard of Diesel Engine Sales, Inc., recently launched its 50th 
trawler. The last 100 were launched at the rate of 10 per mont) 
These boats are valued at approximately $40,000 each. The annual 
production from this one yard at the 1954 rate of launching amounted 
to $4,800,000. , 3 

This shipyard has been placed under the Industrial Mobilizati 
Planning Bureau of the Corps of Engineers, United States Army; 
and, in addition, the facilities are placed under the supervision ° 
Shipbuilding and Naval Inspector of Ordinance of United State 
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Navy. To the extent that the shipbuilding facilities may be utilized 
by these two branches of our armed services, the condition of St. 
Augustine Harbor becomes important in our national defense. Ad- 
mittedly, the usefulness of the yard is impaired by the present condi- 
tion of St. Augustine Harbor. A shipyard of this e: apacity located on 
achannel of adequate depth and with a harbor providing safe passage 
to the open sea through a protected entrance channel and inlet would 
be of great value in our defense effort. 

Since the passage of the River and Harbor Act of May 17, 1950, the 
modified project for St. Augustine Harbor has not received a con- 
struction appropriation by the C ongress. The Corps of Engineers 
ane a hydrographic survey of St. Augustine Inlet and adjacent 
beaches during August and September of 1950 at a cost of $5,247.39. 
The status of the project is described in the Annual Report of the 
Chief of Engineers for 1951. 

In 1952, the project was placed on the list of inactive navigation 
projects of the Jacksonville district. It has remained in this ‘status 
to date. 

The St. Augustine Port, Waterway, and Beach Commission was 
represented in “hearings before the Bureau of the Budget in Septem- 
ber of 1954, during w hich the Commission’s representatives urged the 
inclusion of this project in the budget for fiscal year 1956. As you 
know, the item is not included in the budget presently being consid- 
ered by this committee. 

The St. Augustine Harbor project was authorized by Congress in 
1938 as a cooperative undertaking to be financed jointly by local inter- 
ests and the Federal Government. Local interests created the St. 
Augustine Port, Waterway, and Beach Commission to administer the 
project at the local level. In accordance with the requirements of 
authorizing legislation, local interests have spent or contracted to 
spend a total of $298,827. 

The result of this expenditure to date has been the creation of a new 
inlet which exposes the improved property on Anastasia Island and in 
downtown St. Augustine to inundation by hurricane-induced tides or 
during prolonged ‘northeast storms. The project has been permitted 
to remain in its partially completed condition since 1940. Since that 
date, two severe storms have occurred causing widespread damage 
from inundation by salt water, the first in 1944, the second in 1950. 

The situation at St. Augustine was appreciated fully by the Bureau 
of the Budget in 1948 when the followi ing quoted comment was made 
concerning House Document 133, 81st Congress: 

Existing and prospective commerce and vessel traffic at St. Augustine does not 
appear to warrant as large an expenditure for harbor improvements as that 
proposed in this report. However, damages and dangerous conditions have oc- 
curred as a result of the construction of the original project and it is noted that 
local interests were not required to hold and save the United States free from 
all claims for damages due to the contruction and maintenance of the project. 
Adoption of the recommended improvement as a remedial measure to prevent 
further shore erosion and exposure of St. Augustine Harbor to storm damage ap- 


pears to be of first importance and on this basis you are advised that there 
Will he no objection to the submission of the report to Congress. 


rhe St. Augustine Port, Waterway, and Beach Commission is 
keenly aware of the continued threat of d: unmage to private property 


in St. Augustine as a result of the det eriorated condition of the en- 
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trance channel completed 1 in 1940 The Commission concurred in the 
recommendation of the Corps of Engineers contained in House Docu. 
ment 133, 81st Congress, and agreed to provide the requirements of 
local cooperation for the modified project authorization in the River 
and Harbor Act of May 17, 1950. Accordingly, the Commission ree- 
ommends : 

1. That funds be appropriated by Congress in fiscal year 1956 to 
complete the dredging of San Sebastian River to provide a channel 1) 
rat va and 100 feet in width. 

That funds be provided in fiscal year 1956 to permit the Corps of 
En, ngineers to complete the plans and specifications and initiate con- 
struction of the works to improve and stabilize the inlet and entrance 
channel. 

That funds be provided in fiscal year 1957 in sufficient amount to 
necaliate the project modification authorized in the River and Harbor 
Act. of May 17, 1950. 

Thank you very much, gentlemen. 

Mr. Hertone. I would like to show you gentlemen some pictures 
which were taken of the flood damage which has occurred at the city 
of St. Augustine since this cut was made. 

There never was a flood at St. Augustine before this time. It 
has opened up the city to extreme flood damage. What has happened 
since that time is that the entire old entrance has closed up as a 
result of erosion, and the original cut has widened from a cut of 400 
feet to the point where it is now over a quarter of a mile wide. It isa 
terrible situation which exists at St. Augustine. The entire force of 
the ocean comes right into the town. 

If there are any questions, gentlemen, we shall be glad to attempt 
to answer them. 

Thank you very much, gentlemen, for your time. 

Mr. Kirwan. You have done very well, Mr. Herlong. 

Mr. Hertone. Thank you, sir. 

Mr. Marsnati. Thank you, gentlemen. 


CEMETERIAL EXPENSES 
WITNESS 


HON. (MRS.) JOSEPH R. FARRINGTON, A DELEGATE IN CONGRESS 
FROM THE TERRITORY OF HAWAII 


Mr. MarsHatu. We are pleased to have before our committee the 
distinguished delegate from Hawaii, who wishes to comment up 
some problems i in connection with cemeterial expenses. 

Mrs. Farrington, we would be very glad to hear from you at this 
time. 

Mrs. Farrtneron. Mr. Chairman, thank you for the opportunity 
of being heard today. I appear to request funds for the erection of 

crosses in the National Memorial Cemeter y of the Pacific, located 


in Honolulu, T. H. 


This item, as I understand it, if granted, would be a part of the 


appropriation allocated to the Office of the Quartermaster Genera! 
of the Department of the Army for cemeterial expenses. 
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The funds I am requesting are not included in the fiscal budget. 

| come to you in an attempt to find a new approach to a problem 
that has perplexed for some years not only the people of Hawaii, but 
also the Battle Monuments Commission and the Office of the Quar- 
termaster General. All of these groups and individuals concerned 
‘n the consideration of the problem are sympathetic to the proposi- 
tion of the white crosses and of cooperating in trying to find a way 
to restore them. 

iu the 88d Congress a joint resolution, House Joint Resolution 237, 
was introduced, but no action was taken because of an unfavorable 
report from the Department of the Army. The reasons set forth 
by the Army in the report involved the many regulations and policies 
popularly termed “redtape,” that seemed insurmountable to the Office 
of the Quartermaster General, so in this 84th Congress it occurred 
to me that if I could initiate a conference of Members of Congress, 
of the Battle Monuments Commission, and the Office of the Quarter- 
master General to discuss in detail the problems and come to a mutual 
widerstanding of them, the problem might be resolved. 

We have had such conferences and they have been most satisfactory. 

I have had conferences with Senator Charles Potter, of Michigan, 
and Representative John Phillips, of California, both of whom are 
members of the Battle Monuments Commission and members of the 
Appropriations Committee, respectively, of the Senate and the House. 
Both of them are very sympathetic to the idea of the crosses. 

The last conference with these gentlemen included Maj. Gen. K. I. 
Hastings, Quartermaster General of the Army; Gen. Thomas North, 
Secretary of the Battle Monuments Commission; and several of their 
assistants. It was a most satisfactory conference. 

Following my request at that conference the Quartermaster General 
las explored the situation for me and given me several alternative 
propositions for the crosses. General Hastings assigned Miss Helen 
T. McDonald of the Monument Division of the Quartermaster Gen- 
eral’s Office to this project. She has been very cooperative. I have 
with me a summary of information which has been prepared on the 
subject, Erection of Crosses, National Memorial Cemetery of the 
Pacific, by the Office of the Quartermaster General, and I offer it as an 
exhibit to be included in the record of my statement. 

Mr. MarsHatn. We shall be glad to accept that exhibit for the record 
at this point. 

(The exhibit referred to follows :) 


SUMMARY OF INFORMATION 


Subject : Erection of crosses, National Memorial Cemetery of the Pacific. 


Problem ; To examine the various possible means and to suggest the most satis- 
factory method of erecting crosses, Stars of David, and Budhist Wheels, 
hereafter referred to solely as crosses. 

1. During the course of this study, the following questions were considered : 

(a) The extent to which crosses should be erected. 

(b) The type and sizes of the crosses to be erected. 

(¢) The materials to be used in the crosses. 

(d) A substitute for crosses which might possibly satisfy the immediate prob- 
lem until provision can be made for permanent crosses. 

\¢) The cost of purchase, shipment, and erection of the various types of crosses. 





3 3s 


> 


« 
« 
t. 
E 
* 
“ 
\. 
\ 
» 


ir. 
-> 


7s 


LIGRANICS 


322 


DISCUSSION 


1. The parts of the problem as outlined above are discussed separately : 

(a) Extent to which the crosses should be erected. Various methods considere 
in this study which might be used for marking of the graves in the MMCP anj 
comments pertinent to each are as follows: One method contemplated wouj 
allow the existing flat marker to remain on the graves of the repatriated Wor\j 
War II dead and the Korean dead return program, such markers to serve + 
indicate the inscription—provided service data relative to the decedent, and the 
crosses could be erected in addition to the flat markers but would not bear a) 
inscription. An alternate method would be the removal of the present fla 
markers and the erection of crosses bearing the full inscription at such grayes 
It is felt that limitation of the crosses to specific categories of burials woul 
result in criticism as discriminatory treatment. It is therefore believed that, 
if crosses are to be erected at all, they should be provided for all present graves 
and for the future graves as interments are made. The use of several types of 
markers would not conform to the military characteristics desired in a national 
cemetery. In the event that uniform treatment of all graves is not approved by 
those who will make the ultimate decision, consideration is given and estimates 
are also furnished for: 

(1) Removal of flat markers and erection of crosses at the graves of World 
War II and Korean dead only. 

(2) Erection of crosses in addition to the flat markers at the graves of World 
War II and Korean dead only. 

(b) Type and size of crosses to be erected.—Although it is economically feas- 
ble to use a cross different in design from that now used by the ABMC in the 
United States military cemeteries overseas, it was concluded that the use of 
crosses, identical to the ABMC design will provide the most satisfactory solution 
since one of the principal reasons for the erection of crosses in the NMCP, is to 
accord the same treatment to those whose remains are interred in this cemetery 
as has been accorded those interred in other United States military cemeteries 
overseas. Further, it is felt that any cross smaller or larger than that now use 
by the ABMC would create new problems, e. g., should a larger cross be placed 
in the NMCP, the public would have grounds to demand the erection of similar 
crosses in all of the United States military cemeteries overseas. Conversely, 
smaller crosses would doubtless be considered discriminatory if placed in the 
NMCP. A more satisfactory solution to the problem would be to remove the 
present flat markers from the NMCP and install markers of the ABMC design 
on all present and future graves. 

(c) Materials to be used in the crosses.—A consideration of various available 
materials follows: 

(1) Sandstone: This material appears to be no longer used for the construc 
tion of monuments and markers for graves in the United States. Attempts to 
obtain data on the characteristics of sandstone from the standpoint of mon- 
umental use were made without success, such sources as the Bureau of Standards, 
Bureau of Mines, and the Congressional Library having been contacted. It is 
apparent, however, that such material was used extensively in the United 
States in colonial days, due to its availability and workability with the tools ai 
hand. An examination was made of sandstone headstones and markers in oll 
church cemeteries in Maryland and in the Congressional Cemetery in Washin: 
ton, D. C. This eXamination disclosed that this material is not suitable, sine 
markers bearing a date as late as 1870 were weathered to the extent that the 
inscriptions were illegible and in many cases the markers had cracked, spalled, 
and even broken into many pieces. No information whatever was obtainable 
relative to Hawaiian sandstone. In consideration of the above, it is felt thal 
markers of sandstone are not suitable for use in a national cemetery. 

(2) Metals: Various metals of a nonrusting nature such as aluminum, mas 
nesium, stainless steel, etc., were considered and eliminated due to the followilt 
factors: 

(a) High cost. 
(b) Availability—some materials are critical in the United States. 
(c) Metals are not generally accepted as grave markers. 

(3) White marble or gray granite—white marble, the material from which the 
standard Government headstones are fabricated and light gray granite, such 
used for the flat markers, are considered the most suitable materials for the 
crosses. Estimates covering the costs of marble and granite crosses are appendet. 

(4) Wood: Wood crosses require excessive maintenance and would in fa" 
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have to be replaced frequently. ‘They are, therefore, not considered suitable for 
permanent marking of graves in any national cemetery. Moreover, such markers 
would not meet the requirements of 24 U. 8S. C. 279, which directs that each grave 
in the national cemeteries shall be marked with “a small headstone or block 
which shall be of durable stone, and of such design and weight as shall keep it 
in place When set, and shall bear the name of the soldier and the name of his 
State inscribed thereon, when the same are known, and also with the number 
of grave inseribed thereon * * *.” Estimates covering the costs of the erection 
of such crosses are submitted, however, in the event that the erection of wooden 
crosses aS an interim measure, pending the erection of permanent crosses which 
would conform with the law, should be desired. 

(d) Substitute for crosses.—In the spirit of helpfulness, a sketch showing the 
design of a suggested “lei holder’ which might be desirable for placement at each 
grave in the cemetery on Memorial Day. Such holder would, of course, be 
removed on the following day. It is believed it could be placed and removed, 
without additional expense to the Government, by local organizations such as the 
Boy Scouts, at the same time that the small United States flag is placed on graves 
for such ceremonial occasions. 

(e) Cost estimates.—The cost estimates enclosed herewith include the several 
methods discussed above and have been prepared on the basis of the best infor- 
mation presently available. In view of time limitations, it has not, in all cases, 
been practicable to obtain verifying information from field sources. In par- 
ticular, the Office, Chief of Engineers, which was requested to furnish the cost 
estimates for the grade beam, the construction of which would be necessary in 
conjunction With installation of the crosses, advises that “This estimates has 
been prepared without benefit of onsite information and its use for budgetary 
purposes is not recommended. An estimate suitable for budgetary purposes 
would require accomplishment of preliminary design and cost evaluation by 
Corps of Engineers field forces.” 


National Memorial Cemetery of the Pacific (status as of Feb. 28, 1955) 
Total grave sites in cemetery ae pat 
Total World War II, repatriations (interments) 
Total World War II, repatriations (interments) 
‘Total Korean repatriations (interments) 

Total current 


Total interments sti : : sre ee 14, 
Total graves used_________ _ ws ae 13 


‘Includes one group of 2 remains, includes one group of 3 remains, includes one group 
of 178 remains, broken down as follows: 47 Armed Forces and 131 civilians. 

? Known. 

* Unknown. 


Reevaluation of above breakdown to determine number of graves used: 
World War II, repatriations (known and unknown ) 
Korean repatriations__ 
Current s 
Total ; 
Balance of unused grave sites 


Estimated cost of removing flat markers and installing ABMC type markers 


For World War II repatriations : 
1. Removal of flats : 12,433, at $0.517 7 eee oe re $6, 427. 86 
2. Installation of beam: 12,433, at $41.43?_____________ 515, 099. 19 
3. Marble cross, $60; freight, $3.15: 12,433, at $63.15________ 785, 143. 95 


4. Setting crosses: 12,483, at $2.50_..__._._.________-— . 00 


Oo!) _—— Siac ee i Se eee ; .. 1, 387, 753. 50 


‘Unit cost based on an estimate of $7,000 to remove 13,353 flat markers from the cemetery 
and destroy. : 
- * Unit _cost based on preliminary cost estimate of $1,000,000 to provide grade beams for 
“4.137, 5-foot wide grave sites. 
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Estimated cost of removing flat markers and installing ABMC markers— 
Continued 


For Korean repatriations: 


1. Removal of flats : 237, at $0.517 $122. 5 
2. Installation of beam : 237, at $41.43 9, 818. 9} 
3. Marble cross, $60, freight, $3.15: 237, at $63.15 14, 966. 55 
4. Setting crosses: 237, at $2.50 592. 50 


25, 500. 49 
For other interments: 


1. Removal of flats: 863 at $0.517 446. 17 
2. Installation of beam: 863, at $41.48 35, TO. 09 
3. Marble cross, $60; freight, $3.15: 863, at $63.15 54, 498. 45 
4. Setting crosses: 863, at $2.50 2, 157.50 


92, 856. 21 
For unused remaining grave sites: 


1. Installation of beam: 10,604, at $41.43_.._.._-____________ 439, 323. 72 
2. Marble cross, $60; freight, $3.15: 10,604, at $63.15 669, 642. 6 
3. Setting crosses: 10,604, at 2.50 26, 510, 00 


1, 135, 476. 32 


, O86, 52 


Estimated cost of removing flat markers and installing small marble crosses same 
size as previous wooden cross except it is 31%4o inches thick 


For World War II repatriations: 
1. Removal of flats: 12,433, at $0.5176 $6, 427. 86 
2. Installation of beam: 12,433, at $41.48 515, 099. 19 
3. Cross, $385; freight, $2.48: 12,433, at $37.43 3, 367. 19 
4. Setting crosses: 12,433, at $2.50 31, O82. 50 


, 976. 74 


For Korean repatriations: 
1. Removal of flats: 237, at $0.517 122. 8 
2. installation of Dam: Bor, At $41.40... 23... nek 9, 818. 91 
3. Cross, $35; freight, $2.48: 267, at. $387.48................. 8, 870. 91 
4. Setting crosses: 237, at $2.50 592. 50 


9, 404.8 


For other interments: : 
1. Removal of flats: 863, at $0.517 446.11 

2. instatiation of beam: Gee. at 661-465. =. ce 35, T54. 00 

3. Cross, $35; freight, $2.43 : 863, at $37.43 2, 302. 00 

4. Setting crosses: 863, at $2.50 2, 157. 50 

, 659. 8 

For unused remaining grave sites: : 
1. Installation of beam: 10,604, at $41.43_......____________ 439, 323. a 

2. Cross, $35; freight, $2.48: 10,604, at $37.48__...._._._.______ 396, 07. 72 

3. Setting crosses: 10,604, at $2.50 26, 510.) 
862, 741. +4 


1, 970, 782. 8 





27. 86 
99, 19 
67. 19 
82. 0 
76. 7 


122. 5 
318, 91 
870. 91 
92. 50 


L4, S5 


446,17 
T4. (0 
302. (8 
157. 50 
559. 8 


——_ 


$93. 72 
7. 72 
510. () 
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imated cost of removing flat markers and installing light gray granite ABMC- 
type crosses 


- World War II repatriations: 
1. Removal of flats: 12,483 at $0.517__-_-_- 27. 86 
» Installation of beam: 12,433 $41.43____- o15, . 19 
3. Granite cross, $78; freight, $3.15: 12,483, at $81.15 1, 0O8, 937. 95 
4. Setting crosses: 12,433, at $2.50 31, O82. 50 


oo | 1, 561, 547. 50 


For Korean repatriations : 
1. Removal of flats: 237, at $0.517 22. 53 
” Installation of beam: 237, at $41.48 9, 818. 91 
». Granite cross, $78; freight, $3.15: 237, at $81.15 232. 55 
4. Setting crosses : 237, at $2.50 rr 50 


Total 29, 766. 49 


‘or other interments: 
1. Removal of flats: S63, at $0.517__ 446.17 
2. Installation of beam: 8638, at $41.43 35, 754. 09 
3. Granite cross, $78; freight, $3.15 : 868, at $81.15 70, 082. 45 
4. Setting crosses: 8638, at $2.50 2 50 


Total gale 108, 390. 21 


For unused remaining grave sites: 
1. Installation of beam: 10,604, at $41.43____________ 439, 323. 72 
’. Granite cross, $78; freight, $3.15: 10,604, $81.15 860, 514. 60 
5. Setting crosses : 10,604, at $2.50___ 26, 510. 00 


Total __ 1, 326, 348. 32 
Grand total 3, 026, 052. 52 


Estimated cost of installing wooden crosses, utilizing the installed fat marker for 
inscription 
For World War II repatriations : 
1. Construction of 12,433 crosses, at $2.094? $26, 034. 70 
2. Placement of 12,433 crosses, at $0.50 6, 216. 50 


Total 251. 20 


For Korean repatriations : 
1. Construction of 237 crosses, at $2,094 496. 28 
~. Placement of 237 crosses, at $0.50 118. 


Total 614. 78 


For other interments : 
1. Construction of 863 crosses, at $2.094____-. S07. 
2. Placement of 863 crosses, at $0.50 431. 


Total 238. 


For unused remaining grave sites : 

1. Construction and placement of 10,604 crosses, at $3.50 7___ 37, 114. 
~ Cost of 10,604 flat markers, at $19.50 (delivered to site) *__ 206, 778. 
». Placement of 10,604 flat markers, at $2.50 * 26, 510. 


Total 270, 402. 


I a Nala lad ae 305, 506. 


, Unit cost based on 1951 estimates for crosses in a lot of 12,700. 
*Unit cost based on 1951 estimates for crosses in lots of 100. 
* Markers to be procured as future interments are made. 
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Estimated cost of removal of flat markers and installing wooden crosses with 
nameplate consisting of white bronze, cast-raisecd letters 


For World War II repatriations: 
1. Removal of 12,433 flats, at $0.517 - $6, 427.% 
2. Construction of 12,483 crosses, at $2.094 Dd 26, 034. 70 
3. 12,433 nameplates, at $10 124, 330. % 
4. Placement of 12,433 crosses, at $0.50__ 


Total ; : 163, 009. 0 
* Korean repatriations : 
1. Removal of 237 flats, at $0.517 e 122. 33 
2. Construction of 237 crosses, at $2.094 a , 196. 9 
3. 237 nameplates, at $10 


4. Placement of 237 crosses, at $0.50 


SO ae ee ee 
* other interments: i 
1. Removal of 863 flats, at $0.517 
Construction of 863 crosses, at $2.094 
: aon namepintes, at SIGc 2i..2- 5. Lc .. Sikes S, 630. 00 
4. Placement of 863 crosses, at $0. 50. 431. 50 


LIDRANICS 


3 tf 


Total : J 11, 314. 79 


r unused remaining grave sites: 
1. Construction and placement of 10,604 crosses, at $3.50 *__- 387, 114.0 
2. 10,604 nameplates, at $10 meee ; 106, 040. 0) 


Total ; arate 145, 154, 00 


320, 585. 16 
(EE Mm Sm oe 


. 
© 
: 
c 
; 


Grand total —_- 


2 Markers to be procured and placed as future interments are made. 


Estimated cost of installing small marble crosses in addition to the flat markers 


7718 


For World War II repatriations: 
1. Removal and reinstallation of flats: 12,433 at $ $40, 407. 25 
2. Installation of beam: 12,438 at $41.43____ 515, 099. 19 
3. Cross, $35; freight, $2.48: 12,433, at $37.43 - 465, 367. 19 
4. Setting crosses: 12,4383, at "e590 c 31, 082. 5/ 


ir: 


Total : role 051, 956. 18 


* Korean repatriations: 
1. Removal and reinstallation of flats: 237, at $3.25___-_- 770. 2 
Installation of beam: 237, at $41.48 
: Cross, $35; freight, $2.43: 237, $37. 43. 
4. Setting crosses: 237, $2.5 


J, | — 


* other interments: 

1. Removal and reinstallation of flats: 863, at $3.25____ 
2. Installation of beam: 863, at $41.43 

3. Cross, $35; freight, $2.43: 8638, at $37.43____ 

4. Setting crosses: 863, at $2.5 


Total 





Estimated cost of installing small marble crosses in addition to the fat markers 
Continued 


For unused remaining grave sites: 


Installation of beam: 10,604, at $41.48 5% $439, 323. 72 
427, % » Cross, $35; freight, $2.43: 10,604, at $37.48 396, 907. 72 
034. 70 3. Setting crosses: 10,604, at $2.50_ — 26, 510. 00 
330. . Cost of 10,604 flat markers, at $19.; DO (delivered to site) 206, 778. 00 
216.50 >. Placement of 10,604 flat markers, at $2.50 26, 510. 00 
O09. 06 Total __- ee : , 029. 44 
— Grand total : . 056. 57 
122, 8 Estimated cost of light gray granite crosses in lieu of small mar- 
496, 28 ble crosses: 
370. 00 1. For World War II repatriations.............-.....--.~ _ $1, 152, 2 
118. 50 2. For Korean repatriations 21, 965. 16 
107. Subtotal , 174, 255. 60 
3. For other interments_____ -_____ 79, YS2. 84 
+. For unused remaining grave SNR: schis, tabininia ce Rime wats 1, 118, 603. 72 
446.17 iepeaeeigns 
S07. 12 Grand total ; 2, 372, 842. 16 


650. 0) 
431. 50 Estimated cost of installing ABMC type marble crosses in addition to the flat 
markers 


For World War II repatriations : 


1. Removal and reinstallation of flats: 12,433 at $3.25_______ $40, 407. : 
114. ”». Installation of beam : 12,433 at $41.43_ okt 515, OVY. 
040. 3. Cross, $60; freight, $3. 15: je 2,433 at $63.15 785. 148. $ 


4. Setting crosses: 12,483 at $2.50___ es ches ai ace ad 31, O82. ; 


154. 0 
——— Total 
HSS. 16 
— * Korean repatriations : 
1. Removal! and reinstallation of flats: 23 
arkers 2. Installation of beam : 257 at $41.45__ 
3. Marble cross, $60; freight, $3.15: 237 at $63.15 
4. Setting crosses: 237 at $2.50____ 


407, 25 
099, 19 Total_ 
367. 19 
O82. 5 ‘or other interments: 
. Removal and reinstallation of flats : 863 at $3.25____- 2, 804. 

956. 13 2. Installation of beam: 863 at $41.48______ ne ae 35, THA. 
— 3’. Marble cross, $60; freight, $3.15; 863 at $63. 15 ree 2 ss 54, 498. 

. Setting crosses : 863 at $2.50 a sol ee 2, 157. 5 
770. 25 = ; 
R18 4 Total ats. wre _ eae , 95, 214. 7S 
870. 91 SSS 
592. 5 ‘or unused remaining grave sites: 

l. Installation of beam: 10,604 at $41.43_ 5 439, ; Pot he 
052. 57 ”. Marble cross, $60; freight, $3.15: 10,604 at $63.15 _ 669, 642. 60 
——— ». Setting crosses : 10,604 at $2.50__ 26, 510. 00 


Cost of 10,604 flat markers, at $19.50 (delive red to ‘site) J 206, T78. 00 
R04, Th ». Placement of 10,604 flat markers, at $2.50_ ‘ ‘ 26, 510. 00 
754. 00 acaiachagi ieee 
307). i 2OCaL._..... et es : ; , 368, 764. 32 
157. 50 
mies Grand total } i ever sy, ot CR 
O18. 4 


——<——— 
——— 
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Estimated cost of installing ABMC type marble crosses in addition to the fa 
markers—Continued 


Estimated cost of light-grey granite crosses in lieu of marble crosses: 
1. World War II repatriations $1, 595, 526. a9 
3: Der Korean vepatriatiote.i.. i. .2...... 25h. 30, 414. 21 


Subtotal 1, 625, 941. 19 
3. For other interments 110, 748. 79 
4. For unused remaining gravesites___.____.__.__.----_.------- 1, 559, 636. 32 


Grand total 


The “lei holder’ as shown on the attached photostat could be procured in 
quantity lots at less than a dollar per unit. 


(Nore.—Detail diagram and drawings were submitted for the us 
of the committee. ) 

Mrs. Farrtneton. I also have another exhibit, a proposition sub- 
mitted by Mario Valdastri & Son, of Honolulu, T. H., giving an esti- 
mate of costs for cast stone crosses to be made in Hawaii. I would 
like to include that also. 

Mr. Marsuatu. We shall accept that exhibit also, for the record, 
at this point. 

(The exhibit referred to follows :) 


Mario VALDASTRI & Son, 
Honolulu, T. H., April 22, 195). 
Hon. EvizAsEtH P. FARRINGTON, 
Delegate to Congress from Hawaii, Old House Office Building, 
Washington, D. C. 

DEAR Mrs. FARRINGTON: We have read of your renewed effort to have the 
crosses replaced at the National Memorial Cemetery of the Pacific, and of your 
intention to have prices on different stones and its installation for comparison. 

We had written to your late husband in April 1953 stating that we were ina 
position to manufacture said crosses, and we included sketches, measurements, 
ingredients used, and explanation of the finished product. 

We have in our plant, crosses made in 1950 which were left outside exposed 
to the weather, to the dust, and to the abuses of moving them from one place 
to the other, and they are still as white and smooth as ever. 

The price quoted at the time was $16.50 installed. Including the concrete 
base mortared at the bottom and the lead wedges between the tapered hole and 
the tapered bottom of the cross so that the unit would be firm. 

At present, due to the increased cost of material and labor wages, we quote 
you a price of $20 a unit installed. 

Hoping you will have good results and that our quotation will be of help, we 
remain, 

Yours sincerely, 
MARIO VALDASTRI & Son, 
By Mario VALDASTRI, Sr., Partner. 


(Norr.—The sketches, etc., referred to were submitted for the use of 
the committee. ) 

Mrs. Farrrnetron. To understand the problem, I would like to 
recite to you a little of the history of this cemetery. 

The idea of a national cemetery in Punchbowl] Crater in Hono- 
lulu was conceived shortly after the conclusion of the Second World 
War on my lanai, or front porch, on Pacific Heights in Honolulu. My 
husband, the late Delegate from Hawaii, Robert O. Thompson, land- 
scape architect, who later executed the plans locally for the ceme 
tery, and I first thought up the idea of a national cemetery for the 
Pacific war dead as we looked down into Punchbowl Crater. Mrs 
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Thelma Akana, who was then a member of the Territorial senate 
was With us on one occasion and we were the ones who agreed at 
that time that the flat markers would be most appropriate, not know- 
ing at all that that was the new policy of the Department of the Army, 
for our national cemeteries. We were just modern-minded, func- 
tional-minded people. I had just completed the design with the aid 
of Mr. Thompson for a flat marker for our own family lot following 
the death of my father-in-law, the late Governor Farrington. 

The Army in the last session and to this day points out ‘that popular 
opinion was tested by the Army in Hawaii at the time the cemetery 
was established and that many individuals and groups approved the 
idea of the flat markers. That is undoubtedly true. We were all so 
enthusiastic about the possibility of the cemetery that it wasn’t hard 
to get signatures favoring the flat markers. 

But as we all agreed in the conference the other day the real and 
psychological mistake was made when the Army erected temporary 
white wooden crosses in Punchbowl before the arrival of the flat 
markers. ‘The impact of this scene of fourteen-thousand-odd crosses 
row upon row was so impressive to the people of Hawaii that it has 
become very much of an issue—an issue as Senator Potter pointed out 
the other day will be with us always here in the Congress until it is 
resolved. 

There are many reasons in my opinion for the white crosses. The 
National Cemetery of the Pacific is a unique one. Relatives of the 
men buried there make a long pilgrimage over water and expect to 
see a very Imposing cemetery, just as they do when they go to the 
battlefields of Europe. They cross the water to get there ‘and they 
are disappointed not to see a monumental memorial. The fact that 
the Battle Monuments Commission is going to have a monument in 
this a national cemetery in itself bespeaks its uniqueness. 

The fact that the Army’s policy is to call us “overseas” when it comes 
to duty and pay in the Territory of Hawaii, suggests that it might be 
possible to be consistent and make this an “overseas cemetery” as in 
tle foreign countries where it is the policy to use crosses. I realize 
that those cemeteries are confined to the combat dead, but there is noth- 
ing to prevent crosses being used for others entitled to burial in this 
particular national cemetery. 

Another reason that the cemetery in Hawaii is unique is that men 
from all over our Nation who fought in the Pacific war are buried in 
this hallowed spot where the war ‘began—on the island where the in- 
famous attack of December 7, 1941, occurred. 

In considering the cost of the restoration of the crosses the summary 
of information I offer to you gives several alternatives, as I pointed 
out. I deeply appreciate the detailed research that has gone into 
thissummary. But as I analyze it I see that actually there are only 
two extremes of costs. The lowest possible cost, which would be to 
erect white wooden crosses that would be just stuck into the ground 
without any anchorage, and then the very expensive white m: arble or 
granite markers. Although the figures are given for smaller white 
crosses, I do not seem to find any medium price as a compromise. 
That is why I have offered to you the exhibit from Hawaii to suggest 
that there is a happy meeting ground where cast stone crosses can be 
made right in Honolulu at a cost of $20 each, which includes installa- 
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tion and would be permanent in contrast to a range of $35, $60, and $78 
for stone, marble, or granite crosses to be shipped down from the main- 
land and that figure would not include installation which runs to even 
more money than the cost of the crosses. 

In other words, the overall cost of cast stone crosses made in Hawaii 
would roughly run about $500,000 for a total of 24,137 graves—the 
maximum capacity for the cemetery. At the present time there are 
13,533 graves used and so the initial expenditure would be roughly 
$270,000 plus and the balance of the money would be expended as the 
10,604 additional grave sites are used in the future. 

Tn contrast to that figure, the Quartermaster General has given us 
an estimate which, out of fairness to the Department, has not been made 
on the spot, that runs very’ much beyond this price. It varies froma 
grand total of $2,591,586.52, $1,970,782.88, $3,026,052.52 for marble or 
granite. 

The other extreme that is offered as an estimate is the figure for the 
installation of wooden crosses, the grand total varying from $305, 
506.60 to $320,585.16. But in this instance bronze markers for the 
inscription are suggested at a cost of $10 each to be placed on wooden 
crosses that cost $2 each. To me, the cost of the nameplate seems out 
of all proportion to the cost of the marker. 

The reasons I make these points to you, Mr. Chairman, is that I 
feel that these figures need further study and that within the limita- 
tions of the regulations of the Office of the Quartermaster General in 
regard to cemeteries that it is entirely possible to erect crosses in the 
National Memorial Cemetery of the Pacific at a reasonable cost. that 
might vary from $500,000 to $1 million and satisfy not only the hearts 
of those families who have their dead in Hawaii but at the same 
time satisfy the fiscal requirements of permanent and monumental 
cemeteries within a reasonable budget. 

I would appreciate it deeply if you would seriously consider this 
matter and give me the time to w ork out with you and the Quarter- 
master General a final estimate in order that you will include this 
item in your appropriations this year. 

In conclusion I would like to say that Admiral Radford very re- 
cently in discussing the problem of these white crosses told me that he 
would be willing at any time to testify in behalf of their restoration. 
Of course he would expect that the cost of the crosses would be reason- 
_ Therefore, I do not think there is any question but what we 

‘an resolve this problem amicably for all concerned if we can have the 
sie to work out the costs and that the Congress appropriates the 
money. 

Mr. Chairman, that completes my statement. 

Mr. MarsHaty. We appreciate your coming before our committee 
this morning to call this matter to our attention. 

All of us are interested in maintaining our national cemeteries in 
the very best way which we can. We think that is the least we can 
do for the families who have suffered such tragic losses during the 
war periods. 

Are there any questions ? 

Mr. Botanp. I do not have any questions, Mr. Chairman, but I 
want to compliment Mrs. Farrington on a very excellent statement 

Mrs. Farrinoron. Off the record. 

(Discussion off the record.) 
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Mr. MarsHau. You feel that the cast-stone marker would be ac- 
cepti able to the people of Hawaii, and to the people who are interested 
in this matter ¢ 

Mrs. Farrineron. I think so. However, it is a very emotional thing 
with the people now. All they can think about is the field of crosses 
row on row. It is a monumental place. 

There has been no alternative suggestion by the Quartermaster for 
the wooden crosses, and the others, but we did ask them to explain the 
possibility of using local sandstone, and that is in the report, but they 
ruled it out. 

Then, we have the hard lava rock, but it is dark blue, and would have 
to be painted. However, they could make the headstones right there, 
and the cost would be so much less, but I know it would be acceptable. 

Thank you very much, gentlemen. 

Mr. Marswatyu. Thank you, Mrs. Farrington. 


PortsmoutH Harspor AND HAampTron BrEacH 


WITNESSES 


HON. CHESTER E. MERROW, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF NEW HAMPSHIRE 

ALVIN F. REDDEN, EXECUTIVE SECRETARY, NEW HAMPSHIRE 
SEACOAST REGIONAL DEVELOPMENT ASSOCIATION, AND NEW 
HAMPSHIRE VICE PRESIDENT OF THE NATIONAL RIVERS AND 
HARBORS CONGRESS 


Mr. MarsHauu. The committee will come to order. 

We will be very pleased at this time to hear from our distinguished 
and able colleague from New Hampshire, Congressman Chester E. 
Merrow, who would like to discuss the Portsmouth Harbor and Hamp- 
ton Beach projects. 

We shall be glad to hear from you at this time, Congressman 
Merrow. 

Mr, Merrow. Thank you very much, Mr. Chairman and members of 
the committee. I wish to thank you for giving me the opportunity to 
appear before this Subcommittee on Public Wor ks, Panel No. I, of the 
House Appropriations Committee. 

There is contained in the budget which you are now considering 
“140,000 for erosion work at H: ampton Beach, N. H., and $400,000 
to begin the clearing of rock obstructions in Portsmouth Harbor, 
Portsmouth, N. H. I hope that both these items will meet with your 
favorable consideration. 

Hearings on the Hampton Beach erosion project were conducted on 
April 7, 1954, by the Subcommittee on Rivers and Harbors of the 
Public Works Committee. A study of the area was made in 1954 
by the Army engineers and approval was given to a project to provide 
i protective beach for the seawall and highway behind the beach. 
The total cost will be $420,000; and since the entire beach area is 
publicly owned, the Federal share is $140,000—the sum now included 
in the budget. 
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Hampton Beach is exceedingly important to the economy of the 
State of New Hampshire. This is our only commercial beach and 
it is our greatest resort area. In order that Hampton Beach may 
continue to contribute to the economy of the State, it is necessary that 
the beach erosion be checked. 

As early as December 22, 1948, I called a hearing in Portsmouth, 
N. H., to discuss harbor and river improvements. Early in 1949 | 
submitted the record of this hearing to the House Public Works 
Committee; and on February 17, 1949, the committee adopted a 
resolution to survey the Federal project already in existence. In June 
of 1952 the Chief of Engineers submitted a report recommending 
the removal of the rock obstructions, the cost to be borne by the 
Federal Government. On April 30, 1953, I introduced H. R. 4938, 
a bill to authorize funds in accordance with the recommendations 
of the Chief of Engineers; and on July 17, 1953, I was given an 
excellent hearing by the Subcommittee on Rivers and Harbors. 

Nine members of the Public Works Committee visited New Hamp- 
shire from August 28 to September 1, 1953, and made a thorough 
inspection of the harbor and the river, as well as Hampton Beach. 
An authorization of $952,000 was subsequently approved by the full 
committee and passed during the last session of Congress. The 
authorization of $140,000 for Hampton Beach was also contained 
in this bill. 

Of the $952,000 that was authorized for Portsmouth Harbor, 
$400,000 is contained in the proposed budget for fiscal 1956. It is my 
understanding that the $552,000 needed to complete the project will 
be recommended next year. I am appearing at this time to urge the 
subcommittee to give its favorable consideration to the budgetary 
recommendations of $400,000 for Portsmouth Harbor and the Pis- 
cataqua River and $140,000 for Hampton Beach. 

The port of Portsmouth is the only one serving the many industrial 
plants located in the area. The seacoast region, and particularly the 
area surrounding Portsmouth Harbor and the Piscataqua River, 
affords many of the best potential sites for the location of new indus- 
tries. It is imperative that the hazards to navigation which now 
exist, and which limit the amount and size of shipping, be eliminated. 
Numerous representatives of industries in New England have previ- 
ously testified to this fact. Portsmouth Harbor is presently a danger- 
ous port for large vessels to enter due to the ledge rocks. 

I might add that in some places the channel is 70 feet deep, and in 
the shallowest places, the channel is about 40 feet deep. 

These ledges are the only hazards to navigation preventing the large 
tankers from coming in easily. There is no silting in the harbor, 
and once this project is completed, nothing will be required for 
maintenance. 

The $400,000 being considered today will enable the beginning of 
work to remedy this situation. The extent of economic and industrial 
development possible as a result of clearing the river and harbor will 
be boundless. This will undoubtedly be one of the greatest industrial 
boons to the economic growth of New Hampshire that the State has 
ever experienced. 

Mr. Phiteman, IT have with me this morning Mr. Alvin Redden, 
who is secretary of the Seacoast Regional Association in New Hamp- 
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shire. He has been closely associated with this project for many 
ear'’s. 

He has two statements. He represents the Governor and various 
organizations, and I would like for him to be heard at this time. 

Mr. MarsHauu. We shall be glad to hear from Mr. Redden. 

Mr. Reppen. Mr. Chairman, I am not only executive secretary of 
the Seacoast Association which is an accredited State agency, which 
agency has for its purpose the promoting of employment in our State 
and in our area, but I am also the vice president of the National Rivers 
and Harbors Congress in New Hampshire. I am a member of a State 
committee, which is an advisory committee on Portsmouth Harbor. 

These two statements which I have here, one of them is on the 
Portsmouth Harbor, and the river project, and the other is on the 
Hampton erosion project. 

I do not want to take your time to go into these matters in com- 
plete detail, but I do appreciate being able to come down here, and 
Iam very glad to come down from New Hampshire to appear before 
you. However, these are brief statements. 

Do you want me to read those statements, or submit them ? 

Mr. Marswati. We shall be glad to accept them for the record, 
and if you have any remarks you would like to make, you may proceed. 

Mr. Reppen. The statement on Portsmouth Harbor and the Pis- 
cataqua River is signed by our Governor, Lane Dwinell; John Pills- 
burgh. chairman of the New Hampshire Planning and Development 
Commission; Alton P. Tobey, president of the State Seacoast Region 
Association; John J. Leary, mayor of the city of Portsmouth, myself 
as vice president in New Hampshire of the National Rivers and Har- 
bors Congress; Sulo J. Tani, member of the New England Projects 
Committee, and who is our State planning director; and Robert C. 

‘Violette, who is the city manager of Portsmouth, and a member of 
the board, 

Mr. Botanp. Have any Federal funds been spent on the Hampton 
Beach area before for filling in the beach ? 

Mr. Reppen. There have been no funds expended on erosion. 

Mr. Botanp. What funds were spent in that area? 

Mr. Reppen. The funds which have been expended in that area 
up to the present time have been State funds. 

Mr. Botanp, There have been no Federal funds expended ? 

Mr. Reppen. No, sir. 

Mr. Botanp. I am very familiar with the area, and I think it is a 
wonderful resort. As a matter of fact, I spend a part of the summer 
up there, and I am concerned also about the erosion. I think the 
Federal Government has the responsibility of helping with that very 
serious problem. I think what you are asking for is a very fair 
request. It involves only $140,000, and the State has expended about 
*2 million in that particular area. The amount you request, in com- 
parison with the amounts asked for other projects throughout the 
Nation, is extremely small. There is no doubt about the fact, in my 
re. that it would help maintain the economic life of the area 
itself, 

rhe Portsmouth Harbor project is budgeted this year; is it not? 

Mr. Reppen. Yes; it is in the budget, and that is the $400,000 of 
the $952,000. There is a problem at Hampton Beach, but it could 





3 es 


« 
€ 
C 
c 
* 
\ 
\ 
» 
b 


eee 


ae 


LIGRANICS 


SHAN 


334 


not be justified by the engineers as a separate project, and that is the 
dredging in the harbor, and Hampton River. 

However, they probably plan to take care of that, but the fill which 
they put on the beach has got to come from somewhere, and the plan 
is now to take that fill from the harbor. 

Mr. Botanp. Which would seem to be the proper place to get it, 
There is plenty of fill there. 

Mr. Reppen. That project is underway now. 

Mr. Botanp. I know that it is. 

Mr. Reppen. Thank you very much. 

(The statement referred to follows:) 


STATEMENT IN SUPPORT OF PROPOSED IMPROVEMENTS TO PORTSMOUTH HARBOR AN) 
PISCATAQUA RiveR, MAINE-NEW HAMPSHIRE 


The undersigned, wish to be recorded as in complete accord with H. R. 9859, 
83d Congress, 2d session, title I, Rivers and Harbors, Portsmouth Harbor anid 
Piscataqua River, Maine and New Hampshire, and urge the appropriation of the 
necessary funds to implement the project. 

Implementation of this project as authorized will aid the economic life not 
only of New Hampshire communities but neighboring States as well, as ships 
of greater size and draft can move in and out of the harbor with greater ease, 
safety and economy. 

Reference is made to a brief containing a summary of evidence in support of 
improvement to Portsmouth Harbor and Piscataqua River, N. H., recorded in 
H. R. 9859, Hearings before the Subcommittee on Rivers and Harbors of the 
Committee on Public Works, House of Representatives, 88d Congress, Ist and 
2d sessions, pages 73-101 inclusive, dated July 17, 1953. 

As supplementary evidence to the above-mentioned brief we point out that 
traffic in and out of Portmouth Harbor which had increased from 405,553 short 
tons in 1940 to 720,000 short tons in 1950, reached 919,000 tons in 1952. Indications 
are that this traffic now exceeds 1 million short tons per year. 

Respectfully submitted. 

STATE OF NEW HAMPSHIRE, 
By LAENE DwWINELL, Governor. 
NEW HAMPSHIRE STATE PLANNING AND DEVELOPMEN1 
By JoHN PILLspurRY, Chairman. 
NEW HAMPSHIRE SEACOAST REGION ASSOCIATION, 
Auton P. Tosey, President. 
PortsMouTH, N. H., Mayor AND COUNCIL, 
JoHN J. Leary, Mayor. 
NEW HAMPSHTRE MEMBERS, NATIONAL RIVERS AND 
HARORS CONGRESS, 
y ALvINn F. Reppen, Vice President for New Hampshire. 
By Suto J. TANI, 
Member, New England Projects Committee. 
PortsMOUTH HaArsor ApvISORY COMMITTEE, 
By Rosert C, VioLterre, Member. 


Mr. Kirwan. Mr. Chairman, I do not have any questions, but I do 
want to take the same stand as my colleague, Mr. Boland, has taker, 
and say that I too, approve this project. 

Mr. Merrow. Thank you. 

Mr. Marsuaut. Is there anything further? 

Mr. Reppen. The statement on the Hampton Beach project is signel 
by the Governor, Lane Dwinell; John O. Morton, deputy commis 
sioner, New Hampshire Department of Public Works and Highways: 
Alton P. Tobey, who is president of our association, and also a repre 
sentative in the legislature; Douglass E. Hunter, who is also a met 
ber of the State legislature, and mvself 
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(The statement referred to follows:) 


We request your favorable consideration of an appropriation of $140,000 for 
Federal assistance to the State of New Hampshire in the correction of damage 
and protection against erosion at Hampton Beach, N. H., under the policy 
stated in Public Law 727, 79th Congress, chapter 960, 2d session (H. R. 2033). 
This has been authorized by the passage of H. R. 9859, 83d Congress. 

Reports of cooperative studies submitted by the Corps of Engineers, United 
States Army, justify the project and the Federal participation with the State 
of New Hampshire which has enacted legislation and provided $1,275,000 for 
the work which is now underway. Hampton Beach, located in the fastest- 
growing region of New Hampshire is the only commercial beach and the greatest 
resort center of the State. 

We respectfully refer to the records of the hearing of April 7, 1954, before the 
Subcommittee on Rivers and Harbors of the Committee on Public Works, House 
of Representatives, title 1, H. R. 9859. 

We believe the presentations by Federal, State, and local authorities at that 
hearing are convincive that the request for the appropriation is reasonable and 
proper. 

Respectfully submtted. 

LANE I)WINELL, 
Governor of New Hampshire. 
JOHN O. Morton, 

Deputy Commissioner, New Hampshire Department of Public Works 
and Highways. 

ALTON P. Torey, 

Hampton, N. H., Representative, New Hampshire General Court and 
President, New Hampshire Seacoast Regional Development 
Association. 

Doveiass BE. HuNTER, 
Hampton, N. H., Representative, New Hampshire General Court. 
ALVIN F. REDDEN, 

Portsmouth, N. H., Executive Secretary, New Hampshire Seacoast 
Regional Development Association, and New Hampshire Vice Presi- 
dent, National Rivers and Habors Congress. 


Mr. Bonanp. Is this the only public beach in New Hampshire, 
Hampton Beach ? 

Mr. Reppen. That is the only commercial public beach; yes, sir. 

We have a little under 18 miles of seashore, and about 534 miles 
isat Hampton. There are two sandy beaches there, as you know, and 
this is at the same beach. I also have with me the brief which is 
referred to in the Portsmouth Harbor statement. 

Mr. Marsuauu. We will be glad to accept that for our files, as well 
asany other information which you have. 

Mr. Reppen. That, also, has some supporting statements, one from 
the commandant of the naval base. 

Mr. Merrow. May I add, Mr. Chairman, that in connection with 
the Portsmouth Harbor, oil tankers are going in there, but it cannot 
accommodate, as I understand, the largest tankers. The people who 
have testified on the harbor project in the basin said that if only 
those rock obstructions could be taken out, they could get in the large 
tankers, and that would bring business into the area, and would be 
very helpful. 

Mr. Reppen. I wonder if I can add that this is particularly of 
immediate importance because of the airbase which is being con- 
structed there at the present time, and the Simplex Wire & Cable Co., 
which makes the submarine cables for the Bureau of Ships would be 
affected, and then of course we have the naval base, and a large power- 
plant which is expanding all the time, and the tank farms which are 
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expanding all the time, and there are other industries very much 
interested in coming in here when this work is done. 

Mr. Marsuauy. Thank you, gentlemen. 

Mr. Merrow. Thank you again, Mr. Chairman, for your kind 
attention and courtesy. 


Smirn Creek AND Taytors Creek, N. C. 
WITNESSES 


HON. GRAHAM A, BARDEN, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF NORTH CAROLINA 

E. R. GOODWIN 

HUBERT SMITH 

GARLAND FULCHER 

WILLIAM MASON 

HUGH HARRIS 

ROBERT McNEIL 


Mr. Marsuay. The committee will come to order. 

We will be glad to hear from our distinguished friend and col. 
league, the Honorable Graham Barden, of North Carolina. 

Mr. Barden, we regret that you and your delegation have been 
delayed in presenting this project to our committee this morning. 

Mr. Barpen. Mr. Chairman, no apology is necessary at all. I expe- 
rience that every day, and have just left my committee, where I was 
experiencing the same thing today. 

Mr. Botanp. And a lot more contentious. 

Mr. Barpen. Yes, sir; with a man trying to catch a 1 o’clock plane. 

So, I am sort of like the country doctor. They say the difference 
between a country doctor and a city doctor is that they will both come 
to see you, and both write a prescription, and so forth, but the country 
doctor, while he may not know any more than the city doctor, he will 
sit down and grunt with you a while. 

So, on that subject, I can grunt with you. 

I do not want to hold you through your meal hour, as we can come 
back after lunch, if that is desirable on your part. 

Mr. Marsuaru. We have a full afternoon schedule, and we would 
prefer to finish with your projects, so that we do not delay the after- 
noon session. 

Mr. Barpen. Yes; and so that you do not have a backlog running 
over. 

Mr. Chairman, I am here interested in two projects: one is referred 
to as Smith Creek, located in my district. 

I have been working away on these projects, both of them, for I 
guess 15 years. I have more projects in my district, but I can say 
with all sincerity that these two projects are really emergencies, if we 
are going to make a place available for these men to operate and make 
a living. 

I want to discuss, first, the Smith Creek project. That project has 
been going, I think, since away back about 1910, when they did some 
dredging there. The people of Oriental are seafaring people and 
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fishermen, and that is the group which this project would serve most. 

They did everything they could. They even got together and built 
a breakwater out there to protect their boats when they were in. 

Well, of course, the inevitable happened, and it was washed down 
and washed into the channel. They had to build it of dirt, and they 
boarded it up, but this project that I refer to is on the north side of 
the Neuse River and that river is some 4 miles wide. It does not take 
, hurricane to turn things upside down. 

A good, strong, southwest wind, which is the prevailing wind there 
for a good part of the year just does an untold amount of damage. I 
do not know of a group of people on earth that calls on this Govern- 
ment for less. They just work. It does not make any difference 
whether there is ice on the water or on the boat or what. Those boats 
go. They have a tremendous shrimp industry there. There is no 
railroad in the town, and the traffic in and out of this harbor is great, 
and the number of boats mooring in the harbor is just beyond your 
imagination, when you see the size of it. 

Mr. Botanp. What is the name of the town? 

Mr. Barpen. Oriental. Here is exactly the situation which they 
find themselves in. When you stack boats in there and when you have 
a good strong breeze to hit a bunch of boats such as that the damage 
ranges anywhere from $25 to $500, and that is a heavy toll. That is 
why they built a breakwater themselves at one time. Gentlemen, the 
engineers have approved this project. They have made estimates of 
the benefit-cost ratio, but the benefit-cost ratio is down on this project, 
because they cannot use it to the maximum extent. It is the ale place 
to harbor boats of the type which are being used from Oriental to New 
Bern, which is the end of the Inland Waterway, and that is some 25 or 
30 miles. That river is wide, and it is tough when the winds hit it. 

I took the Acting Chief of Engineers, General Tyler, out there one 
day. He had his boat down there, and we went down to this harbor 
and he stood out on the deck and his remark to me was “it is just im- 
possible to get a picture of a place like this from the reports,” and he 
sald “if I have the slightest opportunity, that is one project I am 
going to see that it is completed.” 

Well, he did not stay there long enough. That was the trouble 
then. So, sinee then, I have been constantly plugging away to try 
to get this. 

It consists principally of a breakwater—a rock breakwater. Then, 
there is some $16,000 worth of dredging. If the breakwater were put 
there, it would not only save and protect these boats, but it would keep 
that harbor clean and would at the same time permit the larger-type 
boats which now frequent, or would like to go in there, to use it. 

It is right off the Inland Waterway, and it would mean such a tre- 
mendous assistance. 

Mr. Marsuaui. What is the estimated cost of this project ? 

Mr. Barpen. Why, it is a small project, Mr. Chairman: I think the 
total amount of it is about $97,000. 

Mr. Botanp. Does that include the $16,000 for dredging ? 

Mr. Barpen. Yes; that includes the $16,000 for dredging. The ex- 
act amount is $97,900—$81,900 is for the breakwater, and $16,000 is 
for dredging. 
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Now, the reason I think that this project is not included in the 
appropriation bill, and that the other project which involves noi 
quite so much, I do not believe, is because of the statement which the 
Bureau of the Budget put into the budget report which said: 

Small authorized projects.—With the appropriation request of $2 million con- 
struction will be initiated and completed on a number of authorized navigatio; 
and local flood-protection projects, each of which has an estimated total Federa] 
cost of $150,000 or less. 

Mr. Marsuauy. That is right; that is the wording in the budget. 

Have they given you any assurance that they were going to con- 
sider this? 

Mr. Barpen. No, sir; of course, I get the blanket answer: “Well, 
here it is; you get it.” However, I have been just that close to 
getting the money for these people for about 15 years. 

Mr. Botan. How many people are in the area ? 

Mr. Barven. It is not a heavily populated area. The Bureau of 
the Budget is considering this project ; they considered this project 
as well as two others, but I say, I just get close. 

Mr. Botanp. How many people are in that particular area of 
Oriental ? 

Mr. Barpen. Let me show you. You know, you have to see. 

Here | indicating] is Oriental, and you see that all along here there 
are small fishing villages which headwater and market their shrimp 
and fish here [indie ating]. The same is true right on beyond here. 
There is no docking in the harbor on the other side. If they could 
go into cover over there, they could get along all right, but this 
is the deep side which is located right by this little mark here, and 
here is the inland waterway which goes ‘all the way from Maine to 
Florida. So, it is one of these things which can be approached from 
any angle, and it looks like the best I can do is to get “close.” 

I am pretty cautious about spending money, as most people in the 
House of Representatives know, but I want to tell you that there is 
not a single one of these projects in my district which has not paid 
for itself 10 times and over, and over, and over. 

Right here in this area where this project is proposed, every time 
a man receives $500 damage to his boat, it is knocked off his income 
tax; every time a man cannot market his catch there, and cannot get in. 
there is a loss to the Government eventually. T hose people are living 
from the water. There is traffic all the way in and literally millions 
of dollars worth of fish and shrimp that are marketed there. It is 
the end of the hard-surfaced road. There is a request of $80,000 for 
the breakwater. The breakwater they propose to build of stone, and 
I notice they have a price of $13 per ton for the stone. I think the 
engineers did the best they could in figuring that, and I am satis 
fied they got some figures from either upstate North Carolina, or from 
somewhere in Pennsylvania, but at the same time I am satisfied they 

can go right up the Neuse River 25 miles from the project and gel 
shale rock that is harder than flint and put it where it will do the most 
good. It comes in big blocks, and I am satisfied that if they will do 
that, and I believe they can do it, the cost will certainly not run $1! 
a ton. 

$13 a ton for stone is a right good price. That is more than we used 
to pay for coal. 
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Mr. MarsHati. That is right. 

Mr. Barpen. However, I am not going to fuss with that. I am sim- 
ply suggesting that, if the construction is put there, I believe the 
Kngineers will be able to return a considerable amount back to the 
(Government. 

Here, the people built a breakwater out of poor material, because 
they did not have the money; they could not build it of anything but 
dirt, and the first time one of these hard blows or hurricanes hit there, 
why, over went the structure, and all of that sweat and toil was washed 
away into the river, 

Mr. MarsHauyi. Has there been any offer or any firm commitment 
of a local contribution of funds for this particular project 

Mr. Barpven. No, sir. I will tell you what this consists of. The 
local boats in there run somewhere in the neighborhood of a couple of 
hundred, and they are owned by individuals. Each boat has anywhere 
irom 2 to3 to 4 employees, mostly family employees, and some employ 
help on the boats. They are doing the best they can under the most 
difficult cireumstances to make a living. They do not ask that you 
vive them any handout; they do not ask for a thing in the world except 
in opportunity to make a living. 

Now, I say it, as sincerely as “L have ever spoken anything in my life, 
that there is a job which the individuals and the community cannot do 
by themselves. There are only about 500 people in the little town, but 
there are thousands of people who have to use this harbor, and when 
vou have a hurricane or a blow like we have had now every year for 
the last few years, it simply tears their boats all to pieces, because 
when that water comes rolling in there over a 4-mile stretch, I do not 
have to tell you what happens. 

Mr. Botanp. Is it an almost yearly occurrence / 

Mr. Barpen. Well, for the last 2 years we have had it, but here is 
the thing of it: When you put boats in there, completely exposed to 

i 4-mile stretch of water, and let that wind get up, even if it is not 
but a 30-mile-an-hour or 40-mile-an-hour wind, and let those boats 
begin banging against each other, these boats get banged up, and if 
the men do not attend to them right on the spot, they will sink. 

Mr. Chairman, I have some letters here to which I will refer later, 
and I have these gentlemen here, whom I would like to introduce to 
vou. 

Here is Mr. Fulcher, Mr. Mason, Mr. Harris, Mr. Smith, whose 
father contributed a lot to building the other bulkhe: ud, and here is 
Mr. Goodwin. These men are down there, and can tell you about some 
of the pertinent facts in regard to this project. 

Mr. Fulcher, how many pounds of fish do you suppose you handle 
a vear?’ 

Mr. Futcuer. I would be afraid to say, because I do not have the 
paners to go by, but it is up in the thousands and thousands of pounds. 

Mr. BARDEN . Well, they all know the circumstances, and they know 
how much it means. Some of them are extending the size of their 
boats, and buying larger boats. It is hard now to meet competition 
With a small boat. They have got to get into the bulk business, and 
real production, if they are going to do: anything. 

This statement here says that the boats must be tied side by side, 
and oftentimes one may cross our harbor from one side to the other 
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side by walking across from one boat to another. Now, just let q 
breeze hit theré ! 

I think that our Government has a very definite mission in cases 
like this. The individuals cannot do it, and the community cannot do 
it, and when the great need exists on this type of project, and it cannot 
be done by any other means, or it is impractical to do it by any other 

means, then is when I think the Federal Government plays its part. 

You know, for years I had a great many small projects approved, 
and put in down there. As I said awhile ago, they have many, many 
times paid for themselves, but I have been up against it in regard to 
this project. 

We had World War IT, when nothing but emergency projects could 
get constructed. Then, we popped into the Korean situation. and 
could not get anything done; then we got into what is known as Kerr 
Dam in North Carolina, and every time I would s say something for my 
fishing folks on the coast, they would say “look what North Carolina 
is eetting for Kerr Dam.” Well. Kerr Dam was not doing a bit of 
good for my fishermen. They were dragging the bottoms off their 
boats down there. So, now Kerr Dam is out of the way. Then, along 
comes the St. Lawrence seaway, and, brother, they dried the barrel 
sure enough, and not one single project can I get down there in place 
that is just simply full of needs. 

I have many other projects approved, but that does not mean any- 
thing. The approval of a project does not help the people, unless you 
have the project carried out with funds. 

Mr. Botanp. When was this project first authorized ? 

Mr. Barpven. The first consideration of it, I think, was back vonder 
about 1910; that is right; 1910, and these people have spent enough 
railroad fare and telephone calls and telegrams to me—— 

Mr. Botanp. To build it? 

Mr. Barpven. Yes, sir. Honestly, I do not know of a piece of work 
that I more sincerely want done. It is just a real hardship on those 
people. 

Now, I want to discuss the Taylors Creek project. 

The Taylors Creek project is in a little different category from 
Smith’s Creek which serves what you might say are the small fellows— 
the 40-foot boats, the fishing boats, but some of them are getting large. 
because they have to be large today. 

However, Taylors Creek runs from one side of Beaufort down to 
here emp em While we are right there, I want to show you the 
coast line of North Carolina. This [indicating] is Cape Lookout. and 
then it comes around here in a hook and here is what we call the Outer 
Banks, which is a stretch of land between the ocean and the mainland. 

Mr. Botanp. How wide is that ? 

Mr. Barpen. Anywhere from 200 yards to 1 mile. 

I do not believe it isa mile. Mr. McNeil, do you know that figure. 
exactly ? 

Mr. McNeu. It is about a mile, I would say. 

Mr. Barpvon. Here is the deepest natural harbor on the Atlantic 
Coast right there [indicating] and it does not take any oaeere g at 
all. This makes the greatest fishing territory both inside and out. 
Here we have the hook and bars out there, and the result of th: . is 
that this area right in here produces more seafood, both edible and for 
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commercial use in the manufacture of fertilizer, and so forth, than any 
like area between New Jersey and Texas. 

That is how important it is; they live on it. 

Now, Taylors Creek comes right up by the side of this area [indi- 
ating]. Here is the town of Beaufort, and here is Beaufort Harbor. 
This [indicating] is Taylors Creek coming around here. That whole 
area there isinvolved. This part [indicating] is not built up yet, but it 
would have been built up if the waterway was there. 

There are several fish factories there, and other industrial activities. 

Well, what happened is that again my people went all the way to 
help. They isued $10,000 worth of bonds to get that cut in there to 
start with. Now, I do not mean to say anything which would be im- 
proper, but I know of the tremendous concern there in the fertilizer 
and fish oil business, and so forth, which is now hanging by a very 
small thread. Instead of being one of the largest income tax pro- 
ducers in the entire area, it is now hanging by athread. Why? Be- 
cause in order to stay in business they were forced to get some larger 
boats, and they are trying to use them. 

Here is a picture of one, stuffed with 425,000 fish aboard. These 
boats drag their keels off, and when you drag a keel off a boat, that is 
something, or when you tear the propeller off a boat that size, you have 
a sizable deduction from your income tax. Now, they have continued 
to attempt to use it. The enginers have repeatedly approved it, and 
the people have gone as far as they can. ‘They put their $10,000 in 
there, and all we want is the deepening from about 7 feet, I believe, 
to12 feet. It is virtually useless to the type ships that really must use 
it, if these people are to survive, and if that industrial area is to get 
along, and yet, that creek has stayed there. 

If I have ever seen a useful project, this is it. The engineers have 
estimated the benefit-cost ratio at 3.45 to 1. Well, that is away above 
normal, They still have not fully calculated the value of the project, 
because it is awfully hard to calculate the value of the project for the 
use of boats until the water is there, and the boats are using it. I 
remember on one occasion in opening up a little cut from right here 
[indicating] to right here, I think it cost a fabulous sum of $16,000, 
but four times did I have to appeal that before I ever got it approved. 
I could not show any navigation, because there was not any water 
there. I could not show anything, but finally I got it. The last count 
I had on the number of boats which went through there, which saved 
a distance from here down to one of the most dangerous inlets you 
could find, was between 3,000 and 4,000 boats per month. 

So, that is how far we can miss, but even with tho present use of 
Taylors Creek, it has a benefit-cost ratio of about 3.45 to 1, which is 
tremendously high. 

Mr. Botanp. What do the enginers figure the cost to be for deep- 
ening the Taylor Creek channel from 1 feet to 12 feet ? 

Mr. Barpen. $82,200, and a closeup view of that would show you 
that it has much more value than is indicated here, because it connects 
= another stretch of water which turns the boats in from the north 
side, 

Now, here is the location right at the mouth of Taylors Creek at 
Beaufort. This is just a part of that fleet, and T happened to find that 
picture in my office. 
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Every one of those boats are the ones which ply in Taylors Creek, 

When you think about the amount of taxes paid into the Govern. 
ment from the activities of a fleet of boats of that kind, and when you 
think of the nuinber of people who make their living off those boats, it 
is bound to be a worthw hile project. ‘Those boats, you will notice, are 
almost of uniform size, and you will notice another thing : That picture 
was taken in 1940, Since 1940 they have had to do,as many have done 
in Oriental; they have had to enlarge-the size of their boats. 

I think I have another picture right here, which will give you a 
graphic illustration of what I mean. Here it is. The boats used to he 
of 20 or 30 tons, and now they have gone up to 70 to 90 tons. There 
[indicating] is a new boat, or the new-type boat, which is coming in 
there. 

Mr. Fulcher, how many of these new-type boats do you have? 

Mr. Fuucuer. I have five new boats, which I have purchased in the 
past 3 years, 

Mr. Botann. You are located at Oriental ? 

Mr. Fuuicuer. Yes, sir. 

Mr. Botanp. What is the difference in the tonnage between the old- 
type boat and the new type? 

Mr. Fuucuer. The old boats which I had before were 8- and 10-ton 
boats, and these run anywhere from 40- to 70-ton boats. 

Mr. Barpen. What would a boat of that size normally cost, Mr. 
Fulcher? 

Mr. Futcuer. They run from $20,000 to $40,000. 

Mr. Barpen. Now, gentlemen, you could imagine how you would 
feel with that type of boat parked or moored or anchored in Smith 
Creek or Taylor Creek, with absolutely no protection. There is a lot 
of money involved in that. 

The operator of these boats have dragged the keels off them; they 
have torn the propellers off them. One of the owners of a boat came to 
me and he was as downhearted as any man I have ever talked to. He 
said, “If I were able, I would dredge the thing out,” but he was not 
able to dredge it, and you saw the picture of the boat which was stuck 
there with 425,000 fish on it, which is a good load of fish. 

That boat simply had to sit there, and sometimes a period of 3 or 4 
hours means the difference between a cargo of rotten, worthless fish 
and a cargo of very high-priced fish. 

So, they are confronted with that problem. I say, again, the same 
thing is true in Oriental. If the harbor is too rough for them to un- 
load their fish or their shrimp and so forth there, and if they take 
off 30 miles up the river, if it is not too rough, they do not make the 
kind of speed which you make in an automobile, and there again they 
are boxed in. 

Mr. Chairman, I am so full of these two projects that I could go 
on and on in telling you of the needs which exist in regard to them. 

Here is a letter from the Barbour Boat Works, signed by Mr. Riven- 
bark, located at New Bern, N. C. He does a whale « of a business after 
every windstorm at Oriental, because up they come to get ‘sides put 
back on their boats and the repair damage taken care of. 

The Taylors Creek pr — has just broken some people down 
there unnecessarily, and I say that it is pretty brutal the way it is 
going. 
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As to the local contribution, I think they are still paying on the 
$10,000 bond they issued on that city to get it up to 7 feet. 

The Army engineers have been most cooperative. There has not 
been a day in the past several years but what I have just ached to get 
that Taylors C sneak project cleared through. As I said awhile ago, I 
have other projects authorized in my diate ict. It »robably will not be 
too popular with the people interested in these other projects author- 
ized for me to say that these two projects, in my o pinion, are the most 
important. I think I have some idea as to what the river and harbor 
program means, because I used to serve on the Rivers and Harbors 
Committee. But these two projects I have no hesitancy in saying, 
upon my responsibility as a Member of this House, and one tremen- 
dously interested in the tax situation, the budget, and the welfare of 
this country, I have never had two projects in my district which I 
regarded more justifiable than these two projects. 

Mr. Marsnaui. Chairman Barden, you have certainly spoken most 
eloquently in behalf of these two projects this morning. 

Mr. Barven. Mr. Chairman, I would like to introduce Mr. McNeil, 
who is tremendously interested in these projects. He has a very fine 
son down there in my district, and Mr. MeNeil, though a very fine 
man in caliber, was the unsuccessful Republican candidate for Gov- 
ernor of North Carolina about twice. 

Mr. McNett. That is correct. 

Mr. Barpen. Mr. Harris, I believe the chairman would let you 
speak for about a minute, if you have something to say, or Mr. Fulcher, 
or Mr. Mason. 

Mr. MarsHauu. We would be glad to hear from you gentlemen. 

Mr. Harris. Mr. Chairman, I am Hugh Harris, from Oriental, and 
I am a farmer. I am one of the few people who live in the little 
village who does not receive his livelihood from the seafood industry, 
but I am very much interested in the plight of the little man, and my 
neighbors down there. 

They have to depend upon this seafood business for their living. 
The large boats are absolutely dependent on the channel which leads 
into Oriental Harbor, but the little man, the little one-gallused fisher- 
man, as we agricultural people speak, is dependent upon the 25-foot 
to 30-foot boat in order to furnish a livelihood for his family. 

He brings in small catches, but his problem is not the channel. His 
problem is the protection which this breakwater would give him when 
he is tied up out in the Oriental Harbor, unloading his catch. A $50 
loss or $100 loss and damage to his boat is severe, and i is felt by every 
member of that family, and for this little fellow who suTered the 
damage to his boat, when we have these Southwest winds, as Judge 
Barden referred to, is a matter which I would like for all of you to 
give consideration to when you begin to think in terms of this break- 
water. It is of vital interest to him, and an absolute necessity. 

We really appreciate the opportunity to come in here and listen to 
this presentation which the judge has given you, and we hope, when 
you go in to executive session, that you ‘will give it further considera- 
tion, and serious consideration. 

Mr. Marsuauu. Thank you, Mr. Harris, for your statement. 

Mr. Barpen. Mr. Chairman, let me just say this: You know I have 
voted for a lot of things in the 21 years I have been here, and I never 
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have been one to beg very much. But I am telling you, I am begging 
for these two projects. I have tried everything else in the world. | 
not too proud to beg for these two projects. 

I would much prefer that they be earmarked rather than to be left 
floating in the $2 million overall item for little projects, because | 
think that you know about how much chance you lens of catching a 
particular fish out of a big pond, and I am just afraid that I would 
be out fishing in that $2 million pond. Again, I repeat, upon my 
responsibility as a Member of this House, and I do not treat it lightly, 
these projects are justified, they are worthy, and they are needed, 
There are real emergencies existing at these locations. 

In the final windup, the additional income tax collected in, I could 
say, safely, 2 years, would pay every dollar of the investment which 
the Government puts into these projects. 

I cannot offer a better program than that. 

Thank you so much. 

Mr. McNet. Mr. Chairman, would you allow me about 2 minutes! 

Mr. MarsHatu. Surely. 

Mr. McNet. I went over to see the Budget Directors about this 
Taylor’s Creek project. I represent some industries down there, and 
professionally, [ am a lawyer. They said, “We have already made 
available $2 million for smaller enterprises; why do you not go see 
the Secretary of Defense?” 

Well, I took that advice, and saw Mr. Roderick, and he said “We 
have just been investigating this matter, and we are very sympathetic 
with it.” He had an engineer there in his company, and he sail 
“IT have been over that area, and I see no reason in the world why it 
should not be done.” 

This project is very much needed. My friends down there tell me 
that their taxes for the past 3 years have been nothing. If this is 
done, they will pay heavy income taxes because they will begin to 
make very substantial profits. I want to say how grateful I am for 
that district having such a great representative as my friend, Mr. 
Barden, and I want to say that I have thoroughly enjoyed his 
presentation. 

Mr. Marswaxty. Thank you very much, gentlemen. 

Mr. Barpen. Thank you, Mr. Chairman. You have been very in- 
dulgent, and I hope you will be kind and considerate and generous 
when you consider these projects. 

Mr. MarsHatu. We are pleased to have had you and your group 
come before our committee. 

The committee will now stand adjourned until 1:50 p.m. 
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JAMES River CHANNEL 


WITNESSES 


HON. WATKINS M. ABBITT, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF VIRGINIA 

A. ROBBINS, JR., HOPEWELL, VA., EDITOR OF THE HOPEWELL NEWS 

R. BLACKWELL SMITH, PETERSBURG, VA., REPRESENTING THE 
TRICITIES RELATIONS COMMITTEE OF THE HOPEWELL, PETERS- 
BURG, AND COLONIAL HEIGHTS CHAMBERS OF COMMERCE 

ROBERT A. JACKSON, HOPEWELL, VA., CHAIRMAN OF THE HOPE- 
WELL PORT AND DOCK COMMISSION 

LEVIN D. JAMES, HOPEWELL, VA., CITY MANAGER OF HOPEWELL 

FRED W. PEACH, HOPEWELL, MANAGER OF THE HOPEWELL CHAM- 
BER OF COMMERCE 

GEORGE E. FISHER, PETERSBURG, EXECUTIVE SECRETARY OF THE 
PETERSBURG CHAMBER OF COMMERCE 

NORMAN R. HAMILTON, PORTSMOUTH, VA., REPRESENTING THE 
VIRGINIA STATE PORTS AUTHORITY 

G. ALVIN MESSENBURG, HAMPTON, VA., REPRESENTING THE 
VIRGINIA PILOT ASSOCIATION 

TOM DAVIS, NORFOLK, VA., REPRESENTING THE VIRGINIA STATE 
PORT AUTHORITY 

FRED W. McWANE, LYNCHBURG, VA., REPRESENTING THE VIR- 
GINIA STATE PORTS AUTHORITY 

GEN. H. B. HOLMES, RICHMOND, VA., COMMISSIONER OF WATER 
RESOURCES FOR THE STATE OF VIRGINIA 

ROBERT HOBSON, RICHMOND, VA., DIRECTOR OF THE DEPARTMENT 
OF PUBLIC WORKS OF THE CITY OF RICHMOND 

JOHN SCHOOLS, RICHMOND, VA., REPRESENTING THE RICHMOND 
CHAMBER OF COMMERCE 


Mr. Marsuauyi. The committee will be in order. We are pleased 
to have before us our good friend and colleague, Congressman Abbitt 
from Virginia. We would be pleased to hear from you at this time. 

Mr. Anpirr. Thank you, Mr Chairman I appreciate the oppor- 
tunity of being here on behalf of myself and Congressman Gary. We 
thank the committee for this opportunity to be heard. Congressman 
Gary had to be away because of a prior commitment. He is a member 
of the Board of Visitors at the Coast Guard Academy in New Lon- 
on, and he is there today. 

_I am not going to trespass on your time, because I know you have a 
limited amount of time available. 7 

[ would like to introduce Norman R. Hamilton, a former Member of 
Congress, from Portsmouth, Va., representing the Virginia State 
Ports Authority. 


STATEMENT BY MR. HAMILTON 


Mr. Hamatton. As stated, Mr. Chairman, I am a commissioner of 
of the Virginia State Ports Authority, a body composed of seven 
Virginians appointed by the Governor of the State. 

_The Virginia State Ports Authority, an agency of the State of 
Virginia, is charged among other things with developing world and 
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domestic commerce through Virginia’s ports, the development of her 
port and harbor facilities, and cooperation with the Federal and State 
{yovernments in the improvement of navigable tidal waters where such 
improvements are economically justifiable. 

Based upon all data available to us, the Virginia State Ports Au- 
thority is of the firm conviction that the deepening of the James River 
Channel is completely justifiable from an economic standpoint. We 
therefore respectfully urge the Appropriations Committee of the 
House of Representatives to approve the sum of $157,000 for an eco- 
nomic and engineering survey by the Corps of Engineers of the 
United States Army, which amount was estimated by the engineers as 
being necessary for this purpose. 

We cite, in summary form, facts in support of our conclusion : 

The United States Corps of Engineers supports the conclusion that 
an engineering and economic survey is justified. 

Statistics compiled by the United States Corps of Engineers demon- 
strate that commerce on the entire James River for the last 5 years for 
which figures are available, increased from 3,255,241 short tons in 
1949, to 4,645,332 short tons in 1953. This increase was realized 
despite the limitations imposed by its present 25-foot tortuous channel 
and gives strong indication of the requirement of producers and 
consumers, and the much expanded use potential with a channel depth 
of 35 feet. 

The port of Richmond at the head of navigation on the James 
River is closer to much of the great agricultural and industrial mid- 
west than any other port on the North Atlantic. Farmers, manv- 
facturers, and consumers would benefit through a reduction in the 
cost of transportation through the use of the James River to an even 
greater extent than they do now, if the river channel is carried down 
to 35 feet. The United States Corps of Engineers in 1950 estimated 
that for the calendar year of 1955, the savings in transportation cost 
realized throueh use of a 35-foot channel would amount to $3,497,657. 

Within a 500-mile radius of the port of Richmond approximately 
49 percent of the total population of the United States is situated. 
This radius accounts for 58 percent of the Nation’s total income, 58 
percent of the retail trade and 59 percent of the total industrial 
output. The making of Richmond a deepwater port would be of 
evident material assistance to national firms in distributing their 
products and in realizing lower cost distribution not only to the South, 
Southwest, West, and Northwest, but even to the North. 

A 35-foot channel in the James River would create many new deep- 
water industrial sites for use by defense or defense-supporting in- 
dustries with an abundance of fresh water so necessary to industrial 
development and expansion. It would further contribute to the 
encouragement of a dispersion of those industries dependent upon 
world trade by making available to them industrial sites removed 
from the already highly industrialized areas of our country. 

A depth of 35 feet is estimated as a minimum requirement for the 
accommodation of the present-day cargo vessels of the Victory, Lib- 
erty, and C. & T. classes now operating in foreign and coastwise 
trade. The use of these classes of vessels has outmoded the present 
25-foot channel and effectively retards the potential development of 
Richmond as a major part in foreign and coastwise commerce. 
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An investigation of the economic possibilities by the United States 
engineers indicated a preliminary benefit-cost ratio of 2.16 to 1. In 
addition, intangible benefits are apparent from the standpoint of 
opening up some 150 miles of shoreline on the proposed 35-foot chan- 
nel to prospective industry operationally dependent upon deep draft 
shipping. This potential feature of the desired improvement is 
enhanced by the fact that class A railroads and improved highways 
flank the entire reach of the James River under consideration. 

Based upon the fact that military installations are active and are 
proposed in close proximity to the river; that the lower reach of 
the river is utilized by the United States Maritime Administration for 
storage of idle ships; that shipping on that section of the river is 
rarely hindered by ice; and that development of commercial shipping, 
both foreign and coastwise, would be encouraged, it is considered that 
the desired improvement would be essential to the national defense and 
economy. 

We appreciate having this opportunity to appear before you and 
wish to urge your earnest and favorable consideration of the full 
amount—$157,000—required to complete the survey for the James 
River project. 

It is on this river that the founding fathers came up in 1670 and 
settled at Jamestown. We want this survey in order to deepen this 
channel, so that Industry may come there and take the place of what 
the founding fathers found. Thank you, gentlemen. 


STATEMENT BY MR. MASSENBURG 


Mr. Anpirr. Mr. Chairman, I should like at this time to introduce 
G. Alvin Massenburg, of Hampton, Va., the former speaker of the 
House of Delegates of Virginia, who is representing the Virginia 
Pilot Association. 

Mr. Massenspurc. Mr. Chairman and gentlemen, it is our duty as 
State pilots to do practically all of the work on the James River 
piloting the ships. In the present situation ships, even the type of 
the Liberty vessels, have to go in there partly loaded, which is not 
an economical thing. We only have a maximum of 25 feet. Very often 
if a vessel draws as much as 23 feet 6 inches or 24 feet, it is necessary 
to wait for tides. 

The potential of the James River in the future certainly is con- 
lucive to a deeper channel; certainly to a minimum of 35 feet, with 
the construction of the ships now, especially of the tanker classes. 
The present construction ranges from the past T-2 tankers, 525 feet 
in length, to the supertankers, which are over 600 feet long. They 
will not be able to navigate the James River under present conditions. 

It is most essential, I think, for the future development of that 
portion of our State, that the channel to Hopewell and Richmond be 
increased to 35 feet minimum. 

I may say further that I endorse everything that has been said here 
by Mr. Hamilton, who represents the State ports authority. I thank 
you, gentlemen. 

Mr. Marsuautn. Thank you. 
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STATEMENT BY MR. ROBBINS 


Mr. Aseirr. Thank you, Mr. Chairman. At this time I should like 
to present Mr. A. Robbins, Jr., the editor of the Hopewell News, from 
my district, representing the Hopewell Chamber of Commerce. 

Mr. Rossrns. Mr. Chairman, I am making this statement on behalf 
of the tricities relations committee of the Chambers of Commerce of 
Hopewell, Petersburg, and Colonial Heights, Va., in regard to funds 
for a resurvey of the James River to determine the economic feasi- 
bility of a 35-foot channel from Hampton Roads to Richmond, and 
the cost of deepening the channel to an average 35-foot depth. 

This resurvey was authorized by the Senate Public Works Comn- 
mittee in a resolution adopted August 13, 1954. This resolution was 
approved by the House Public Works Committee on March 31, 1955, 

The cost of this survey is estimated to be $157,000. We are in- 
formed that out of a proposed appropriation of $300,000 for the com- 
ing fiscal year for navigation surveys, only $16,000 will be earmarked 
for the James River survey. At that rate it would take another 3 or 4 
years to complete the survey. If the survey indicated, as we believe, 
a high ratio of benefit to cost, actual work on the channel would not be 
started for another 5 or 6 years. 

We can easily understand why the Army engineers do not consider 
it practical to try to complete this survey in 1 year. However, we 
would like assurances that it would be completed in 2 years and not 
allowed to drag out. For that reason we would respectfully urge this 
committee to increase the funds earmarked for the James River sur- 
vey to $75,000 for the fiscal year 1956, which is approximately half of 
the estimated cost, so that the survey can be completed in fiscal 1957. 

We believe there are compelling reasons for this. According to our 
information the cost of dredging will be less than it was estimated 
when the first preliminary survey was made, and the prospects for ton- 
nage will be much larger. We have every reason to believe that the 
final survey will show a ratio of benefits to costs in excess of the pre- 
liminary estimate of 2.16 to 1, which in itself was high, as projects of 
this kind go. 

In addition we have every reason to hope that a 35-foot channel 
in the James River will attract additional large industries to the area. 
The industrial growth of the area since the end of World War IT has 
been phenomenal. Since 1950, the large industries in Hopewell above 
have spent more than $100 million, in expansion and improvement. 
An entirely new industry is now going into operation in the area, at a 
cost of some $30 million. 

I might add there, Mr. Chairman, that the largest nitrate plant in 
the world, the plant that made this Nation independent of outside 
sources during World War II, is located there; and the largest cellu- 
lose plant in the world is located there. The industrial investment in 
that immediate area is somewhere in the neighborhood of a half billion 
dollars, and it is growing continually. ; 

There is every reason to believe that this industrial expansion and 
growth will continue and that with a 35-foot channel would bring 
tonnage on the James River that is hard to estimate at this time. 
from current figures. 

There is deepwater off the City Point docks at Hopewell, where the 
ehannel is more than 40 feet. The river makes a wide turn right 
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at City Point, which would make an ideal place for a turning basin. 
Hopewell is the natural port for both Petersburg and Colonial 
Heights, and any development there would benefit a large area. 

It is interesting to note that City Point, which is now a part of 
the city of Hopewell, is probably the oldest English port in North 
American in continuous existence. It was founded in 1613, just 6 
vears after Jamestown. It has had its ups and downs, but there has 
always been a settlement there, and it has always had shipping. In 
colonial days it was a rather important port of entry. During the 
Civil War General Grant had his headquarters there in 1864-65, 
during the seige of Petersburg and the battle for Richmond, and 
City Point was the main depot for the entire Union Army. During 
World War I the troops trained at Camp Lee, between Hopewell 
and Petersburg, marched down to the City Point docks to embark for 
France. 

So the usefullness of Hopewell as a port is nothing new. Before 
World War IT it was the 26th port of the United States in point 
of tonnage. We believe that a 35-foot channel in the James River 
would revive a large part of this shipping and attract new tonnage. 
We believe that new industries would be attracted to the area by the 
35-foot channel and thus would add more tonnage. 

Therefore I am sure you gentlemen can understand our deep concern 
at further delay in completing this survey. We understand that the 
Army engineers asked for much more for navigation survey than the 
Budget Bureau allowed. We further understand there is an item 
of several hundred thousand dollars in the budget for civil functions 
which cannot be used during the next fiscal year. We would urge that 
part of this money be transferred to navigation survey and that the 
amount allocated to the James River be thus increased to $75,000, 
which we understand would still leave the appropriations for civil 
functions below the budget. 

Mr. Taper. I wonder if you could pinpoint some of the items in 
the budget that cannot be used next year. 

Mr. Marsway. I am glad you asked that question, Mr. Taber. I 
was going to ask that myself. 

Mr. Rospins. The information I had was from Senator Willis 
Robertson, who said he understood from the Army engineers there 
was an appropriation for some work at Louisville where the land had 
to be given by the local authorities and was not ready, and that money 
could not be used in fiscal 1956. Would you look into that, Mr. 
Chairman ? 

Mr. Marswaut. Thank you; I certainly will. 

Mr. Ropsins. Thank you very much, gentlemen. 


STATEMENT BY GENERAL HOLMES 


Mr. Arsirr. Mr. Chairman, I should like to introduce at this time 
(ren. H. B. Holmes, the commissioner of water resources of the State 
of Virginia. 

_ General Hotmes. Mr. Chairman and gentlemen of the committee, it 
is gratifying to know that a survey of the James River Channel from 
Hampton Roads to Richmond has been requested by Congress. For 
several years we have been of the opinion that the existing project 
dimensions are inadequate for the best economic development of Vir- 
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ginia, and we are quite confident that the survey will indicate a very 
favorable economic ratio for both deepening and widening the chan- 
nel. It is hoped that your committee will find it possible and proper 
to recommend that there be made available for the purpose a sum 
sufficient to insure the eflicient accomplishment of the survey as expe- 
ditiously as is possible. 

Thank you very much. 

Mr. Marsuaun. Thank you. 


STATEMENT BY MR. HOBSON 


Mr. Ansrrr. Mr. Chairman, we next present Mr. Robert Hobson, 
director of the Department of Public Works for the City of Rich- 
mond. He is one of Mr. Gary’s constituents, and Mr. Gary had to be 
away today, so I am delighted to introduce him. 

Mr. Hopson. Mr. Chairman and members of the committee, I ap- 
preciate this opportunity to be here today. 

The James River in Virginia has been in continuous commercial 
service to America since the year 1607, and for more than the past 
300 years it has been the means of a vital and important link between 
the Richmond economic area and all the ports of the world. The city 
of Richmond has never failed to realize this fact and has at all times 
made effective effort to keep abreast of modern marine development. 
The first improvements to the James River and the port of Richmond 
were done mostly at the expense of the city and later with Federal 
assistance. Over the years funds spent have amounted to an invest- 
ment of approximately $15 million in construction and maintenance. 

With the advent of World War II and the development of larger 
and more efficient ships, Richmond became greatly handicapped and 
was not able to make full use of its port facilities in the war effort. 
Since World War II the James River Channel to Richmond has been 
obsolete and able to handle only shallow draft boats or partially 
loaded and shorter ships due to the fact that we have a 25-foot channel. 
In spite of this, tonnages through the port have increased yearly with 
this year being an all time high of 2,509,000 tons. We feel that it is 
unwise in the interests of the city and Nation to further permit re- 
striction of the full and efficient use of the large existing investment 
in the James River Channel and port of Richmond. 

After World War II Richmond was well aware of the need for 
modernization of the James River. Since that time there has been 
much interest and enthusiasm in possible improvements. In the past 
we have always justified our interests and have always worked in good 
faith with Federal projects by promptly and fully meeting all obliga- 
tions on our part. 

Our major obligation at the present time, of course, is supplying 
spoil areas where dredging takes effect from the Hopewell area up 
to Richmond. That was by act of Congress in 1930, I believe, and 
supported by the city since that time. We are confident that there 
is more than adequate information on file with the appropriate Fed- 
eral agencies for justification of the proposed survey and that the 
study should be completed at the earliest possible date. 

We in Richmond have earnestly pressed for a long time for the rede- 
velopment of the James River and, of course, are most anxious to 
develop the economic potentials that will slip by or go elsewhere. 
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In this light we respectfully urge the subcommittee to approve the full 
cost of the James River study and survey for the fiscal year 1955-56 
in the amount of $157,000. We sincerely believe that an appropria- 
tion for the full cost of the survey at this time will permit the Corps 
of Engineers to efficiently schedule the study in its entirety and to 
make their recommendation at the earliest possible date. 

The major products imported into the port of Richmond are sugar, 
sulphur, newsprint, petroleum products, and sand and gravel. Major 
items of export are scrap metal and grain. All of these items are 
tied very closely to the cost of living standard and keeping their cost 
at a reasonable figure will improve the standard of living of this 
community. 

In addition to all of the other economic information justifying the 
proposed study, we would like to invite the attention of the subcom- 
mittee to one additional consideration. This has to do with the 
interests of national and civil defense. The proper development of 
the James River will provide an efficient means of mass transportation. 
This, we feel, is vitally important in the light of our congested land 
transportation facilities, not only for movement of material but also 
for the possibility of mass movement or evacuation of humans to or 
from the Richmond area. 

In conclusion, the city of Richmond urgently recommends that the 
requested sum of $157,000 be allocated for the engineering and eco- 
nomic survey proposed for the improvement of the James River. 

I thank you, gentlemen. 

Mr. Marsnauyi. Thank you. 


STATEMENT BY MR. SCHOOLS 


Mr. Aspirr. Mr. Chairman, I should like to present Mr. John 
Schools of Richmond, representing the Richmond Chamber of 
Commerce. 

Mr. Scnoots. Mr. Chairman and members of the committee, the 
opportunity to appear before you is much appreciated. I appear for 
the Richmond Chamber of Commerce, an organization of 3,000 mem- 
bers joined to the purpose of the economic advancement of our com- 
munity and trade area. 

Details on the need and benefits and wisdom for deepening the chan- 
nel of the James River have been well documented before the Corps 
of Engineers and committees of the Congress. We are not here to 
trespass upon your time with lengthy and repetitious details, but we 
do want to stress some points others here today may not make. 

We have not brought with us a large group of interested individual 
parties, either, thinking that our assurances would suffice. Some of 
this interest of individual parties in Virginia and elsewhere was ex- 
pressed in a statement before this subcommittee on April 26, 1955, 
when the American Merchant Marine Institute specified this survey 
of the James River as one of those projects that should receive your 
lavorable consideration. We are pleased, as we know you are, that 
this is not merely a matter of purely local interest. 

My staff duties at the Richmond Chamber of Commerce call for day 
to day efforts in the solicitation of new industry and the economic 
(evelopment of the Richmond community and its trade area. The 
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James River Valley from Richmond to Hopewell and beyond t 
Hampton Roads is a rich economic resource for the country. The 
area has vast, untapped economic development potential, and it is ay 
area of watchful interest for industrial-site purposes. We know wher 
these sites are ; data on them have been inventoried and cataloged. We 
know that the real future of that area is tied to the river. 

A new era of economic development for our James River Valle 
area is emerging. The chemical industry looms large in our futur, 
Already the chemical industry is the largest manufacturing industry 
in Virginia; it employs the most people and represents the mos 
investment. The Dow Chemical Co. has acquired a large site nea 
Williamsburg. With recent expansions, Allied Chemical & Dye 
Corp. has a total investment between Richmond and Hopewell we cay 
safely say exceeds $100 million and we anticipate more for the future. 

As secretary to the industrial dispersion committee of the Richmon¢: 
Petersburg-Hopewell Industrial Triangle, it has been my privilege to 
certify the industrial dispersion standards of the location of mor 
than $50 million in defense supporting industry for the area since 
our committee was organized, yet all of our remaining industrial sites 
‘an still meet the standards of the national industrial dispersion pro- 
gram as we now have those standards. 

The great petroleum industry looms large in the future of our river. 
It is of great importance to our community and trade area even now 
with the 25-foot channel. Now all the gasoline, diesel fuel, home- 
heating fuel oil, and kerosene for our community and that distributed 
from our area comes to the city by water. About 20 companies ar 
operating as wholesale distributors in Richmond now. We expect 
more. Phillips Petroleum is the latest announcement. Esso Standard 
Oil Co., and the Texas Co., have substantially increased their invest- 
ment in facilities just recently. We believe we can anticipate refineries 
on the James as soon as a deep channel becomes available. From 
recent experience we know that Virginia is a logical place for refineries, 
but we also experienced that availability of suitable sites with sufficient 
depth are rare. Waterfront lands held by the Federal Governmelt 
in the vital Hampton Roads defense area are so great that relatively 
little has been left for our economic expansion needs. The James wit) 
a deep channel is a natural. 

We also think that much of our future lies in metals and the river. 
Only last week Reynolds Metals Co. announced plans for erection 0! 
a $3 million aluminum extrusion plant just south of Richmond 01 
the James River. In announcing the new facility, Mr. Louis Reynolds 
vice president, stated that the company’s imports of aluminum m2! 
in time reach 12 million pounds per month that would move vii 
freighters up the river. Incidentally, the Reynolds Metals Co. nov 
finds it unnecessary to ship foil from its Richmond plant via truck 
to Norfolk and load aboard ship at that point for west coast destin 
tions simply because the channel depths at Richmond are 10 
sufficient. 

We are not dreaming nor engaging in wishful thinking when 
hold confidence for beneficial economic expansiorm of our area tied ! 
with a deep channel. Ebasco Service, Inc. of New York in a surve) 
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just made for recommendations for operating the port of Richmond 
had a concluding remark that can be ours here. They said: 

The growth of the port will help business in the city, and the growth of 
business in the city will help the port. The port and business in the city are 
part and parcel of the same thing. 

[am very grateful for your time. 

Mr. MarsHauyi. Thank you. 


STATEMENT BY MR, JACKSON 


Mr. Asprrr. Next I should like to present to the committee Mr. 
Robert A. Jackson, of Hopewell, the chairman of the Hopewell Port 
and Dock Commission. 

Mr. Jackson. Mr. Chairman and members of the committee, to sum 
this thing up in one way, you might say that the James River Basin 
is still in the cradle as far as depth is concerned. We have not kept 
up with the times of ship design and so forth. Now they are using 
ships to transport freight and cargo which are just too large to navi- 
gate on our stream. We would certainly appreciate your con- 
sideration. 

Mr. Marswaty. Thank you. 


STATEMENT BY MR. SMITH 


Mr. Assirr. Mr. Chairman, may I present Mr. R. Blackwell Smith, 
of Petersburg, representing the 'Tricities Relations Committee of the 
Hopewell, Petersburg, and Colonial Heights Chambers of Commerce. 

Mr. Suir. Mr. Chairman and gentlemen of the committee, as Mr. 
Abbitt said, I am here representing the Tricities Relations Committee, 
the committee formed from the three Chambers of Commerce of 
Hopewell, Colonial Heights, and Petersburg. I like to think that 1] 
am here representing the Smiths, Joneses, and Browns that are so 
materially to be affected by your decision. 

It would be foolish of me to try to add something to the mass of 
evidence that has been given you. What I would like to do is to ask 
you as a citizen of the United States and of that part of Virginia that 
is so vitally affected, if it is possible, to find the money to do this job 
with, and I urge you to use every effort to do so. Thank you. 

Mr. Marswa.y. Thank you. ; 


STATEMENT BY MR. JAMES 


Mr. Asprrr. Mr. Chairman, may I present Mr. Levin D. James, 
the city manager of Hopewell. 

Mr. James. Mr. Chairman, I do not think I can add anything to 
what has been said, except to say that I certainly endorse all the re- 
marks and the evidence given here today. 

Mr. Marswary. Thank you. 


STATEMENT BY MR. FISHER 


Mr. Assrrr. Mr. Chairman, may I present George E. Fisher, the 
executive secretary of the Petersburg Chamber of Commerce, 
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Mr. Fisuer. Gentlemen, I concur with the information that has 
been given to you here. We in this tricities area feel that the deep. 
ening ‘of the James River is most essential to the potential dev alopmer 
of our area. We feel that we have a great potential in the Jame 
River Basin, and we respectfully request ) your cooperation. 

Mr. Marsnauy. Thank you. 


STATEMENT BY MR. PEACH 


Mr. Apprrr. Mr. Chairman, we also have present Mr. Fred V. 
Peach, the manager of the Hopewell Chamber of Commerce. 

Mr. PE ACH. Mr. Chairman and gentlemen of the committee, as you 
know it is the job of the manager of the chamber of commerce to build 
up the economic facilities in “and around his particular community, 
During the past 15 months we have lost 2 industries or at least busi: 
nesses which would affect the livelihood of our community and the 
surrounding areas, because of the lack of water depth for shipping 
purposes. 

Most of these people who come in to talk to us about industry ar 
blind calls. We have to work blindly because they do not want their 
information given out, so I cannot at this time divulge the names of 
those two firms. But it is our job to develop this area down there. 
It is quite a handicap to me and to my colleagues in Hopewell, Va, 
to try to develop the economic background for Hopewell where in- 
dustry will come in. It just makes “the job so much harder. Asa 
result of this we do need this 35-foot channel. 

Thank you for listening. 

Mr. Marstant. Thank 4 you. 

Mr. Assrrr. Mr. Chairman, we hope the committee will consider 
in our favor the fact that we have completed on time. I think that 
should have some effect. 


STATEMENT BY CONGRESSMAN GARY AND CONGRESSMAN ABBITT 


I have here a joint statement prepared by Mr. Gary and myself, 
which we would like to file with the committee, if it is agreeable. 

Mr. Marsuauu. We will be happy to accept the statement at this 
time. 

(The statement is as follows :) 


STATEMENT BY REPRESENTATIVE WATKINS M. ABBITT AND REPRESENTATIVE 
J. VAUGHAN GARY, MEMBERS OF CONGRESS FROM VIRGINIA 


Gentlemen of the subcommittee, a survey of a proposed 35-foot channel in the 
Jaines River from Hampton Roads to Richmond, at an estimated cost of $157,0, 
has been authorized by both the House and Senate Committees on Public Works 
It is our understanding that the Corps of Engineers asked for an appropriatii! 
of $600,000 for all such surveys for the fiscal year 1956; that the budget stb 
mitted to the Congress now asks for $300,000 for that purpose; and that the 
Corps of Engineers now has set up a tentative allocation of $16,000 for the 
James River survey, out of the total $300,000 budget item. 

We can appreciate the Appropriations Committee’s policy of delaying initiati! 
of construction of new civil projects except where a direct connection to tl 
national defense can be proved, and therefore are making no plea for acti 
construction of this much-needed channel at this time. However, we shou! 
like to point out the advisability of completion of the necessary survey withit 
the next 2 or 3 years, so that if the detailed survey confirms the prelimilat! 
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finding of high economic value, construction would not be unnecessarily delayed 
when it is again possible to turn more Federal attention toward civil develop- 
ment, The cost of surveys of these potential construction projects is relatively 
small, and completion of such surveys at an early time will leave the country 
much better prepared to move forward when defense pressures subside. 

The engineers’ preliminary report indicated a benefit-to-cost ratio of 2.16 to 1 
even if the construction project costs as much as $21 million, which cost is not 
expected because of the increased efficiency of dredging operations. This benefit- 
to-cost ratio is well above the average for our rivers and harbors program. 

With regard to the James River Valley, we should like to point our that its 
rapidly developing industrial complex indicates that the area will be increas- 
ingly important to the American economy, and therefore to its defense potential. 
Near the head of the proposed 35-foot channel is one of the few remaining sites 
in the United States where new basic steel production is easily possibile. Of 
the 4-major factors needed in such production, 3 are already available there: 
limestone and coal delivered via the great railroads traversing this valley, and 
large quantities of fresh water from the James River. Deepening of the channel 
to 35 feet would make possible the easy delivery of waterborne ore to the site. 
Chemical plants, metal fabricators, and food processors already are on the river, 
and more are coming in. It is our belief that the early development of this deep 
channel will pay handsome returns to our country in the form of increased 
production and consequent tax revenues, The first step, of course, is the survey 
upon which future planning can be based. 

We realize that it may not be possible for the Corps of Engineers to complete 
the survey in 1 year, because of other commitments, even if the total authoriza- 
tion of $157,000 were to be appropriated now. However, we request that the 
subcommittee approve the full $157,000 now so that the engineers can make 
plans to complete the survey as soon as practicable. 

It is our understanding that the present budget carries $800,000 more for 
levees than can be used because of the unavailability of necessary land in cer- 
tain areas without expense to the Government, as required by law. This would 
mean that the James River survey item could be materially increased while the 
total amount for civil functions could remain below the budget total. 

It is our urgent request that the relatively small amount required for such 
planning be provided this year, so that we will have a firm factual base for the 
future economic development of the James River when it is again feasible, 


Mr. Ansirr. Mr. Chairman, I have a statement from the American 
Merchant Marine Institute, Inc., which we would like to file with the 
committee, 


Mr. MarsuHati. We will be glad to receive the statement for the 
record, 
(The statement is as follows:) 


STATEMENT OF THE AMERICAN MERCHANT MARINE INSTITUTE, INC. 


The American Merchant Marine Institute, Inc., through its counsel Herbert R. 
(YConor, entered an appearance before this committee on the 26th of April and 
presented a statement on the fund requirements for navigation improvements 
ind maintenance for the fiscal year 1956. Included in that statement the insti- 
tute recommended the appropriation of adequate funds for the James River, 
Va., survey report. We understand there is presently under consideration by 
this subcommittee, an item in the sum of $16,000 under the heading “General 
Investigations” for the intitiation of a study of the existing James River project, 
with a view toward deepening the channel from the present 25 feet up to perhaps 
io feet, depending upon the needs indicated by the study. 

The American Merchant Marine Institute is a trade association representing 
i hajority of the United States oceangoing ships—passenger, dry cargo, colliers, 
ind tankers operating in both our domestic and foreign trades. 

We urge the approval of the sum under consideration because we are keenly 
aware of the trend, both worldwide and in the United States, toward increasing 
size of vessels and the necessity of modernizing harbors to accommodate newer 
ships. 

_We hope, however, that the committee recognizes that the availability of 
16,000 represents only about one-tenth of the total cost of the survey project. 
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This relatively limited amount of money would make only a slight beginning 
of the study and it appears that an increased amount, if possible, is in order to 
speed the completion of the survey. Since survey completion is a prerequisite 
to actual work, we suggest that this be accomplished as soon as possible as ap 
initial step to assure the existence of a modern channel at James River. 

Mr. Assrrr. I have a letter from Raymond V. Long, the director of 
conservation and development of the Commonwealth of Virginia, 
which I should like to file for the record. 

Mr. Marswatu. The letter will be inserted in the record at this point, 

(The letter is as follows :) 


COMMONWEALTH OF VIRGINIA, 
DEPARTMENT OF CONSERVATION AND DEVELOPMENT, 
Richmond, Va., May 8, 19355. 
CHAIRMAN, APPROPRIATIONS COMMITTEE, 
House of Representatives, 
Congress of the United States, Washington, D. C. 


Dear Mk, CHAIRMAN: It is gratifying to know that the Congress has authorized 
a survey to determine the advisability of increasing the existing project dimen. 
sions of the channel in James River, Va., between Hampton Roads and Hopewell 
and the port of Richmond. For many years we have felt that the existing project 
dimensions are inadequate for the proper economic development of Virginia. 
Naturally we are confident that the authorized survey will indicate conclusively 
that a project for increasing the present dimensions will have a decidedly favor- 
able economic ratio. 

It is hoped that your committee will find it possible to recommend to the Con- 
gress an appropriation for making this survey which will permit its efficient 
accomplishment as expeditiously as is practicable. 

Cordially, 
RAYMOND V. Lone, Director. 

Mr. Asprrr. I thank you very much for your consideration, Mr. 
Chairman. 

Mr. Marsuauu. Thank you. 

Mr. Apsirr. The reason we appeared, Mr. Chairman, is that we felt 
that the amount in the budget was so small it would not accomplish 
much. If we could really get enough to assure our people we are 
going to have a survey and something will be done we would appreci- 
ate it. Thank you so much. 

Mr. Massensure. Mr. Chairman, I would like to say to these gentle- 
men that if they have not been sufficiently impressed by the testimony 
given here it would certainly give me a great deal of pleasure to see 
that you all have aspot survey. I would like to arrange for a trip for 
you gentlemen to go down on the site to see what is going on, if you 
need more convincing about the worthiness of this project. 

Mr. Aspitr. You mean the Pilot Association ? 

Mr. Massensure. I would like to take them right on the spot. 

Mr. Marsnauu. I would like to say on behalf of the committee that 
we appreciate your invitation. The difficulty is, we are- not able to 
do as many things as we would like to do. 

Mr. Massensure. We would be delighted to have you, if you would 
like to come down. 
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Ouio River Prosects 


WITNESSES 


HON. BRENT SPENCE, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF KENTUCKY 

HON. THOMAS A. JENKINS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF OHIO 

HON. GORDON H. SCHERER, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF OHIO 

WILLIAM J. HULL, CHAIRMAN OF THE LEGISLATIVE COMMITTEE, 
OHIO VALLEY IMPROVEMENT ASSOCIATION, ASHLAND, KY. 

JOE BATES, ATTORNEY, GREENUP, KY., ON BEHALF OF GREENUP 
BUSINESSMEN’S ASSOCIATION 

HENRY R. GONNER, EXECUTIVE VICE PRESIDENT, EVANSVILLE 
CHAMBER OF COMMERCE, AND REPRESENTATIVE OF THE EVANS- 
VILLE COMMITTEE OF 100 

HUDSON BIERY, EXECUTIVE VICE PRESIDENT, OHIO VALLEY 
IMPROVEMENT ASSOCIATION, CINCINNATI, OHIO 

$s. M. THOMPSON, CHAIRMAN OF THE BOARD, MISSISSIPPI VALLEY 
BARGE LINE, ST. LOUIS, MO. 

ROBERT E. HARVEY, EXECUTIVE VICE PRESIDENT AND GENERAL 
MANAGER, NEWPORT STEEL CORP., NEWPORT, KY. 

GEORGE KUCHULE, DIRECTOR OF COMMUNITY RELATIONS, CIN- 
CINNATI GAS & ELECTRIC CO., CINCINNATI, OHIO 


Mr. Marsuatu. The committee will be in order. We are very 
pleased to have before us Congressman Spence. We note we also have 
before us Congressman Jenkins, of Ohio, Congressman Scherer, of 
Ohio, and also Congressman Bates, a former member of our Commit- 
tee on Appropriations. 

We are glad to welcome all of you before our committee. 

Mr. Spence, do you have a statement you wish to make? 

Mr. Srence. I have no statement. I do have a statement which 
Senator Clements asked me to file. I would like to have the privilege 
of filing the statement for the record. 

Mr. Marsnatu. That will be placed in the record at this point. 

(The statement is as follows:) 

STATEMENT OF SENATOR EARLE C. CLEMENTS IN SUPPORT OF APPROPRIATIONS FOR 
Onto River LocKsS AND DAMS—MARKLAND, GREENUP 


Markland Locks and Dam are to be located on the Ohio near Markland, Ind., 
it a point just below Cincinnati, Ohio, and 531.5 miles below Pittsburgh. 
(‘reenup Locks and Dam are presently under construction on the Ohio River 
hear Greenup, Ky., and in the vicinity of Huntington, W. Va., 340.5 miles below 
Pittsburgh—191 miles separates the two dams. Upon roughly 180 miles of 
this distance that is between Huntington, W. Va., and Cincinnati, Ohio, data as 
‘0 tonnage of traffic hauled has been compiled indicating a phenomenal increase 
it the amount of materials being hauled over this major waterway. This 
segment of the river carries one of the heaviest volumes of traffic of any inland 
“Waterway of comparable length. Estimates by the Corps of Engineers place 
tonnage of traffic in Huntington and Cincinnati ports in excess of 16 million 
tons for the calendar year 1953, the most recent year for which official data is 
ivailable, Traffic on the river in that same year exceeded the tonnage carried 
through the Panama Canal by almost two times. 

In 1953 the tonnage rose to better than 62 million tons as compared to 
ipproximately 37 million tons in 1944 and 20 million tons in 1926. Yet the five 
locks and dams (locks 35 through 39) the Markland Dam would replace range 
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in age from 49 to 35 years. These obsolete navigational facilities are not only 
expensive to maintain and subject to breakdown causing costly delay in the 
blocking of traffic but also are of outmoded design incapable of handling eff. 
ciently the large size barges and tows which industrial expansion in the basiy 
has required. When the existing facilities were designed the average tow was 
600 feet in length. Today tows more than 1,000 feet in length powered by large 
diesels are typical. Savings by the elimination of high costs in operating the 
automatic locks is estimated by the Corps of Engineers to be more than $6004 
annually. Moreover, the elimination of five locks and dams by the constructioy 
of the Markland lock and dam will result in considerable savings in transports. 
tion costs by reducing the time required to transport goods on this segment of 
the waterway. The benefit to cost ratio is favorably and conservatively ¢a)- 
culated at 2.13 to 1 by the corps’ construction of Markland Dam. 

The availability of low-cost water transportation is one of the chief contri). 
uting factors for the Ohio Valley’s being one of the heaviest industrialized se. 
tions of the country. The maintenance of the waterway for shipment of freigh 
is not only essential for the existing economy but also to support the expansion 
which can be reasonably expected in the immediate future. Studies have heey 
made indicating that the total announced investment of $1 million or more for 
new industries or expansion for existing industries or near navigable streans 
in the Ohio Valley will be in excess of $7 billion in the next 5 years. The 
Nation’s defense investment in this area makes up an impressive portion of this 
total. Included in the figure are $500 million for expansion of Oak Ridge, Tenn. 
$959 million atomic-energy plant and $240,000 TVA powerplant at Paducah, and 
$1,219 million for the new atomic-energy plant near Portsmouth, Ohio. This 
expansion will undoubtedly place further strain on the presently inadequate navi- 
ration facilities just as industrial expansion in the Ohio basin in the past has 
been accompanied by corresponding increases in the volume of freight carried 
on the Ohio. More than $1.23 billion of these investments for expansions and 
new locations are in Cincinnati, the port on the Ohio River which will be directly 
served by the Markland construction. The enormous coal-consuming capacity 
of the new atomic-energy and TVA installations will undoubtedly add substan- 
tially to the traffic on the river and add to the need for completing the Greenup 
Dam. 


RECOMMENDATIONS ON MARKLAND LOCKS AND DAMS 


There is tentatively allocated in the proposed budget for fiscal year 1956 
$125,000 to bring the planning of this project up to a point where construction 
can begin early in 1956. Though the budget contains no recommendation for the 
expenditure of construction funds in fiscal year 1956 the Corps of Engineers 
has indicated that $2 million could be advantageously expended in the coming 
fiscal year to acquire rights-of-way and initiate construction early in the spring 
of 1956. Since a minimum of 4 years is required to complete a major construc 
tion project of this nature it should be impressed upon the subcommittee the 
urgency of proceeding expeditiously upon the construction according to the 
stepped-up schedule deemed feasible by the engineers. 'These compelling reasous 
are worth reiteration : 

(1) The navigation system is essential to defense industries. 

(2) The volume of traffic is more than three times the amount of traffic 
the present system was designed to accommodate. 

(3) The present industrial development and its anticipated expansio! 
significantly sizable, to a substantial extent rely upon this waterway. 

(4) Maintenance of the present system because of its age is costly. 

(5) The present system is frequently subject to breakdown and whe! 
operating cannot efficiently and expeditiously handle modern sized tows. 

It is, therefore, respectfully recommended that the subcommittee approve a! 
additional appropriation pursuant to the Corps of Engineers suggestion to make 
possible the initiation of construction in fiscal year 1956. 


RECOM MENDATIONS ON GREENUP LOCKS AND DAM 


Total appropriations to date on this project have been $2,420,000 of whic! 
$420,000 completed planning in fiscal year 1954. Construction has started will 
the expenditure of $2 million in that same period. The budget recommends 4 
appropriation of $4 million in fiscal year 1956 to continue construction. This 
project has a favorable benefit-cost ratio of 1.65 to 1. Due to the extremely )0 
condition of locks 27 through 30 which it will replace and due to the extremel! 
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heavy traffic now encountered in this industrialized area, and due to the fact 
that the reasons for its construction are basically the same as those making the 
Markland Dam urgent, I would urge the subcommittee to make an appropriation 
of the recommended $4 million to continue construction and such amounts in 
excess of the $4 million as the Corps of Engineers considered could be profitably 
utilized in the coming fiscal year. 

Mr. Sreence. I might say I am very much interested in what these 
ventlemen are going to present to vou. The northern boundary of 
= : : ‘ ; eo : 2 , 
Kentucky is the north shore of the Ohio River. Both of these dams 
are in the district I represent. I think it would be a rather inadvisable 
thing to appropriate money to build two of them and not build a third 
one. v! 

It seems to me that there can be no more economic investment than 
making the Ohio River better able to take care of the great traffic 
upon it. 

Mr. Marsuauyi. Thank you very much, Congressman Spence. 

« . Ss 


STATEMENT BY MR. HULL 


Mr. Hutz. Mr. Chairman, these gentlemen have very kindly desig- 
nated me to file the general statement on behalf of the Ohio Valley 
Improvement Association, after which I should be glad to have the 
privilege of introducing those who have joined us in our request for 
appropriations. 

Mr. Marsuaty. You may proceed. 

Mr. Hutz. Mr. Chairman and members of the committee, my name 
is William J. Hull, of Ashland, Ky. I am chairman of the legisla- 
tive committee of the Ohio Valley Improvement Association, a non- 
profit corporation of the State of Ohio dedicated for 60 years to the 
development of more effective use of water resources in the Ohio River 
Basin. On behalf of the association I am filing for the record today a 
statement of our recommendations for fiscal 1956 appropriations in 
furtherance of navigation and flood-control improvements on the Ohio 
River and certain of its tributaries. 

With respect to the main stream of the Ohio River, this association 
recommends appropriations aggregating $23,300,000 distributed as 
follows: 

(1) New Cumberland locks and dam, New Cumberland, W. Va., 
$10 million to continue construction. 

(2) Greenup locks and dam, Greenup, Ky., $10 million to continue 
construction. 

(3) Markland locks and dam, Markland, Ind., $3 million to com- 
mence construction. 

(+) New Richmond locks and dam, New Richmond, Ohio, $150,000 
for advance engineering and design. 

(5) Lock and dam No. 41, Louisville, Ky., $150,000 for advance 
engineering and design. 

Kach of these projects is a vital link in the long-range program of 
the United States Army Corps of Engineers for replacement of the 
present outmoded and deteriorated locks and dams on the Ohio River 
with a system of modern structures adequate for the needs of an 
expanding economy. On March 22, 1954, Maj. Gen. S. D. Sturgis, Jr., 
described the modernization of the Ohio River waterway as an under- 
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taking of the highest priority ranking in urgency with the St. Lay- 
rence seaway itself. 

These five projects are those of the highest urgency in the improve- 
ment of the Ohio River. New Cumberland is an emergency project 
required to replace obsolete facilities which are in imminent danger 
of collapse. The Greenup project which is already under construction 
and the Markland project on which advance engineering and design 
work has been substantially completed, will serve the Hunti n-Cin- 
cinnati reach, the busiest stretch of the river outside of the Pittsburg) 
Harbor area itself. They are urgently needed to avert an acute tratlic 
crisis in the early 1960’s. Moreover, one of the structures to be re. 
placed by the Markland project is badly deteriorated and the risk of 
its breakdown is increasing. 

The New Richmond project will complete modernization of the 
Huntington-Cincinnati reach and because of the rapid growth and 
increasing congestion of traffic in this area, we believe that advance en- 
gineering and design work on New Richmond should begin immedi- 
ately. 

The present lock and dam No. 41 at the falls of the Ohio, near Louis. 
ville, Ky., operates in conjunction with a narrow, one-lane canal ani 
constitutes an acute traffic bottleneck of growing seriousness. Normal 
traffic growth added to a new movement in 1956 of 4 million tons of 
coal for the electric powerplant at Madison, Ind., which serves the 
atomic-energy installations at Piketon, Ohio, is likely to result in 
traffic volumes exceeding the physical capacity of this lock by 196). 
Furthermore, this bottleneck must be eliminated to permit full realiza- 
tion of the benefits of the projects now under way. 

According to our estimates, these projects will return benefits to the 
citizens of our country amounting to between 3 and 6 times the money 
which will be expended for their construction, operating costs, amor- 
tization, and interest. 

I should like to add, if I may, that the estimates of the benefit-to-cost 
ratio as made by the Corps of Engineers for these projects are consid- 
erably lower than those which our own association engineers have 
made. We have in our long statement for the record supplied full data 
as to why we think the benefits are as high as those which we have indi- 
cated. The fundamental point of difference lies in the fact that we are 
proposing a projection of traffic growth on the basis of a 3-percent 
annual growth factor, which is in line with the growth of the gross 
national product, whereas the engineering estimates that they use have 
a so-called assured growth factor, which is really very little more than 
the present volumes of traffic. 

The urgency of this program is highlighted by the fact that a mini- 
mum of 4 years is required to construct the replacement dams and 
that of the 12 dams being replaced by the Markland, Greenup, and 
New Cumberland projects, 7 will have outlived their expected useful 
life of 50 years before the new structures can be completed, and the 
remaining 5 will be more than 35 years old. 

With respect to navigation projects on tributaries of the Ohio, the 
association recommends appropriations of the amounts requetsed in 
the President’s budget for the continuation of construction of Cheat- 
ham lock and dam on the Cumberland River, the Old Hickory lock 
and dam on the Cumberland, and locks and dams Nos. 1 and 2 on the 
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Green River in Kentucky. We also recommend an appropriation of 
¢1 million to premit completion of advance planning and initiation of 
construction of the Hildebrand lock and dam on the Monongahela 
River. 

We urge further that advance engineering and design funds be 
provided as set forth in the President’s budget for dam No. 8 on the 
Monongahela River in West Virginia and for the lower Cumberland 
project on the Cumberland River in Tennessee. 

With respect to flood control projects, the association recommends 
the continuation of construction of the floodwalls now under way at 
Johnsonburg, Pa.; Louisville, Maysville, Barbourville, and Pineville, 
Ky.; and Vincennes, Ind. We urge further that funds be appropri- 
ated to permit resumption of construction work on the Dillon Reser- 
voir near Zanesville, Ohio, and the Sutton Reservoir on the Elk River 
in West Virginia, both of which have been started but were deferred 
because of the Korean emergency. These are important units in co- 
ordinated reservoir systems for flood control. We believe that con- 
struction should be initiated on the following projects for which plan- 
ning is complete : Flood protection projects at Jackson, Ky., Bradford, 
Pa., and Roseville, Ohio; and the Rough River Reservoir and Channel, 
Ky., which will be an initial step in the development of flood control in 
the Green River Basin. 

Finally, we believe that adequate planning funds should be made 
available for other sound flood control projects such as the Allegheny 
Reservoir in Pennsylvania, and Summersville Reservoir in West Vir- 
ginia; and the Buckhorn arid lower Cumberland Reservoirs in 
Kentucky. 

Mr. Chairman, we are honored to have with us Members of Congress, 
whom you have already recognized. I should like first to call upon 
Congressman Tom Jenkins of Ironton, Ohio, for any remarks he may 
care tomake. 

STATEMENT BY CONGRESSMAN JENKINS 


Mr. Jenxrns. Mr. Chairman and members of the committee, most 
of you appreciate the fact that I have been around here a long time— 
maybe entirely too long—but I have not spent much time bothering 
you. Most of my time is spent in trying to get money to meet the 
demands you gentlemen put on us when you vote some money out, and 
I know it is not easy to get money out of you gentlemen. We appre- 
ciate that; and you would not be doing your duty if you were too 
easy. Weallappreciate that. 

But I do not think any of you gentlemen live on the Ohio River. 
My district runs 150 miles on the Ohio River and 150 miles back. IT 
have probably the largest district from the standpoint of territory in 
the State, if not from the standpoint of population. 

The Ohio River is the main thing in the Ohio Valley. There are 
dozens of thriving cities on the Ohio River. 

Much was made of the fact that we have floodwalls. I remember 
when Congressman Will Whittington and I made a terrific fight to 
secure the passage of legislation to provide for floodwalls. My home 
city of Ironton, Ohio, is the first town in the United States to be sur- 
rounded by floodwalls under this legislation. 
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If you have never lived on a river that gets out on the rampage, you 
cannot appreciate what river floods really are. The flood loss in my 
home city was tremendous, when we had our big flood. The 1937 flood, 
was 16 feet high in the First National Bank, which was a fine build- 
ing which had just been built a short time before the flood. In the 
hotel across the street from the bank the water was up to the mezzanine 
floor. 

These floods in a great country like ours should be prevented. We 
cannot stop them from getting out on the fields of the farmers, but we 
‘an stop them from the cities where there is a large concentration of 
people. How do we do this matter of constructing floodwalls? We put 
the engineers to work. They are smart people and they know how 
to do this work. We get them in on many of these dams or whatever 
it takes to do the job. We build necessary dams to control floods. 

There was a dam built in my district, at Gallipolis, Ohio, which 
took out 7 or 8 small dams. Greenup Dam near my district is going 
to take out 7 or 8 little dams. These small dams are dangerous as 
they can be. 

I stopped out there one day at one of our dams and talked to a man 
that I knew very well. I said to him “John, what are you doing!” 
“Nothing,” he replied. “Why?” said I. “I got fired,” he replied. 
“Why?” I asked. “I went to sleep one night when a big tow was 
going by. By reason of poor implements by which the locks were 
operated the other men could not operate the locks so the tow was 
damaged and I was fired.” 

This appropriation for which we are appearing will not be wasted 
money. We are not building a Coney Island for anybody. You are 
just simply previding funds with which the river can carry the burden 
that it should carry. 

The people out there put a lot of traffic on the river. You can see 
their many great barges carrying tremendous burdens. 

The other day I stood on a bridge that crosses the Ohio near my 
town, and I said to the man there, “How much is the value of that 
tow? I would guess it is a million dollars.” 

He said. “More than that. It looks like about $5 million. It is 
loaded with steel, just down from Pittsburgh.” 

That was a 6- or 8-barge tow, and carried a burden valued at about 
$5 million. 

These men who are here today represent large shippers. They are 
here and they are very much interested. They are not asking for any- 
thing foolish or childish. I hope you can make an adequate appro- 
priation. 

Of course, it is not for me to tell you how to run your business; no: 
but it is for me to tell you what my people think about it, what they 
think they ought to have and what they are willing to do and how 
they are willing to do it. 

IT am sure that these gentlemen here who represent these businesse* 
know more about the facts in this case than I do. I am just a country 
boy raised on the Ohio River. I have been in the floodwater up to 
my waist many times, and I know what the high water will do. TI know 
we cannot get along without the river but we want to make it useful. 

When I went to Ironton, Ohio, to practice law T said then and ! 
say now: The biggest thing in the Ohio Valley is the Ohio River. 
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What is there by the way of business in the Ohio Valley now! The 
Government is spending $1.2 billion right at the edge of my district 
and within 15 miles of the Ohio River in building a great big atomic 
energy plant. It will be one of the largest plants in the country. 
They are just finishing it. Fifteen companies that make power in that 
area went together and formed a great combination to furnish power 
for that big Government plant. They have constructed two large 
plants at a cost of $490 million. They went to New York to borrow 
this money and divided the responsibility up among themselves. 

One of these large plants is located near Gallipolis, Ohio. This 
powerplant brings power about 50 miles across the land and delivers 
it to the big Government atomic energy plant and the Government 
takes every bit of power they make. Not far from where we are ask- 
ing you to build another dam is the city of Markland, where the other 
big powerplant costing $200 million is located. 

Those two powerplants do not produce a nickel’s worth of power 
for anybody but the Government. Our Government is much interested 
inthe Ohio Valley. It is busy. It realizes what the Ohio River is and 
what it can do. 

Again I say that the biggest thing in the Ohio Valley is the Ohio 
River. Let us keep it in bounds and do it with fine big dams and 
thereby aid everybody. They have the heaviest traffic on the Ohio 
River between Huntington, W. Va., and Cincinnati, right where we 
hope you will provide a useful dam. 

I hope, gentlemen, you will look at this matter carefully. It is a 
very worthy project in my judgment. 

Thank you. 

Mr. Marsnatyi. Thank you for your statement. 


STATEMENT BY CONGRESSMAN SPENCE 


Mr. Hutu. Congressman Spence, who is also with us, I understand 
intends to present a statement to the committee. Did you have any 
further remarks, Congressman, that you wanted to make at this 
time ¢ 

Mr, Spence. Under the River and Harbor Act approved March 

3, 1909, the act under which the original locks were constructed, it 
was provided that: 
* * * whenever, in the judgment of the Secretary of War, the condition of 
any of the aforesaid works is such that its entire reconstruction is absolutely 
essential to its efficient and economical maintenance and operation as herein 
provided for, the reconstruction thereof may include such modifications in plan 
and location as may be necessary to provide adequate facilities for existing navi- 
sation: Provided further, That the modifications are necessary to make the 
reconstructed work conform to similar works previously authorized by Congress 
and forming a part of the same improvement, and that such modifications shall 
be considered and approved by the Board of Engineers for Rivers and Harbors 
and be recommended by the Chief of Engineers before the work of reconstruction 
Is commenced. 


It is obvious that when the original act was passed by the Congress it 
Was contemplated that because of the increased traffic on the river 
the locks then provided for might be inadequate. That expectation 
has now become a reality. The present locks are obsolete, and I am 
informed that before long many of them must be reconstructed. These 
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new high dams may be constructed without additional legislation to 
supplant the original locks. 

Under the comprehensive plan formulated by the Army engineers 
the high dam at New Cumberland and the one at Greenup are now 
under construction. The effectiveness of their plan would be incom- 
plete and largely nullified unless the Markland Dam is proceeded with 
expeditiously. The completion of this plan will greatly lower the 
costs of transportation and will result in river transportation being 
able to meet the growing needs of this great industrial area, some- 
times called the Ruhr of America. There could be no public money 
spent that would produce more beneficial results than in the construc- 
tion of these improvements. All the industries in the Ohio Valley 
are deeply interested in the early completion of the program. It will 
not only be beneficial to the shippers but will increase the prosperity 
and employment of the people. 

I earnestly urge you to make sufficient appropriation for the ex- 
penditious completion of the Markland Dam. 

Mr. MarsHatyi. Thank you for your statement, Mr. Spence. 

Who is your next witness ? 

Mr. Hutxi. Congressman Gordon H. Scherer. 


STATEMENT BY CONGRESSMAN SCHERER 


Mr. MarsHatu. We will be glad to hear you, Congressman. 
Mr. Scuerer. Mr. Chairman, and colleagues, I have a short pre- 


* pared statement with reference to an appropriation for Markland 


Dam. 

My name is Gordon Scherer, Representative to Congress from the 
First Congressional District of Ohio. This district borders the Ohio 
River at Cincinnati. The economy of the Cincinnati area is dependent 
to a great extent on waterborne commerce in the Ohio River. Its 
water supply comes from this river. The President’s Water Resources 
Policy Commission in its 1950 report said this, and I think this is 
significant: 

The greatest immediate need, insofar as water-borne commerce in the Ohio 
River Basin is concerned, is the replacement of existing locks and dams in the 
Ohio River which are inadequate to meet the demands of modern river trans 
portation. 

Briefly, let us see what are those demands on the Ohio River. 

1. Ohio River tonnage is 64 million tons, almost 5 times as great 
as the 13 million tons anticipated in planning the present locks. 

2. Tonnage on the Ohio River is twice the paid tonnage moved 
through the Panama Canal. 

3. More inland tonnage is carried by the 981-mile Ohio than on 
1,800 miles of the Mississippi River from Minneapolis to the gulf. 

4. Modern tows—almost twice as long as the old locks on the Ohio— 
have to be split at every one of the Ohio River’s 46 locks between 
Pittsburgh and Cairo. 

5. Twenty-three locks on the Ohio River are from 35 to 50 years old: 
21 locks are from 25 to 35 years old. Only 2 locks are less than 25 
years old. 
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Now, let us take a look at what is happening to this great artery of 
traffic because of antiquated and inadequate dams and locks. 

Traffic: 1. River traffic is being slowed to a snail’s pace. 

These are findings of the Army engineers as a result of conducting 
surveys. 

», Breakdowns are increasing by leaps and bounds. 

3. The Federal Government’s maintenance costs on existing struc- 
tures are rapidly increasing. 

4. Transportation costs are steadily rising and in time will reach 
the breaking point. 

5. In the event of a national emergency the delays and costs may 
prove to be disastrous. 

The Markland Dam, 61 miles west of Cincinnati, is one of the key 
dams in the rehabilitation program of the Ohio River. It will replace 
five existing locks. It will serve part of the river that carries the 
greatest tonnages over any appreciable distance. It will provide a 
ninimum stage of 25449 feet at Cincinnati, about 14 feet above the 
existing minimum pool. Furthermore, 1 million people in the Cin- 
cinnati metropolitan area are dependent upon the Ohio River for 
their water supply. This water supply is drawn from a pool now 
created by lock and dam No. 37 at Fernbank which was completed 
in 1911. These structures have deteriorated badly and the main- 
tenance costs are extremely high. One can readily see what would 
happen to the entire Cincinnati area insofar as water supply is con- 
cerned, if this dam should fail, and there is that possibility, a definite 
possibility as a result of the engineers’ reports that that might occur. 

The plans for Markland are practically complete and construction 
could begin within 90 days if the Congress would appropriate $2 
million for the initial construction costs, 

I would like to make this observation: Congress is being asked to 
appropriate in the next few weeks $3,500 million for more foreign 
aid. Many of these millions will be used for projects to sustain the 
economy of nations all over the world. Now, it might be expedient 
to appropriate a few million dollars for this project that will bolster 
the economy of one of the greatest industrial areas in the United 
States, an area more important to our security in times of both peace 
ind war than most of the areas we are attempting to rehabilitate 
throughout the world. The immediate building of Markland Dam 
to me seems just as important as the 3,000 deep wells we are drilling 
for the Ganges Plain in India for irrigation of 1 million acres, or the 
510 million being spent to purchase railroad cars and locomotives to 
rehabilitate India’s railroads. 

Thanks for the opportunity to present these facts, gentlemen. 

Mr. Marsuauu. Thank you for your statement, Mr. Scherer. 

Mr. Hutz. Our next witness is Mr. Joe Bates, representing the 
(reenup Business Association. 


STATEMENT OF HON. JOE BATES 


Mr. MarsHau. We are especially pleased to have our old friend and 
colleague, Mr. Bates, before this committee. 
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Mr. Bares. Thank you, Mr. Chairman. As you know, I used to sit 
on that side of the table. 1 sat on the committee with Mr. Taber as 
chairman, I believe, for 4 years, and Mike, you and I enjoyed many of 
the same things together when I was on the committee. 

I have not had the pleasure of knowing Mr. Boland, but I am sure 
he will also prove to be a valuable member of your committee. 

I know the problems of you gentlemen. 1 know your heartaches, 
I know that if you have a wor thy project and can find the money to 
do it, Mr. Taber is always willing to do it. I know you and Mike are 
the same way, that you would be for a worthy cause. This whole 
project in the Ohio River V alley is a very worthy project, but my 
people whom I represent are especially interested in Greenup Dam 
for which $4 million is set up in the budget, and I know how hard it 
is to get you to go beyond that budget. When I was on the committee, 
I have had to help hold the line on some appropriations myself, a 
while we are going to appreciate anything that you can do for \ 
please do not make it any less than the budget request. 

I notice my time is about up. I think we have about 5 or 6 others 
to be heard. Iam very glad to be here, and I am glad to see that Bob 
is your clerk, because he used to be my clerk, and he was a very good 
one. 


Mr. Marsuauti. Thank you, Mr. Bates. 
STATEMENT BY MR. GONNER 


Mr. Hvtxz. Our next witness is Mr. Henry R. Gonner, executive vice 
president of the Evansville Chamber of Commerce, and representative 
of the Evansville Committee of One Hundred. 

Mr. Gonner. Mr. Chairman, and gentlemen of the committee, | 
have copies of the text material which I will not touch upon, except 
rather lightly. 

I am executive vice president of the Evansville Chamber of Com- 
merce, and I also represent the Evansville Committee of One Hun- 
dred, which is an organization devoted to obtaining new industry for 
Evansville and the surrounding community. 

Because of Evansville’s position at the bottom of Indiana, being on 
the Ohio River, it is the area referred to most commonly as the tristate 
area, It is the trading territory of the communities which it in- 
cludes, having to do with such cities as Owensboro, Ky., on the river, 
and Henderson, Ky., and Mount Vernon, Ind., as well as Evansville, 
of course. 

Our 18-member Ohio Valley Waterways Committee, made up of 
people who are most interested in the development and continued 
progress toward making more efficient usage of the Ohio River are 
tremendously interested in the proposal, and back up 100 percent the 
proposals and the statements which were made by Mr. Hull, chairman 
of the Ohio Valley Improvement Association’s Legislative Committee 
who addressed you first. 

In our neighboring town of Mount Vernon, Ind., there has been 
a new development since the United States Engineers made their last 
survey that is making for a more heavy movement of water-borne 
tonnage, consisting lar rgely of petroleum, and iron, and the movement 
of coal. It aggregated 1,500,000 tons more last year, 1954, than the 
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tonnage report which you have there has listed as the tonnage for 
Vount Vernon in 1953. 

If you look back to page 5, appendix A, you will see that the port 
of Evansville, Ind., on the Ohio handles such materials as iron and 
steel products, oil and gasoline, chemicals, sulfur, sand, gravel and 
stone, and other items for grand totals in 1952 of 1,407, 000 tons in- 
hound and outbound, and in 1953 carried 1,371,369 tons inbound and 
outbound. 

You will note on appendix B that the totals there are tremendously 
significant. 

We hope that you will have an opportunity to look into the new 
industries which have come into that new territory and the amount 
of transportation located on the river and the new plan of expansion. 

Gentlemen, I am not going any further into the things which have 
been said here other than to say that we subscribe 100 percent in Evans- 
ville to the things which the head of our legislative committee, Mr. 
Hull, has said. 

(The statement submitted by Mr. Gonner is as follows :) 


STATEMENT OF HENRY R. GONNER, EXECUTIVE VICE PRESIDENT, EVANSVILLE 
CHAMBER OF COMMERCE 


Mr. Chairman and members of the committee, my name is Henry R. Gonner, 
residing in Evansville, Ind. I am executive vice president of the Evansville 
Chamber of Commerce, which is a constituent member of the Ohio Valley 
Improvement Association, a nonprofit corporation in the State of Ohio, as has 
been previously described and identified for this record. 

The Evansville 30-county trading and marketing area of nearly 700,000 people 
in Illinois. Indiana, and Kentucky, within a radius of 125 miles, Known as the 
tristate area in these parts, is one of compactness and geographical advantage. 
This marketing and trading area is well balanced in industry, commerce, and 
agriculture, and embraces the growing and important port cities of Henderson 
und Owensboro, Ky., and Mount Vernon, Ind., through which latter port some 
14% million tons of ex-river coal from West Virginia were handled via the Chicago 
& Eastern Illinois Railroad during 1954, and used for metallurgical purposes by 
steel mills in the Chicago industrial district. During 1953, 1,668,318 tons of 
petroleum products were shipped by water from Mount Vernon, Ind., and 86,922 
tons of waterborne traffic were received, including the initial amount of 18,618 
tons of coal. 

In the city of Evansville, Ind., there are 194 manufacturing enterprises of 
wide variety. About half of the total employment is in manufacturing plants, 
many of which are drawing their raw materials (iron and steel, sheet, plates, 
rods, angles, and bars) by water from the Pittsburgh area. These local manu- 
facturers and processors include such national concerns as: International 
Harvester ; Servel, Inc., and Seeger Refrigerator Co., manufacturing refrigerators 
and air conditioners, and other products for national defense. Also included 
are: Faultless Caster Corp., International Steel Co., Bucyrus-Erie, George L. 
Mesker Steel Co., and several smaller manufacturers and distributors, such 
as the Orr [ron Co., Ohio Valley Hardware Co., R. W. Bootz Manufacturing Co., 
and the Bernardin Bottle Cap Co. Other inbound waterborne traffic consists 
of cast-iron pipe for the natural gas lines and oil production in the Evansville 
tristate area. The outbound movement of waterborne traffic from Evansville 
consists of automobiles, grain, and serap iron, all described in the category 
Miscellaneous tonnage as set out in the reports of the United States Army 
engineers at Louisville, Ky., which have detailed the aggregate of both 
inbound and outbound waterborne traffic in the total of 1,401,700 tons for 1952, 
and 1,371,369 tons for 1953, as tabulated in appendix A hereto, which describes 
other lacefiameone importations through the port of Evansville, Ind. 

From one end to the other of the magnificent system of water transportation 
on the Ohio River, two contrasting sets of conditions prevail. On the one hand, 
there is the modern equipment built and installed by private enterprise, the new 
towboats and barges, the magnificent dock installations, elev ators, loading and 
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unloading machinery. On the other hand, there are unfinished locks, the silted 
channels, the dams falling into the river through neglect. Since the pattern 
of this great Ohio River system, as it benefits Evansville and other: important 
port cities from Pittsburgh to Cairo, is the one of the Valley’s greatness and 
achievement with much agriculture and industry completely dependent upon 
this great water resource, it is felt imperative and necessary that we of the 
Evansville industrial and commercial area lend our energetic support at all 
times for an accelerated and improved navigation and flood-control program, 
We urge, therefore, an accelerated development of our Ohio River navigation 
and flood-control possibilities, and ask all interested to push energentically for 
the conservation and utilization of this precious waterway resource. 

As money is refused for necessary maintenance, improvements and replace. 
ments on our inland waterways, the reason usually given is that we must econ- 
omize nationally. With such an argument, none of us can disagree. We need 
economies, no one can deny, however, we need essentials for commerce and 
national defense, and for this reason, we particularly urge the appropriation of 
$3 million necessary to start actual construction on the vital project at Mark- 
land, Ind., so necessary to the industrial development of this valley. As in- 
stancing the need of plentiful industrial water and low-cost river transportation 
for continuing industrial expension in the Ohio River Valley, the industrial 
vrowth as exhibited in appendix B hereto, evidences a factual situation that 
should discourage any possible lag in the improvement program, for want of 
congressional attention. It is noteworthy that industrial investors in this area 
increasingly point to the availability of plentiful industrial water and low-cost 
river transportation as reasons for their choice of this river area and its tribu- 
taries between Louisville, Ky., and Cairo, Ill. Just recently the Southern 
Indiana Gas & Electric Co. has completed a $10,500,000 power plant at Culley 
Station on the Ohio River just east of Evansville, one of the many new installa- 
tions described in appendix B hereto. 

Every major improvement and expansion made in our inland waterways 
over the past few decades bears an almost unvarying piece of evidence. In case 
after case the improvements made have paid for themselves, at least once 
each year in tonnages carried, and in the large amounts of tax accruals 
from new industries. Money spent on our inland waterways is the best invest- 
ment the Government could make, and the money may be made available without 
adding too much to our already swollen budget because it can be sliced from 


“projects not now needed, projects that could never return the dividends on 


investment that the inland waterways have proven capable of returning again 
and again. 

There is still our national defense to consider. The inland waterways must be 
maintained and modernized if our preparations for defense are to be continuous 
and sustained for in our inland waterways lies the greatest single unit in our 
system of national defense—just as in these waterways lies our greatest single 
national asset. In our national growth, transportation has played perhaps a 
more vital role than any other industry. The contribution of water routes to 
this civil and industrial development has been immense. 

The growing traffic congestion in the uper reaches of the Ohio River is having 
its crippling effect and impact in the lower reaches of the river west of Louis 
ville considering the heavy volume of through traffic from origin east of Louis- 
ville. The substantiating data for this statement is surely persuasive of the 
immediate need for emergency plans to avert a major traffic crisis, particularly 
in the Cincinnati area where it has been estimated that the ratio of benefits 
to cost for the Markland project would be not less than 6.20; based on a 3 per- 
cent annual growth factor. 

As has been stated, the imminence of a major traffic crisis in the Cincinnati 
area particularly warrants the commencement of construction of the Markland 
locks and dam in fiscal 1956, and the immediate appropriation of $3 million 
for this purpose. 
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,ppenp1x A.—Port of Evansville, Ind., Ohio River barge freight in tons for the years 
1952 and 1953 


iron and steel products... 
Oi} and gasoline. -- 
Chemighlh. <ncsisecasdus es oiek 
Sulfur 
Sand ae 
Intraport 
stone be 
Miscellaneous.............- 


Total 


Nore.—Grand totals: 


tons 


| 
j 
| 


1952 


Inbound | Outbound 


34, 903 
368, 628 
1, 264 


39, 055 


744, 780 


46, 900 


1, 196, 475 


166, 
205, 228 


1953 


Inbound 


| Outbound 


56, 151 
364, 226 
719 

812 
497, 100 
24, 000 
68, 900 


57, 104 | a: 


1, 069, 012 


59, 163 
2, 154 


42, 500 


198, 540 


302, 357 


1952, inbound and outbound, 1,401,700 tons; 1953, inbound and outbound, 1,371,369 


\ppenpix B.—New industries or expansions on the Ohio River and its tributaries 


between Louisville, 


ILLINOIS 


Joppa: Electric Energy, Inc 


INDIANA 
y station: Southern Indiana | 
s & Electric Co 


fount Vernon: Coal transfer 
lock (C. & E. I. R. R.). 


\ 


KENTUCKY 


Calvert City: 
B. F. Goodrich Chemical Co_} 
Do | 
National Carbide Co. ned 
Pennsylvania Salt Manufac- 
turing Co. | 
National Carbide Co | 
Henderson: 
southern State Mix Feed Mill 
Spencer Chemical Co_..-- 
Owensboro: 
Texas Gas Transmission Co-_-|-- 
Green River Steel Corp. 
Brandenburg: Mathieson Chem- 
ical Corp. | 
Central City: Kentucky Utili- | 
ties Co, | 
Bowling Green: Holley Carbu- 
retor Co, 
Uniontown: 
Nashville Coal Co 


Ky., 


River loca- 
tion 


Ohio-_. 


‘Tennessee 
do 
do. 
do. 


..do. 


| Ohio-. 


do. 

.-do. 

.-do. 
Green 


Barren- 


Uniontown Coal Mining Co--}___-- 


Paducah: | 


Atomic Energy Commission. | is 


Tennessee Valley 
St awaeetewn Landing | 
Union Co.). 


TENNESSEE 


‘hattanooga: 
ee Inc. 


Koe hring Southern Corp-_.---|-- 


Combustion Engineering & 
_Superheater, Inc. 

E.1. du Pont de Nemours Co.| 
Southern Ry_- 
Wheland Co_. 
The Crane Co-. 


Authority_-_|__- 


Tennessee 
_..do 
..do 


.do 
es. 


Cutter Laboratories..........|... 


and Cairo, 


| Type operation or product 


.-| Uranium 


SS 


Tll., 


Powerplant - 


do 


Unloading coal dock 


| Chemicals: 
Acrylonitrile - 
vn ] chloride- 
Calcium carbide 
Sulfuric and hydro- 
fluoric acid. 
Calcium carbide - 


Feeds... 
Ammonia plant 


| Gas transmission 
| Steel conversion plant 
Chemical products. -- 


| Powerplant. -.._-__-- 


| Automotive parts- 


Coal mine__-_-- 
.do js aeneate 


separation by 
gaseous diffusion. 

Electric energy Sd 

Mechanized coal mine__- 


Titanium (chemica)) - 

Construction equipment - 

Boilers and fuel systems, 
steam generators. 

Nylon yarn. ......--- 

Freight yards 

Aluminum plant.__. 

Foundry and boiler plant : 

Hospital solutions. 


during the last 4 


years 


Plant invest- 


ment 


7, 000, 000 


. 500, 000 


500, 000 


8, 500, 000 
, 500, 000 
, 000, 000 | 
, 000, 000 


, 000, 000 


, 300, 000 | 
5, 000, 000 


3, 000, 000 
2, 500, 000 
5, 000, 000 | 
, 700, 000 
500, 000 
, 000, 000 
5, 500, 000 
000, 000 


, 000, 000 
5, 500, 000 


5, 000, 000 
, 900, 000 
5, 800, 000 


10, 000, 600 
14, 000, 000 | 


50, 000, 000 


3, 000, 000 
1, 000, 000 


New plant or 
expansion 


Do. 
Expansion, 
Do. 

New. 


Do. 


Do. 
Do. 


Expansion. 
New. 
Do. 


Expansion. 


New. 


Expansion. 
Do. 
Do. 


Do. 

Do. 
New. 
Expansion. 
New, 
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ApPENDIxX B.—New industries or expansions on the Ohio River and its tributaries 


between Louisville, Ky., and Cairo, Til., 


TENNESSEE—continued 


Chattanooga—C ontinued 
Wheland Co 
Tennessee Products & Chem- 
ical Corp. 
Quaker Oats Co 


Ross-Meehan Foundries------ 
Volunteer Ordnance Works 
Clarksville: 
erals & Chemical Co. 
Nashville: 
Cain Sloan Co-.. 


Tennessee Products & Chem- |. 


ical Corp. 
Kroger Co__.- 
Western Electric Co- 
Oak Ridge: Atomic Energy | 
Commission. 
Sevierville: Cherokee 
Mills. 
Jefferson City: New Jersey Zinc 
Co. 
Loudon: Chas. H. Bacon Co-_-_-_-- 
Knoxville: 
Electro Manganese Corp... -- 
East Tennessee Natural Gas 
Co. 
Aluminum Company of 
America. 
Nashville (additional): 
Baird-Ward Printing Co 
L. & N. R. R. Co... 
Ferro Corp__- 
Cain-Sloan Co__.- 
U.S. Government_ - 


Textile 


Kingston: TVA-Swan Pond_-- 
Columbia: National Carbon Co 
Oak Ridge (additional): Oak 
Ridge Properties, Inc. 

Trenton: Brown Shoe Co 
Kingsport: 

Holston Ordnance Works, 

United States engineers. 


} 
| 


International Min- | Cumberland. 


| 


_.| Cumberland _| 


Pennsylvania Dixie Cement | 


Corp. 
Tullahoma: Arnold 
neering Center. 
Gladeville: Texas Eastern Trans- 

mission Corp. 
Favetteville: General Shoe Co 
Bristol: U. S. Government 
Godwin: Shea Chemical Corp 
Monterey: Tennessee Central 
Ry. 
Gallatin: Yale & Towne 
facturing Co. 
Charleston: Bowater Southern 
Paner Co. 
Lowland: American Enka Co. 
New Market: American Zine Co_ 
Elizabethton: Tri-State Con- 
tainer Corp. 
Old Hickory 
ernment. 
ALABAMA 


Air Engi- 


Manu- 


Dam: U. 8. Gov- 


Florence: 
Stylon Southern Co 
Monsanto Chemical Co----_- 
TVA-United States engineers 


Municipal industrial plant_ --|-- 


Listerhill: 

Reynolds Metals Co 
Swans <u 
Decatur: W orthington Corp 
Barton: Colbert steam 

(TVA). 


1 Multimillion. 


| Elk 
| Holston 


| 


| North Fork -| 


River loca- 
tion 


| Tennessee-_-.| 


EN adit 
aOR cdo. 


_.do 
_.do 


do 
.do 


. 90... 
do 
Clinch 
Tennessee 
| 
Holston. ---. 
Tennessee __- 


do 
do 


do-.. 


do 


do__- 
do 


do_. 
do_. 
Elk. 


Cumberland _| 


| Type operation or product 


| Department store. 


| Warehouse _- 


| Textile mill 


Electrolytic manganese 


-| Cheatham 





Duck 
Obey 


| 
Cumberland. | 


Hiwassee 
Tennessee. __| 
pen 
Watauga 


| 


| Cumberland 


| Tennessee ---| 


plant | 


..do-_- 


? Newsprint-pulpmill 


during the last 4 


Ordnance plant --- 
Ferro alloys furnace. 


Corn mill, 
plant. 
Steel mill oz 
TNT production 
Plant foods 


packaging 


Blast furnace 


T elephone equipment 
Atomic energy plant 


Mine-milling operation _- 


Hosiery mill. - - - 


Gas pipeline ---..--..-- 


Aluminum ingots - - 


Printing - 

Rail classification yard_- 

Fiber glass plant bs 

Public parking center. 

Dam _ power- 

plant. | 

Steam plant 

Carbon electrodes 


years- 


ment 


2, 700, 000 
1, 500, 000 


21, 000, 000 
1, 000, 000 


5, 000, 000 
1, 000, 000 
1, 000, 000 
500, 000, 000 
2, 000, 000 
1, 000, 000 
1, 300, 000 


5, 000, 000 


1, 000, 000 
14, 000, 000 
1, 000, 000 
1, 500, 000 
6, 000, 000 


102, 000, 000 





Shopping center 
Warehouse _- 
Ordnance plant 


Cement 


10, 000, 000 
6, 000, 000 


1, 500, 000 


10, 000, 000 


11, 000, 000 





Gas dynamics facility. 
Compressor station - 


Processing terminal. - 


| Guided missile plant 
| Chemical plant 
| Equipment and track 


Locks and builders’ hard- | 
ware. 


} 
| 


Rayon yarn plant 


| Zinc ore mine 


Corrugated shipping con- 
tainers. 
Powerplant. 


Ceramic wall 


| Chemicals 
| Chemical operation. 
Powerplants- - -- - 7 


Merchants mill, metals_ - 
Cable plant, metals. ------ | 
Air-conditioning units 
Generate electricity 


2, 500, 000 | 


1, 000, 000 
25, 000, 000 


3, 000, 000 | 


2, 300, 000 


1, 000, 000 


50, 000, 000 | 


4. 000, 000 
1, 000, 000 
1, 400, 000 


8, 900, 000 


1, 300, 000 

22, 000, 000 
3) 

1, 000, 000 


1, 000, 000 
1, 000, 000 
5, 500, 000 


40, 000, 000 


| Plant invest- 


$15, 000, 000 | 
2, 000, 000 


1, 000, 000 | 


2, 300, 000 | 
5, 800, 000 | 


3, 000, 000 | 


—Continued 


New plant or 
expansion 


——. 


Expansion, 
Do, 


New, 


Expansion, 
New. 
Do. 


Expansion 
Do, 


New. 
Do. 
Expansion. 





New. 
Do. 
Expansion. 


Do. 
Do. 


Do. 
New. 

Do. 

Do. 

Do. 

Do. 

Do. 
Expansion. 
New. 

Do. 
Expansion, 

Do. 

Do. 
New. 

Do. 

Do 

Do 
Expansion. 
| New. 

Do. 
Expansion. 


New. 
Do. 





Do. 


Do 

Do. 
Do. 
Do. 


Expansion, 
Do. 
New. 
Do. 
| 
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Totals of announced investments of $1 million or more for new industries or 
expansions during the last 4 years 

Alabama ’ $71, 800, 000 

TOI irc diadetanak cada tiaiarie eerie 197, 000, 000 

Indiana_—-~- ‘ : 11, 000, 000 

Kentucky , *1, 319, 000, 000 

Tennessee * 946, 400, 000 


Grand total : a 545. 200, 000 


1 Does not include the multimillion dollar chemical plant at Florence, Ala. Amount of 
investment unknown. 

2Ineludes $959 million atomic energy plant and $240 million for TVA powerplants at 
Paducah. 

‘Includes $500 million for expansion of atomic energy plant at Oak Ridge, Tenn. 


Mr. Gonner. Thank you very much, Mr. Chairman and gentlemen, 
for the privilege of appearing before you. 
Mr. Marsuaty, Thank you for your statement, Mr. Gonner. 


STATEMENT BY MR. THOMPSON 


Mr. Hutx. Our next witness is Mr. A. M. Thompson, chairman of 
the board of the Mississippi Valley Barge Line, St. Louis, Mo. 

Mr. Tuompson, There is nothing that I can add to the record which 
has been established. My company operates a barge line on the Ohio 
and Mississippi Rivers. I want to say that we are very much in 
favor of the construction of the Greenup Dam and also of the pro- 
gram which will provide for the further rehabilitation of the Ohio 
River dams as they become inadequate. I do not care to add any- 
ihing more to my statement. Thank you very much. 


STATEMENT BY MR. HARVEY 


Mr. Hutu. The witness I would like to introduce next is Mr. Rob- 
ert E. Harvey, executive vice president and general manager of the 
Newport Steel Corp., Newport, Ky. 

Mr. Harvey. Mr. Chairman, and gentlemen of the committee, I 
im not going to take up your time in filling up the record, but I want 
to urge the construction of the Markland Dam, in view of the im- 
portance that it has on the Cincinnati, Covington, and Newport, Ky., 
area. We have a substantial inflow and outflow of tonnage in that 
trea that takes in the whole midwestern and southern area of the 
United States. 

I would like to file this statement for the record, Mr. Chairman. 

Mr. Marsnaryi. We will be glad to accept that statement for the 
record. 

(The statement submitted by Mr. Harvey is as follows :) 


STATEMENT OF Ropert E. Harvey, EXxeEcUTIvVE VICE PRESIDENT AND GENERAL 
MANAGER NEWPORT STEEL Corp., Newrort, Ky. 


My name is Robert E. Harvey, executive vice president and general manager 
of the Newport Steel Corp., manufacturers of steel ingots, sheet bars, coils, sheets, 
galvanized products, culverts, roofing, and electric weld line pipe, with plants 
located at Newport and Wilder, Ky., on the lower reach of the Licking River with- 
In approximately 1 mile from the confluence of the Licking and Ohio Rivers. 

[ am appearing for the purpose of urging the committee to act favorably 
Upon an appropriation to permit the United States Army Corps of Engineers 
'0 commence construction of the Markland locks and dam at Markland, Ind. 
The construction of the Markland Dam will provide a navigable channel with 
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a 9 foot minimum depth on the Licking River for approximately 10 miles aboye 
the mouth of the river. It will also provide a permanent harbor in the greater 
Cincinnati area, 13.9 feet above the present normal pool level. 

The construction of the Markland Dam will provide for the improvement of 
a navigable channel in the lower reach of the Licking River, in the vicinity of 
Covington and Newport, Ky., which would conform with the resolutions adopted 
June 24, 1953, and March 16, 1954, by the House of Representatives Committee 
on Public Works, with respect to the adoption of a Federal project for the main. 
tenance of the lower Licking River Channel in the interest of navigation. 

Immediate action on the construction of the Markland locks and dam projec 
is essential if critical traffic congestion is to be averted in the busy stretch of 
the Ohio River in the Cincinnati area. For this reason, the construction of the 
Markland Dam facilities cannot be postponed without inviting a crisis with 
respect to both the maintenance of present dam facilities and increasing trafic 
congestion. It should be noted in this connection that the section of the Ohio and 
Licking Rivers, which would be included in the Markland pool, has one of the 
greatest concentrations of density of traffic in the entire Ohio-Mississippi system. 
Moreover, improved dam facilities are necessary in order to maintain a proper 
depth of channel in the Licking and Ohio River sections, which would be in- 
cluded in the Markland pool, since such sections are inadequate to provide navi 
gable depth when in pool stage with fully loaded barges. 

We are greatly interested in the construction of the Markland Dam because 
the use of water transportation is of great importance to our company and t) 
all industry and economy of the Ohio River Valley sections of Ohio and Ken- 
tucky in the Cincinnati area. Naturally any improvements that are authorized 
by the Government affecting navigation in this section of the Ohio River system 
are of great interest to us. For many years our company has been using water 
transportation extensively and 4 years ago we constructed a modern barge |oai- 
ing facility on the Licking River at Wilder, Ky., for the handling of inbound 
commodities, including such raw materials as fluorspar and pig iron, and for 
the shipmentof manufactured iron and steel products by water transportation 
throughout the Ohio-Mississippi River system. 

Indeed, the use of such water transportation facilities has important economic 
effects on areas as far away from the Cincinnati area as West Virginia, Alabama, 
Tennessee, Texas, Kansas City, Memphis, New Orleans, and Minneapolis inas- 
much as the maintenance of this entire inland waterway system in a navigable 
condition permits communities throughout these farflung areas of the western 
and southern sections of the United States to obtain our basic steel commodities 
at reduced delivered costs because of the cheaper water transportation avail- 
able. We even maintain storage facilities in Memphis, Tenn., and Houston, 
Tex., which serve as distribution centers for large movements by water from our 
Wilder and Newport, Ky., plants to give our western and southern customers 
the benefits of lower delivered costs of the basic steel commodities that we 
produce. This places these areas of the country in a much better competitive 
economic condition and encourages the growth of industrial and manufacturing 
projects throughout the area. 

What I have just said with respect to the utilization of the inland waterway 
transportation facilities for the shipment of steel manufactured by our own 
company and the inbound movement of raw materials for our own manufacture 
into finished steel products is, of course, equally applicable to all other types of 
heavy industry and commerce generally in the western and southern section 
of the country along the Ohio-Mississippi River system and partieultarly in the 
area of the Markland Dam pool. 

I am presenting herewith a detailed statement showing the amount of tonnage. 
inbound and outbound, that was handled by our barge-loading facility on the 
Licking River during the year 1953. While the year 1953 is recognized as ! 
record business year in which more than 120,000 tons of freight was handled 
through this facility, I believe that our potential tonnage via water should col: 
sistently exceed 100,000 tons per year, and with the expanded and modernized 
facilities recently installed by our corporation at a cost of approximately 1! 
million this tonnage will, in my opinion, increase from year to year. 

The increased investment in expanded and modernized facilities for produc: 
tion of steel by Newport Steel Corp. in the past several years, including the 
erection of the new barge-loading facility on the Licking River for the handling 
of water transportation, proves that we believe in an expanded future for wate! 
transportation in the western and southern sections of the country which we 
supply. This faith in the growth of water transportation in the area and the 
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related expansion in general industrial and commercial activity throughout the 
section served by the proposed Markland Dam pool will have a profound effect 
upon the industrial activity of the section and result in increased business and 
economic activity for the whole section with related increases in tax revenues 
that result from such increased industrial and commercial activity. 

Accordingly, I urge that the committee favor the adoption of the Federal 
project for the improvement and maintenance of the navigation channel in the 
lower reach of the Licking River at and in the vicinity of Covington and Newport, 
Ky., by appropriating the necessary funds to commence construction immediately 
of the Markland Locks and Dam project that will provide the navigable channe! 
necessary to carry out the aforementioned Federal project by the House Com 
mittee on Public Works in 1953 and 1954. 

Appropriation of the necessary funds for this purpose is absolutely necessary 
to avoid the difficulties which are now experienced in the lower reaches of the 
Licking River while the Ohio-Licking River area is in pool stage if the mainte- 
nance of any extensive use of water transportation is to be continued, inasmuch 
as it is too costly to ship by water barge which cannot be fully utilized due to 
the lack of adequate depth in the channel of the Licking River which now exists. 
This lack of channel depth in the lower reaches of the Licking River is becom- 
ing more and more critical each year and will eventually result in the abandon- 
ment of water transportation in this area, unless immediate action is taken to 
raise the pool level of the Ohio-Licking River areas while in the pool stage. In 
addition, the traftic congestion which now exists on the Ohio River in the Cincin- 
nati area and which is becoming increasingly dense each year will discourage the 
further use of water transportation, unless the funds are appropriated to permit 
immediate commencement of construction of the Markland locks and dam 
project. 


Statement of Newport Steel Corp., Newport, Ky., showing the amount of tonnage 
received inbound and the amount of tonnage forwarded outhound via water 
transportation, during the year 1953 

Commodity Tons 

Pig iron (received from Martins Ferry, Ohio) ~..--__-_____ 83, 74 

Scrap iron (received from Paducah and Louisville, Ky., Evansville, Ind., 
and Corpus ‘Curie, Fex:). i... Se ee 4, 639 

Ingots: (eeGGr re aroma Grremice Olly, Auk bc ie ec tcemone nan 9, 619 

Fluospar (received from Corpus Christi, Tex.) ...._______-____________ 1, 105 

Steel sheets (forwarded to Greenville, Miss., Memphis, Tenn., and St. 

RAR tt bh bie ete oe re lie i hte el 4, 238 

Pipe, wrought steel (forwarded to Memphis, Tenn., Guntersville, Ala., 
Decatur, Ala., New Orleans, La., Houma, La., and Houston, Tex.) ___- 9, 907 

Steel sheets in coils (forwarded to Granite City, Il].)_-.--_-___________ 1, 67) 

Sheet bars (forwarded to Parkersburg, W. Va.) 5, 883 


Total 120, 817 

Mr. JeENKINs. How many people live across from Cincinnati out 
there in the Covington area ? 

Mr. Harvey. We have about 150,000 to 200,000 in that area. Con- 
gressman Spence will substantiate that. That is in northern Ken- 
tucky, across: the river. 

_ Mr. Jenxins. That is probably the greatest center of population 
in the State of Kentucky ¢ 

Mr. Harvey. Yes, sir; that is correct, outside of Louisville. 

Mr. MarsHati. Thank you, Mr. Harvey. 


STATEMENT OF MR. KUCHULE 


Mr. Hutt. Our next witness is Mr. George Kuchule, director of 
community relations, Cincinnati Gas & Electric Co., Cincinnati, Ohio. 
_ Mr. Kucuune. Mr. Chairman, I merely represent one utility which 


Is located on the Ohio River, taking all of its coal by barge. We burn 
at the rate of 5,500 tons a day. Any saving we make on the tonnage 
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of coal would be passed on to our customers because we have always 
had an adjustment clause in our rate schedule. It goes up and down 
with the cost of coal. 

Thank you very much, Mr. Chairman and gentlemen of the 
committee. 

Mr. Marswaty, Thank you. 


STATEMENT BY MR, BIERY 


Mr. Hutu. Our next witness is Mr. Hudson Biery, executive vice 
president of the Ohio Valley Improvement Associ ation, Cincinnati, 
Ohio. He has some remarks, and I think that he would like some 
additional exhibits to be filed in connection with our association's 
statement. 

Mr. Brery. Mr. Chairman, and gentlemen of the committee, my 
remarks will be very brief. 

I am Hudson Biery, of Cincinnati, acting executive vice president 
of the Ohio Valley Improvement Association, an or ganization not for 
ae that is concerned primarily with the navigation facilities, in- 
terested in water supply and flood control on the Ohio River, and the 
general industrial development of the Ohio Valley. It is the polic) 
of our association to consider on their individual merits all projects 
which benefit particular communities, but Markland Dam is one which 
benefits the entire valley. Markland is a little village in southern I- 
liana, 60 miles downriver from Cincinnati, Ohio, on the way to Louis- 
ville, Ky. Markland Dam is a job that should be started now. It 
tvkes the place of five dams and is an important step in orderly 
replacement. 

I wish to place in the record editorial exhibit A, from the Cincinnati 
Times Star of March 1, 1955; exhibit B, from the Cincinnati Enquirer 
of March 30, 1955, to lend emphasis to what I have just said. 

The chairman of our legislative committee, Mr. William J. Hull, 
has filed some figures showing industrial investment of private capi- 
tal in the Ohio V alley, tot: ling $7,600 million since 1950. If this in- 
vestment was only taxed at 1 percent, it would create a tax flow into the 
Public Treasury of the Nation of $76 million a year, which is just half 
of the total capital invested in all the navigation facilities on the 
Ohio River by the Federal Government from its inception up to 19». 

If we knew the private capital investment in Ohio Valley industry 
prior to 1950, and added this to our $7,600 million since 1950, I think 
we would find Ohio Valley is pouring into the Federal Treasury vastly 
more than it has taken out of the Treasur y in whatever expenditures 
have been made to stimulate its development. 

Engineers for the Kenton County Water Commission find new 
benefits from Markland Dam affecting the water supply of Covington, 
Ky., as evidenced by a brief letter I would like to file in the record 
as exhibit D. 

The committee is reminded that Markland Dam has the approval 
of several governors, including Governors Craig, of Indiana; Wether- 
by, of Kentucky : : and Lausche, of Ohio. Their letters have beet 
filed with the chairman of this committee. The governors have. als0 


suggested that a highway bridge be built on the dam, as described 
in ‘exhibit FE. 
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I have copies of the three letters from the governors that I think I 
will leave with the committee in the event that they can be made 
, part of the record. 

(The letters referred to are as follows :) 


a 


STATE OF INDIANA, 
OFFICE OF THE GOVERNOR, 
Indianapolis 4, Ind., April 5, 1955. 
Hon. CLARENCE CANNON, 
Chairman, Public Works Subcommittee, 
House Appropriations Committee, Washington, D. C. 

DEAR CONGRESSMAN CANNON: Attention is being directed by Ohio River Valley 
organizations to the need for funds to start work on the new Markland lock 
and dam. This is listed technically as an Indiana project, although of course it 
is just as important to Kentucky and Ohio because it will provide increased 
channel depths for some distance upriver and will replace several old locks 
and dams. 

As industry continues to grow along the Ohio River and navigation increases 
rapidly, we in Indiana believe construction of the Markland lock and dam is 
a necessary part of the development of this key area which is in the heart of 
the Nation’s productive system. Therefore, any favorable action which your 
committee takes in regard to requests for funds to start work on the Markland 
project will be appreciated greatly in Indiana. 

Also, may I call to your notice at this time other projects on which the Corps 
of Engineers now is active in this State. 

Most urgent of these is the Mansfield flood-control reservoir in Parke County. 
The sum of $500,000 is needed in the civil-works budget to start construction. 

Also, a $100,000 amount is deemed worthy of your committee’s attention for 
Corps of Engineers survey-planning activities on the Wabash River Basin of 
Indiana. Several cities, in which large production of parts for the automotive, 
machining, and electrical industries is maintained, are in danger of severe 
havoc unless better flood control is provided for them. Such a plan now is 
heing developed as a part of the Ohio River Basin program of the Corps of 
Engineers. The Wabash is the last major tributary of the Ohio on which no 
modern flood-control works have been accomplished. 

We, in Indiana, most seriously urge that you give consideration to vroviding 
funds for these projects as part of the great midcontinent surface water resources 
advancement with which you are so familiar. 

Sincerely, 
GEORGE N. CRAIG, Governor. 


STATE OF OHIO, 
OFFICE OF THE GOVERNOR, 
Columbus 15, April 1, 1955. 
Mr. Hupson Brery, 
Acting Executive Vice President, 
Ohio Valley Improvement Association, Inc., 
Cincinnati 2, Ohio. 

Dear Mr. Brery: I received your letter of March 30 written in respect to the 
hearings which will be conducted by the Public Works Subcommittee of the 
House Appropriations Committee on the Markland Dam project. 

In response to your suggestion, I have written to Congressman Clarance Can- 
non, chairman of the subcommittee, regarding this project. A copy is enclosed 
for your information and file. 

Sincerely yours, 
FRANK J. LAUSCHE. 


Apri 1, 1955. 
Hon. CLARENCE CANNON, 
Chairman, Public Works Subcommittee, 
United States Congress, Washington, D. C. 


DEAR CONGRESSMAN CANNON: I have been advised that your subcommittee will 
conduct hearings on the Markland lock and dam project. It has also come to 
my attention that the amount of money allocated for planning only for this 
extremely important Markland Dam project in the Ohio River immediately 
below the city of Cincinnati, Ohio, has been reduced from $125,000, necessary 
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fer this planning, to $40,000, and that no funds have been included to permit 
the Army engineers to start construction this year. 

In my opinion it is absolutely necessary, if the Ohio River is to continue to 
serve the Nation as a major artery of commerce, that the renovation and re- 
placement of many of the ancient and obsolescent structures necessary to carry 
this river traffic must begin at once. 

The freight traffic by this stretch of the river has increased 500 percent in the 
past 20 years, 1934 through 1953. The construction of the Markland project 
would reduce the operation and maintenance cost the Government is now paying 
to operate the five inadequate and obsolescent locks and dams by nearly $900,000 
annually. In addition, the 22-mile pool created above this project will improve 
harbor and terminal facilities at Cincinnati and adjacent Kentucky cities and 
insure against the serious interruptions of this transportation facility. It will 
also guard against the possibility of failure of water supplies which could result 
if any one of the existing dams should fail, resulting in the river level falling 
below existing intake structures. 

In order that construction might begin on this project in 1955, $3 million was 
requested. 

If the necessary works of improvement are to begin this year, a very minimum 
of $2 million will be required. 

The economic feasibility of this project is sound, returning more than $2 in 
benefits for each dollar of cost, based only upon the present volume of traffic 
handled. 

I hope that you will be able to see your way clear to give support to this 
necessary engineering project affecting the economic well-being of all of the 
States bordering upon the Ohio River. 

Sincerely yours, 
FrRANK J. LAUSCHE. 


COMMONWEALTH OF KENTUCKY, 
OFFICE OF THE GOVERNOR, 
Frankfort, April 12, 1955. 
Hlon. CLARENCE CANNON, 
House Office Building, Washington, D. C. 


DEAR CONGRESSMAN CANNON: I write with urgency to you in your capacity 
as chairman of the Public Works Subcommittee of the House Appropriations 
Committee. 

The Markland Dam across the Ohio River 61 miles below Cincinnati is sched- 
uled to be constructed. It will mean much to the navigational facilities and 
to the economy of the States along the river, including Kentucky. 

It is the agreed thinking of the Governors of Indiana and Ohio, along with 
my concurrence, that a highway bridge should be built across the Markland 
Dam. This would require an appropriation of about $3 million. In this age 
of turnpike construction, such a bridge would be essential in future planning. 

Your subcommittee will hear ample support for the bridge from engineers and 
technicians at the hearings on the proposal. I earnestly solicit your interest 
and a candid evaluation of the testimony on the subject in your cristemary 
manner. The bridge, if constructed, may some day become as important as 
the dam itself. 

Sincerely yours, 
LAWRENCE W. WETHERBY, Governor. 

Mr. Brrry. I am asking the committee to place in the record a very 
able statement by Douglas K. Fuller, executive vice president of the 
Cincinnati Chamber of Commerce, who intended to personally pre- 
sent his reasons for asking that Markland Dam be started now with 
un appropriation of $3 million. This is exhibit F. 

We are also filing an editorial from the Louisville Courier-Journal, 
of May 1, 1955, marked exhibit G, which closes with this comment : 
As industry and its needs continue to grow, the Ohio must be able to handle the 


increasing load of industrial shipments. And to do this, the river’s locks and 
dams must be enlarged and modernized. 





ermit 


jue to 
1d re- 
carry 


in the 
roject 
aying 
0,000 
prove 
s and 
t will 
result 
Alling 


1 was 
imum 


$2 in 


‘Ta ffic 


» this 
f the 


acity 
tions 


ched- 
} and 


with 
land 
3 age 
ning. 
3 and 
erest 
mary 
it as 


or. 

very 
the 
pre- 
with 


‘nal, 
Es 


» the 
and 


377 


Now, gentlemen of the committee, I have another bit of data that 
I would like to place in the hands of the committee. It is not material 
that can be filed in the record, but I have taken the liberty of clipping 
two pages from tomorrow’s Saturday Evening Post. I have one of 
these for each member of the committee so that you will know what 
we are talking about. This may look to you lke a very beautiful 
exhibit. I assure you, gentlemen, that it only costs 15 cents for the 
copy of the Saturday Evening Post, plus a dime for the card on 
which it is being mounted. It is not being offered to the committee 
in the form of graft, whatever you might suspect. 

Thank you very much, gentlemen, for your courtesy. 

Mr. MarsHatu. We have your request that we place material in the 
record. We do note, in going through it, that there are some things 
that we are unable to duplicate in the record. Our clerk will edit 
this, and we will attempt to place in the record as much of the in- 
formation which you request be placed in the record as is possible. 

Mr. Brery. Thank you very much, Mr. Chairman. 

Mr. Marsuatt, We thank you for your appearance before the 
committee, Mr. Biery. 

(The statement submitted by Mr. Biery is as follows :) 


Brery Exuisit A 
[Cincinnati Times-Star, March 1, 1955] 
Bap News For MARKLAND 


Despite the pleas of Ohio Valley Congressmen, the Budget Bureau has turned 
thumbs down on releasing $2 million to start construction of a new dam at 
Markland, Ind. The project is in the cards, but not for this year or next year. 
Only a small sum for planning will be allowed at this time. 

Cincinnati does not want to be in the position of asking money favors from 
the Government when it believes so firmly in a balanced budget and Federal 
economy. On the other hand, the Markland Dam is no dream project. It is 
vital to the further development of the Ohio. And the Government is planning 
to spend hundreds of millions on projects of dubious value. 

A new dam at Markland will be to Cincinnati what the Fernbank Dam has 
been. It will be a high-level structure, controlling the Cincinnati pool and 
eliminating the need for Fernbank and other dams as far up as New Richmond. 
It is not an extravagance but a substitution, since Fernbank is obsolete and in 
danger of collapse and will have to be replaced anyway. 

The proponents of the Markland Dam are not giving up, and they shouldn’t. 
When the Government knows the whole story there is a good chance that the 
current decision may be reversed. 


BIERY Exnisit B 
[The Cincinnati Enquirer, March 30, 1955] 


CHEMICAL INDUSTRIES MOVING TO Onto RIiveER WitH HuGE PLANTS ON SITES OF 
Born BANKS; TRANSPORTATION AND RESOURCES INVOLVED 


(By Jack Dudley, The Enquirer financial editor) 
Chemical industries and the Ohio River Valley go together as naturally as bacon 


and eggs. 

The Ohio River provides cheap transportation for raw materials and finished 
products, supplies water for chemical processes, flows through a region rich in 
fuel and minerals and is smack in the center of America’s rapidly expanding 
Middle West. On top of all this the valley has an abundance of electric power. 

(nly one other great inland river valley, the Mississippi, can come close to 
hatching the assets of the Ohio River Valley. 
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Yet glowing surveys, economic analyses and reports do not convince a manp- 
facturer seeking a plant site, but show him a successful plant and you've got him 
sold. 

The chemical industry is deeply involved in the newest aggregation of success- 
ful plants along the river. The location is Calvert City, Ky., a striking example 
of how one company attracts another. 

Pennsylvania Salt built a hydrofluoric acid plant in Calvert City in 149, 
Power, the river, labor, and fluorspar brought the company to the area. Later, 
the concern added a $8 million chlorine-caustic plant. Air Reduction’s National 
Carbide put up a $10 million calcium carbide and acetylene plant. That started 
a rush to locate in Calvert City. 

Airco’s acetylene and Pennsalt’s hydrochloric acid attracted B. F. Goodrich to 
the area, to make vinyl chloride monomer. Goodrich now plans an acrylonitrile 
plant in Calvert City, and General Aniline & Film will build a $6 million plant 
for making acetylene derivatives by high pressure techniques. Early in 1956, 
Airco hopes to complete a plant for vinyl acetate monomer. 

Another area on the river that is just popping with chemical plant expansion 
is that section between Portsmouth and Moundsyille, W. Va., and southeast on 
the Kanawha River to Charleston, W. Va. 

Allied Chemical & Dye is expanding its Barrett Division at Tronton, Ohio: Na- 
tional Aniline, Moundsville; Nitrogen Division, South Point, Ohio: Semet Solvay 
at Ironton and at Ashland, Ky., and Solvay Process at Moundsville, W. Va. 

Coal, as a raw material, was responsible for Allied Chemical & Dye locating 
along the river and, indeed, for many other chemical plants. Allied Chemical's 
Semet-Solvay Division operates coke ovens at Ashland and Ironton. The coke 
is for making ammonia and methanol and other derivatives. Tar and other coke- 
oven products from Semet Solvay go to the Barrett Division at Ironton for mak- 
ing pitch, cresote oil, tar bases and other materials. 

Columbia-Southern, the company which started the chemical boom in the Ohio 
River Valley in 1948, is in the midst of a large expansion. Columbia-Southern 
makes chlorine-caustic soda and other products from salt deposits at Natrium, 
W. Va. 

American Cyanamid, learning of Columbia-Southern’s satisfaction with its Nat- 
rium site, built a plant to make melamine and a wide variety of products at St. 
Marys, W. Va. 

Du Pont is expanding its synthetic resin plant at Parkersburg. W. Va.: Union 
Carbide & Carbon has multi-million-dollar polystrene plant under contsruction 
at Marietta, and Linde Air Products is spending $13 million for a silicone plant 
at Sisterville, W. Va. 

Cincinnati, a great market for all of these chemical products made up and 
down the river, is also quite a chemical center in its own right with such plants 
as Procter & Gamble, Monsanto Chemical, National Distillers, du Pont, Hilton- 
Davis, Emery Industries, Cincinnati Chemical, Virginia-Carolina, International 
Minerals, and many others. 

Rubbertown, near Louisville, is another great complex of chemical plants. It 
includes Kentucky Synthetic Rubber, du Pont and Union Carbide & Carbon. 
Downriver from Louisville is the $24 million ethylene converting plant of Mathie- 
son Chemical, at Brandenburg, Ky., and Spencer Chemical’s nitrogen plant at 
Evansville, Ind. 

And then there are the greatest chemical plants of all—the two huge gaseous 
diffusion plants of the Atomic Energy Commission at Paducah, Ky., and near 
Portsmouth, Ohio. 

Sites are owned by Dow Chemical at Ironton, by Wyandotte Chemical at Dilles 
sottom, Ohio, and by Industrial Rayon and Celanese in West Virginia. Olin In- 
dustrial is seeking a location for a dynamite plant. 

It is true that flood-free river sites are scarce. But as the country becomes 
more densely populated and as industtry becomes more willing to erect floodwalls 
to protect good river sites, the Ohio River Valley will offer for industrial expan- 
sion many areas which are being passed over today. 
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Brery Exuipir DD 


KENTON COUNTY WATER COMMISSION, DISTRICT No. 1, 
Covington, Ky., March 29, 1955. 
Mr. Hupson BIeEry, 
Federal Reserve Bank Building, Cincinnati, Ohio. 

Dear Mr. Brery: The Kenton County Water District No. 1 wishes to express 
their interest in the proposed Markland Dam. As you know we have planned a 
low-level dam on the Licking River in connection with our new water supply 
system. 

\We feel that the present low-level dam will meet our requirements for the 
present but also realize that with the construction of the Markland Dam in the 
near future, our source of supply would be unlimited to meet all future growth 
in this area. 

Hoping that your Ohio Valley Improvement Association will receive a most 
cenerous approval from the various committees of Congress. 

Sincerely, 
KENTON COUNTY WATER COMMISSION, 
District No. 1, 
THEO. HAGEMAN, E-vrecutive Secretary. 


, 


Brery ExuHIsit E 
[Cincinnati Enquirer, March 26, 1955] 
HAve BripGE ON MARKLAND DAM, SUGGESTION OF TWO GOVERNORS 


WaAsHINGTON, March 25.—The Bureau of Public Roads announced here today 
receipt of the proposal from the Governors of Indiana and Kentucky that a 
new bridge across the Ohio River be carried atop the proposed Markland Dam. 

Markland, a big navigation dam across the Ohio, is to be built 61 miles below 
Cincinnati and replace 5 present dams at a cost estimated at $69,700,000. 

Governors George Craig and Lawrence Wetherby ask the Bureau of Public 
Roads to represent their States in taking up with the Army Corps of Engineers 
the question of redesigning the dam to carry important North-South highways. 
Governor Lausche of Ohio also has approved the idea. The 3 Governors have 
been meeting to plan turnpike and bridge construction. 

Ohio Valley Congressmen, meanwhile, are fighting to get funds appropriated 
hy this session of Congress to start construction of Markland for navigation 
purposes. 

The Governors’ proposal was referred to Eric L. Erickson, Chief of the Bureau's 
Lridge Branch, a Bureau spokesman said. The Bureau now will study the plan 
and, if it finds it to be feasible from the roadbuilding point of view, will open 
discussions with the engineers. 


OHIO RIVER IMPROVEMENTS REQUESTED BY CINCINNATI CHAMBER OF COMMERCE 


This statement to the Public Works Subcommittee of the Appropriations 
Committee of the House of Representatives is made pursuant to authority of the 
hoard of directors of the Cincinnati Chamber of Commerce, which maintains 
offices in the Federal Reserve Bank Building, 105 West Fourth Street, Cin- 
cinnati 2, Ohio. 

The policy of our organization was determined after careful and extensive 
study by our Ohio River Committeé and upon its recommendation. 

We seek inclusion in the budget for the fiscal year 1956 of two specific items: 

1. An appropriation of $3 million for initial construction work on the Mark- 
land lock and dam project on the Ohio River. 

_-. An appropriation of $150,000 for advance engineering and design of the 
New Richmond lock and dam project on the Ohio River. 

The Markland lock and dam project is to be located about 800 feet east of 
existing dam No. 39, 531.7 miles below Pittsburgh and approximately 61 miles 
West of the public landing at Cincinnati. (See attached chart, Ohio River exist- 
Ins structures and tentative replacement plans for navigation structures.) This 
project has been duly authorized, appropriations for plans have been included in 
the budget for the past several years and plans are now complete to the extent 
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that construction could be started within 90 days after appropriations therefor R 
are made. fi 
The Markland lock and dam project will replace the following five existing al 
locks : , gt 
No. 39—531.7 miles below Pittsburgh . 
No. 38—503.3 miles below Pittsburgh - 
No. 37—483.2 miles below Pittsburgh 
No. 36—460.9 miles below Pittsburgh . 
No. 35—451.0 miles below Pittsburgh R 
The new pool to be created by this project will extend upstream to lock No. 34 bt 
a distance of 97.4 miles. The estimated cost of the entire project, including Si 
remedial work on certain existing sewers and drainage structures is $69,700,000. ft 
Average annual cost for interest, amortization, operation, and maintenance is it 
$2,760,000. The estimated annual benefit is $5,880,000, giving a benefit-cost pi 
ration of 2.13 to 1. M 
The Markland lock and dam project will benefit navigation by reducing the v 
number of lockages now required, replacing 5 existing locks, ehtimerated above, 
ry with the 1 new structure. The design of the new facility, with 1,200-foot lock 
ud chamber, will permit single lockage of tows instead of splitting tows to traverse 
existing 600-foot lock chambers. The deeper pools and deeper channels resulting 
Ke. from the project will permit more efficient operation and will result in economies 
q of maintenance of existing channels. , 
ft The attached official chart, Ohio River tonnage graph 1953, prepared by the of 
2 ie ° e e ae eel . : 1 “i 
office of division engineer, Ohio River division, Corps of Engineers, clearly shows : 
“I that the greatest tonnages over an appreciable river mileage was the stretch from 
Cincinnati to Huntington, W. Va. An average of almost 17 million tons used 
t= this stretch of the river in 1953. This chart also shows that 1953 tonnages and su 
a ton-miles on the Ohio River are substantially higher than the figures for 1952 A 
. 5 1954 is expected to exceed the 1953 usage. The principal commodities using 
> tee this stretch of the river, also indicated on the attached chart, are coal and coke, as 
” i. oil and gasoline, iron and steel, chemicals, sulfur, stone, sand, and gravel. 
. ne! The Markland lock and dam project will necessarily improve the water supply ci 
” Se: in the Cincinnati metropolitan area, since it will provide a minimum stage of er 
© Gor 25.4 feet at Cincinnati, about 14 feet above the existing minimum pool. Almost re 
L. 1 million people in the Cincinnati metropolitan area are dependent upon the 
( Ohio River as the primary source of water supply. This water supply is drawn 
. from the pool now created by lock and dam No. 37 at Fernbank. Lock and dam 
¢ No. 37 was completed in 1911 and has been in constant service since that time. 
P It is the fifth oldest structure on the entire river from Pittsburgh to Cairo. 
t It has reached its normal period of usefulness and now has badly deteriorated 
‘ sills and high maintenance costs. Should a failure occur in this structure, the 
i, entire Cincinnati metropolitan area would suffer heavy consequences throug! 
the loss of its water supply and the attendant disruption of its industry and 
. commerce, a substantial portion of which is essential to the national defense n¢ 
" It will be remembered that the cincinnati area is the country’s largest produce! n 
“ of machine tools, the location of General Electric Co.’s jet-engine plant, the loca- n¢ 
tion of Crosley division of AVCO Manufacturing Corp., manufacturers of al 
electronic equipment for the armed services, and many others. tr 
The recreational benefits to be derived from a river pool ninety-odd miles in ou 
length, to be formed by the Markland lock and dam project, are difficult to 
estimate but are certain to be substantial. ro 
In view of the foregoing considerations, the Cincinnati Chamber of Commerce C0 
urges most sincerely the inclusion of an appropriation of $3 million to initate st 
construction of the Markland lock and dam project in the budget for the fiscal a 
year 1956. is 
The New Richmond lock and dam project is included in the tentative replace- pl 
ment plan for navigation structures on the Ohio River. It would create a long ch 
pool immediately east of the new Markland Pool and immediately west of the 
pool to be created by the Greenup lock and dam project, upon which constructiol th 
has been started. The New Richmond project, as tentatively planned, would de 
replace four existing locks and dams: Nos. 34, 33, 32, and 31. In eombination tu 
with the Markland project, the Greenup project now under construction, ani th 
the existing high-level dam at Gallipolis, the major central portion of the Obir pl 


River would be improved from Louisville to a point east of the confluence of thie 
yreat Kanawha River with the Ohio. This long stretch of the stream is of tre- 
mendous importance to the national defense of the United States. A major new 
installation of the Atomic Energy Commission is under construction in the Sciot? 
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River shortly above its confluence with the Ohio. Powerplants to furnish energy 
for this AEC facility are under construction at Clifty Creek near Madison, Ind., 
and at Kyger Creek near Gallipolis, Ohio. Fuel requirements for these electric- 
generating stations are to be supplied via river transportation. The improve- 
ment of this center stretch of the river would be of material benefit in this 
respect. 

In view of the foregoing considerations, the Cincinnati Chamber of Commerce 
urges most sincerely the inclusion of an appropriation of $150,000 for the New 
Richmond lock and dam project in the budget for the fiscal year 1956. 

The proposed projects are not the initiation of new Government programs, 
but are an improvement of a long-established Government facility and in the 
same category as the New Cumberland and Greenup locks and dams, construction 
funds for which are already allocated. Also to be noted is the fact that these 
improvements requested are not local in character, but in fact are an integral 
part of a vast inland waterway system comprising the Ohio, upper and lower 
Mississippi, Missouri, and Illinois Rivers, all connected with the gulf coast. 
The Ohio River carries greater tonnages than any other stream in this system. 

Respectfully submitted. 

CINCINNATI CHAMBER OF COMMERCE, 
By DovuGias K. FULLER, 
Hxrecutive Vice President. 

NorE.—Appended hereto is a copy of a resolution relating to the improvement 
of the Ohio River adopted by the public affairs committee of the Engineering 
Society of Cincinnati. 

RESOLUTION 


Whereas due to the economical and efficient transportation and the ample water 
supply which it provides, the Ohio River is one of the great economic assets of 
America ; and 

Whereas certain of the navigational facilities which are essential to its use 
as an efficient waterway are outmoded and inefficient: Now, therefore, be it 

Resolved by the public affairs committee of the Engineering Society of Cin- 
cinnati, That immediate measures be instituted for the improvement and mod- 


ernization of these facilities in order that greater economic benefits may be 
realized by the Nation from the Ohio River. 


BieERY Exuisir G 


{Louisville Courier-Journal, May 1, 1955] 
Ir We ARE To PROGRESS, SO MUST THE RIVER 


We have just been given another reason to be confident that Louisville’s eco- 
nomic future is rosy. An official of the Louisville Gas & Electric Co., has an- 
nounced, in a hearing before the public service commission, that his company is 
now negotiating with a number of large industries that are considering locating 
along the Ohio River between Louisville and Brandenburg. This sort of indus- 
trial expansion, he says, will make it necessary for his firm to quadruple its power 
output within the next 20 years. 

The significant announcement also serves to call attention again to the critical 
role of the Ohio River in continuing industrial expansion. The river is not, of 
course, the only reason for industrial investment here. Good plant sites, labor 
supply, adequate supplies of water, gas, and electricity at reasonable rates and 
a cooperative, pleasant community attitude also play an important part. But it 
is noteworthy that industrial investors increasingly point to the availability of 
plentiful industrial water and low-cost river transportation as reasons for their 
choice of this area. 

As industry and its needs continue to grow, the Ohio must be able to handle 
the increasing load of industrial shipments. And to do this, the river’s locks and 
dams must be enlarged and modernized. Louisville—and indeed all of Ken- 
tucky—has a considerable stake in the Ohio modernization program, and we hope 
that Kentucky’s congressional delegation will notice that this vital improvement 
program is lagging for want of congressional attention. 
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Mr. Hunt. We thank you very much, Mr. Chairman. Weare most 
grateful to you for the opportunity that you have given us, and I will 
get to the clerk copies of our rather lengthy material. 

Mr. Marsuauy. Thank you for appearing before us. 


CaLUMET-SAG NAVIGATION PROJECT 
WITNESSES 


HON. THOMAS J. O’BRIEN, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ILLINOIS 

HENRY E. SEYFARTH, CHAIRMAN OF THE CAL-SAG WATERWAYS 
DEVELOPMENT COMMITTEE, INC. 


Mr. Marsuau.. We are pleased to have our distinguished and able 
colleague, Representative O’Brien, before us.. Please proceed with 
your statement, Mr. O’Brien. 

Mr. O’Brten. At this time I find it most encouraging, gratifying 
and hopeful to realize that the Calumet-Sag Channel project has 
finally reached this stage of discussion. Actually, this approach to 
constructive action has been long overdue. 

For, in this project, we have one that is of paramount importance, 
not only to the citizens of Illinois, but to the whole vast and vital 
midcontinent area of the United States. 

It is perhaps unfortunate that the subject of Cal-Sag did not reach 
this stage of discussion years earlier. For Cal-Sag has been the No. 
| bottlenec k in our sy stem of inland waterw ays for more than 30 years, 

‘the responsibility for the neglect of Cal-Sag must rest with those 
agencies and organizations which failed to impress upon Congress 
and the public the vital nature of the Cal-Sag project. 

For my own part, I must admit that I knew little about this project 
even though it lies in the Chicago area in which I reside. Probably 
I would have continued in my lack of knowledge had it not been for 
the magnificent educational and publicity program staged by the Cal- 
Sag Water-Ways Development Committee and through the personal 
contacts and discussions which grew out of the information broadeast 
in this campaign. 

For too many years the Cal-Sag project was admittedly ignored 
and rejected. Then, about 2 years ago the long overdue campaign ol 
behalf of the project was staged. The campaign was a magnificent 
one, bringing home to all of us the importance of Cal-Sag “and the 
manner in which it was holding back an estimated $3 billion industrial 
expansion and an estimated 500, 000 new job opportunities in the area 
while at the same time it strangled the whole of our development of 
our inland waterways system. 

Too much credit cannot be given to those individuals responsible 
for this campaign. By this I mean specifically Mr, John L. Killian. 
legislative vice president of the committee, as well as Anthony G. 
Allison, its executive vice president. 

The campaign organized and carried through dynamically under 
the leadership of these men put Cal-Sag squarely into the limelight 
for Congress and the public. T hrough the educational program of 
this committee, I and my fellow Congressmen from Illinois were made 
aware of the true facts concerning Cal-Sag and the necessity for 
vigorous action on its behalf. 

It is for this reason that I have decided to limit by remarks to & 
general outline of the project and potentialities and to leave the more 
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detailed presentation of the project to the Cal-Sag Waterways De- 
velopment Committee whose spokesman will follow me as a witness 
before this committee. 

It was an awareness of the critical importance of the Cal-Sag Chan- 
nel project, as brought to me by the Cal-Sag committee, that last year 
motivated me and my colleagues of the Illinois delegation in the 
House of Representatives to sign a resolution petitioning the Presi- 
dent and the Director of the Budget to place this worthy and neces- 
sary project in the budget. Now that this has been done and the 
project is being given proper consideration I feel that it is highly im- 
vortant that all concerned should be made aware of the economic 
importance of this long neglected though vital key in our otherwise 
magnificent system of inland waterways. 

To anyone not conversant with the critical importance of the Cal- 
Sag Channel I suggest a study of the location of this waterway on a 
map of the midcontinent area. A glance is suflicient to force appre- 
ciation of its vital key position. It lies, as a mere glance shows, 
squarely at the crossroads on one of the world’s greatest inland water- 
ways systems. ‘To the north lies the Great Lakes where a huge fleet 
of ore carriers move the mountains of iron ore which feed our basic 
industry—steel. 

Because of this, we have had the tremendous development and ex- 
pansion of the steel industry, particularly in the Chicago area, which 
has during the past few years, risen to the position of the leading steel 
producer of the Nation. 

To the south lies the inland waterway system formed by the Mis- 
sissippi and its tributaries. ‘This system veins the whole vast and 
productively rich midcontinent area that now contains over half the 
wealth and population of the United States. 

Squarely between these two independent systems lies the Cal-Sag 
Channel. Let me stress this interdependence of these two waterway 
systems. For, as the fleet of Great Lakes carriers feeds industry with 
iron ore and other raw materials, so the Mississippi system of inland 
waterways carry an equally critical burden of other raw materials to 
industries such as petroleum, chemicals, grain, and others. 

Of this great national system of primary production located in the 
heartland of America, Chicago is the economic capital city and nerve 
center, 

By the same token, the Cal-Sag Channel is the connecting link that 
allows Chicago to function in its role of economic capital and ties the 
two waterway systems into one unified and efficient whole. 

This has been the position of the Cal-Sag Channel throughout the 

years that the midcontinent area developed into the No. 1 industrial 
area of the Nation. 
_ However, during all that time, the Cal-Sag Channel was practically 
ignored, its critical position disregarded, its tremendous potentials 
never developed or realized in terms of material economy and indus- 
trial efficiency. 

That the Cal-Sag Channel exists, even in its present inadequate 
form, is a tribute to the energy and foresight of the people of Ilinois. 
A Cal-Sag channel was an absolute necessity since Chicago began to 
develop as a great commercial and industrial center. 

Because of this local agencies constructed the present channel and 
have paid for its operation and maintenance for over 50 years of its 
existence, 

62348—55—pt. 225 
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The replacement cost of work done by the State of Illinois and the 
city of Chicago on this link in our inland waterway system would 
be over $350 million. 

Realizing the key importance of Cal-Sag, Congress acted in 1930 to 
make Cal-Sag a Federal waterway. Because of its key position and 
its obvious inadequacy, Congress acted again in 1946 to declare Cal. 
Sag a Federal public works project. But at that time no further action 
was taken. No funds were allocated. So Cal-Sag remained a. neg. 
lected, though still a critically important, job to be tackled. 

During this time the economic importance of our inland waterway 
system drew attention and attendant action. A great system of 
modern transportation developed along the Mississippi and its tribu- 
taries. 

New locks and dams were constructed. The Illinois River, to cite an 
instance, was developed as a modern waterway. 

However, while this constructive action on our inland waterway 
added greatly to our industrial efficiency and aided in the growth of 
prosperity in the midcontinent area, it actually threw a greater and 
greater burden upon the obsolete and inadequate Cal-Sag Channel. 

For, as these waterways leading north were improved, a constantly 
growing volume of waterborne traffic pressed upon the Cal-Sag Chan- 
nel which year by year became a more serious bottleneck and an in- 
pediment to the movement of freight and the expansion of industry. 

Thus, the position of Cal-Sag became more and more impossible. 
Now, this position has been made even more intolerable. For, just as 
the development of the waterways to the south have created a stale- 
mate at Cal-Sag, so, now, plans for further development to the north 
make action on Cal-Sag absolutely imperative. 

I refer to the construction of the St. Lawrence seaway. As every- 
one knows, this project will open the Great Lakes, not only to Atlantic 
shipping, but to the newly discovered and developed rich ore bodies of 
Labrador. 

As this invaluable flow of ore reaches the ports of the Great Lakes, 
no city will feel greater effects than Chicago. And, if the beneficial 
effects of this new ore body is to be felt in increased prosperity 
throughout the midcontinent area, the avenue through which the bene- 
fits must flow will be the Cal-Sag Channel. 

It becomes obvious, therefore, that immediate action must be taken 
to break the bottleneck of Cal-Sag and allow general prosperity and 
industrial expansion to flow through the one channel that nature has 
designated as the only available avenue. 

In all discussion of Cal-Sag we should note that Chicago is now in 
process of an ambitious program of port development. With the 
opening of the St. Lawrence seaway, it is believed Chicago will become 
the greatest inland port in the world. But, again, Cal-Sag is a key 
piece in all plans. 

For, Chicago cannot realize its port potentials, nor can it serve the 
huge and rich area of which it is the economic capital unless Cal-Sag 
is modernized. Such modernization would make Cal-Sag what it 
should be, the efficient key channel linking Atlantic sealanes and the 
ores of Labrador to the Mississippi Valley, the Gulf of Mexico and 
the seas beyond. 
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In the Chicago area alone, it is conservatively estimated, comple- 
tion of Cal-Sag would spark an industrial development involving bil- 
lions of dollars in new and expanded industries, thus creating many 
thousands of new jobs while at the same time it would stabilize and 
make more secure those industries already operating in the area and 
manitain the established high level of prosperity enjoyed by all work- 
ers in this area. 

In appealing to this committee for the most sober and thoughtful 
consideration of this project I would point out that no single project 
in years has such wide possibilities of benefit to so many people. For 
there can be no calculating the wide, even, all-embracing character 
of this project. 

It is physically located in Illinois, but the benefits deriving from its 
completion would be felt from the Appalachian Range to the Rockies, 
and from the northern ports of Duluth and Superior to New Orleans 
and the whole gulf coast. 

Therefore, I urge this committee to approve the appropriations in 
the budget for the Cal-Sag project so that construction can get under- 
way immediately. 

In conclusion, I should like to express my deep appreciation to this 
committee for the opportunity afforded me to present my views on 
this vital project. 

Now, Mr. Chairman and fellow members, I have another matter 
that I would like to bring up. 

In the last session of Congress, Mr. Killian and his associates that 
I spoke about came down here and asked me if I wouldn’t get busy on 
a petition to the President and the Bureau of the Budget. They asked 
me if I wouldn’t help them get the signatures of the Illinois Congress- 
men affixed to the petition. I was one of the first Members to sign it, 
and every Member from Illinois—Republican and Democrat, alike— 
signed it. Their names are on it, and they endorse this project. 

Mr. MarsHa.y, I believe we should incorporate that in the record 
at this time. 

Mr. O’Brien. I would like to have that in the record, too; to show 
that there was unanimous support of this project by the Members 
from Illinois. 

Mr. Marswatu. Without objection that will be placed in the record. 

(The document referred to follows :) 


BacKGRoUND HIsTorY OF THE CALUMET-Sag CHANNEL 


Construction on the Calumet-Sag Channel was begun in 1911 and the channel 
was completed in 1922. This period of construction was much longer than it 
should have been, due to the delay occasioned by World War I. 

The use of the Calumet-Sag Channel for navigational purposes came about 
through necessity, because this channel bisects the ridge of land that lies as 
the major barrier between navigation on the Great Lakes and the great inland 
waterway system that leads to the Gulf of Mexico. A channel through this ridge 
of land has been a prime necéssity ever since Chicago began its rise as a great 
national industrial and transportation center. While the Calumet-Sag Chan- 
hel never proved adequate for navigational purposes, the demands of the water- 
ways forced its use as a barge canal. 

Recognition of this fact by the Federal Government was evidenced in 1930, 
when the Calumet-Sag Channel was made a Federal waterway by act of Con- 
gress. At this time, the inadequacy of the Calumet-Sag Channel was also recog- 
nized locally, and modernization of the channel was requested by various groups 
at sundry times. 
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Such demands resulted in further action by the Federal Government in 1946, 
when the projected work on Calumet-Sag was approved by the United States 
Army engineers and was authorized as a Federal works project by act of 
Congress. 

However, nothing was ever successfully done about Federal appropriations 
for the construction of the Calumet-Sag, even though barge traffic on this 
waterway rose from a few thousand tons carried in 1930 to an estimated 4 million 
tons which will be carried on the canal this year. Naturally, public demands 
for modernization of the Calumet-Sag Channel have grown in exact proportion 
to the rising burden of freight borne by the waterway. 

The United States Army engineers, as a result of studies carried on for years 
on the Calumet-Sag and the area it serves, have conservatively estimated that 
the potential tonnage to be carried on a modernized Calumet-Sag should amount 
to some 18 million tons annually. 


RESOLUTION 


It is against this background that the following resolution is presented : 

Whereas because of its critical position as a link between the waterborne 
traffic of the Great Lakes and the vast inland waterway system leading to the 
ysulf of Mexico, the Calumet-Sag Channel, with its present inadeqaute width 
and its obsolete locks and installations, seriously hampers the norma lflow of 
trade and commerce on a national seale ; and 

Whereas the Calumet-Sag Channel is vital to all industry and commerce in 
the entire midcontinent area from the headwaters of the Mississippi waterway 
system at Duluth-Superior and St. Paul-Minneapolis, and in the area served by 
the Ohio and Monongahela Rivers to the gulf ports of New Orleans, Pensacola, 
and Mobile, as well as to Houston and other ports on the intercoastal canal; and 

Whereas this channel is absolutely essential to the needs of national defense, 
as was so clearly proven during World War II; and with the growing threat 
of atomic warfare, the Calumet-Sag Channel becomes of even greater in- 
portance to the future of our national defense ; and 

Whereas there has developed a critical and intolerable traffic congestion at 
the foot of Lake Michigan, in which this channel is the key factor in a situation 
affecting railroads, highways, and other forms of transportation, and which 
cannot be corrected without the modernization of Calumet-Sag channel; and 

Whereas all planning for Chicago port development, road and bridge build- 
ing, and other such attempts to break this traffic congestion hampering the 
movement of trade and commerce in the area, is dependent upon the decision to 
start construction on the Calumet-Sag Channel; and 

Wheeras practically all costs connected with the channel up to the present 
time—an estimated total of over $400 million at current values—has been 
borne by local authorities and agencies; and 

Whereas all of these agencies have indicated agreement to make all necessary 
concessions, turn over needed property, and to cooperate in every practicable 
manner with the Federal Government, thus reducing the probable cost of con- 
struction to a fraction of what it would be without this very substantial local 
participation ; and 

Whereas the United States Army engineers have reported that the Calumet- 
Sag Channel project offers a ratio of benefits to be derived against costs incurred 
of about 3 to 1 (2.55 to 1), and this is reported to be the most economical, with 
the highest ratio, of any major large-scale Federal works project in the country; 
and 

Whereas this project can be carried through to completion without any stoppage 
of navigation or the flow of traffic on any other form of transportation, and, at 
the same time, will not hamper the operations of any industry already producing 
in the area: Therefore be it 

Resolved, That we, the undersigned, do hereby unanimously petition the Bureau 
of the Budget to include an adequate amount of funds to start construction on 
the Calumet-Sag Channel in its budget for the fiscal year of 1956; and be it 
further 
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Resolved, That the Calumet-Sag Channel, as authorized by act of Congress in 
1946 as a Federal works project, be specifically eliminated from any ceiling 
criteria. 

John C. Klueczynski, Charles W. Vursell, Thomas J. O’Brien, Mar- 
guerite Stitt Church, Thomas S. Gordon, Sid Simpson, William 
L. Dawson, R. B. Chiperfield, Melvin Price, Edgar A. Jonas, Sidney 
R. Yates, Richard W. Hoffman, Peter F. Mack, Jr., Fred E. Bus- 
bey, Barrett O’Hara, William E. McVey, James B. Bowler, Timo- 
thy P. Meehan, Harold H. Velde, William L. Springer, Chauncey 
W. Reed, L. C. Arends, N. M. Mason, C. W. Bishop, Leo E. Allen. 


WasHINGTON, D. C., June 7, 1954. 


Mr. O’Brien. Mr. Seyfarth will explain all the things you want to 
know about it. 

Mr. MarsHatt. We would like to say to you first, Congresman 
O’Brien, that because of your years of service in the House your words 
carry a lot of weight with this committee. 

Mr. Krrwan. I feel the same way, Mr. O’Brien. You have made 
a very excellent statement. 

Mr. SeyrartH. My name is Henry E. Seyfarth. My address is 
231 South La Salle Street, Chicago, Ill., where I practice law as a 
member of the legal firm of Seyfarth, Shaw & Fairweather. 

Iam chairman of the Cal-Sag Waterways Development Committee, 
which is a nonprofit organization organized under the laws of Illinois, 
whose purpose is one of public education of the value of waterways, 
and particularly the Cal-Sag Channel. 

This organization is composed of representatives of labor, of busi- 
ness, and the commercial life of the midcontinental area, and a substan- 
tial group of civic-minded citizens of the midcontinent area who have 
no particular interest, except to see the economy of the Nation, and 
this area, progress. 

Now, it is very kind of the committee to afford me the opportunity 
to express the views of this organization and since we know of the 
many reponsibilities of this committee and the limited time that is 
available, I would like to shorten this oral presentation to a very 
brief summary of a written statement which heretofore has been 
filed with the subcommittee. 

At the outset it should be stated that I have no direct or indirect 
financial interest in this project. I own no real estate whatever, 
either along the route of the Cal-Sag, or anywhere else; I have no 
financial interest in any contracting companies or carriers. My inter- 
est is that of a citizen who feels that not only the Chicago metropolitan 
area and the midcontinent area, but the Nation as a whole, have been 
the losers, in an economic and social sense, as a result of the failure 
up to now to develop the Calumet-Sag link between the Great Lakes- 
to-ocean waterway system, and our vast inland waterways system. 

Before giving a brief summary of the written presentation, I would 
appreciate the opportunity to state two specific economic concepts 
which are directly affected by the Cal-Sag project. Each has an 
important bearing on the national welfare. 

The first is the principle that resource immobility contributes to 
misallocation of resources, and a consequent loss in total welfare. 
When labor and capital move from declining to expanding industries 
and firms, and from low-yield to high-yield geographical areas, the 
Nation’s economy becomes that much more mobile and dynamic. 
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When labor and capital are pinned down for any of a variety of rea- 
sons, from monopoly to inertia, we have misallocation of resources, 
The Cal-Sag project is bound to serve as a stimulant for a more ap. 
propriate allocation of resources. From Gary, Ind., to Blue Island, 
Tll., there are over 15,000 acres of land available for industrial devel- 
opment, not to mention the many hundreds of thousands of acres along 
the route of the Cal-Sag from Blue Island to Longport, Il., where 
connection is made with Des Plaines-Illinois Rivers, and along the 
route of the Illinois River, thence to the Mississippi, and the other 
rivers of our vast inland waterways system. 

The opportunities which will be created are bound to contribute to 
a more appropriate allocation of resources. The second is the eco- 
nomic principle that allocation of resources is improved to the extent 
that competition is increased among firms and industries and areas, 

The Cal-Sag project, in conjunction with the St. Lawrence seaway 
project and the Calumet Harbor interchange point development, will 
introduce an element of competition among carriers which does not 
now exist; and it will further introduce an element of competition 
among areas, which does not now exist. 

To the extent that competition is interjected into this total situa- 
tion, and stimulated, there is bound to follow a better allocation of 
resources and a consequence again in national welfare. 

The statement which we present to this committee was prepared 
with the assistance and direction of Dr. Herald M. Mayer, of the Uni- 
versity of Chicago, who is an economic geographer of reputation and 
standing. 

The statement, as you will notice, is replete with supporting infor- 
mation and statistics. The overall sense of it is as follows: 

The Nation’s two great waterway systems—the St. Lawrence sea- 
way system, connecting the Great Lakes with the Atlantic, and the 
vast inland waterways system consisting of the Mississippi and its 
tributaries—are joined by two different manmade connecting links 
at the base of Lake Michigan. Both of them—the Cal-Sag Channel, 
and the sanitary and ship canal—are entirely inadequate and ante- 
dated, singly and together. Each was built at substantial cost to local 
bodies primarily to solve the Chicago area sewage problem. The use 
of each of them now is primarily navigational. 

The situation may be likened to two different superhighways that 
pass within about 20 miles of each other. And to get from one to the 
other, a choice must be made between two roads, each narrow, wind- 
ing, obstructive, and obviously unable to accommodate the present 
and the future demands of traffic. 

The one inadequate and outmoded passageway, Cal-Sag, lends it- 
self to improvement to a much greater extent than the other route, 
the Chicago sanitary and ship canal. 

The Chicago metropolitan area at the base of Lake Michigan will 
be the terminus of the St. Lawrence seaway, which, when completed 
in 1959, is expected eventually to increase the overseas tonnage from 
150,000 tons per year to a very material extent. At the same time, 
this area handles a large bulk of like traffic, consisting mostly of 
such commodities as ore, coal, limestone, grain, and petroleum, and, 
of course, this area handles what inland waterway tonnage is able 
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to make its way with practicality through the two outmoded pas- 
sages—Cal-Sag and the sanitary and ship canal. 

This metropolitan area of northern Illinois and northern Indiana 
is the nearest of any other port to the agricultural belt; it is served 
directly by the western railroads; it is the meeting place of the east- 
ern and western railroad lines; it is the only port where seaway traffic 
could meet the traffic of the 7,000-mile inland waterways system; it 
isthe only port on the Great Lakes with year-round waterborne com- 
merce; and it is situated in the heart of the Nation’s foremost manu- 
facturing and producing area. 

Proper allocation of the Nation’s resources, and full resource utili- 
zation can only be accomplished when this area’s favorable geography 
and the tremendous productive capacity of this and related areas are 
utilized to the proper extent. 

An appropriate joinder of the St. Lawrence seaway system with 
the inland waterways system would be one of the basic steps in 
bringing about a proper allocation and utilization of the Nation’s 
resources. 

There is no doubt or question but that the passageway between 
these two great systems appropriate for development is Cal-Sag. 
The more important reasons are as follows: 

First: The great concentration of industry in metropolitan Chi- 
cago is the Calumet area located between 9 and 20 miles south of the 
loop, extending over to Lake County, Ind., and the Gary region. The 
Cal-Sag route joins with the lake in the Calumet area. In contrast, 
the sanitary and ship canal and the Chicago River route joins the 
lake in the heart of the busy and well-built-up central business area 
of Chicago. 

Second: There is a substantial amount of land available for further 
industrial expansion in the Calumet area and along the Cal-Sag 
route. There is virtually no available land for this purpose along 
the route of the sanitary and ship canal and Chicago River. 

Third: While there are bridges and bends involved in the Cal-Sag 
project, there would be even more involved in development of the 
sanitary and ship canal and Chicago River route. The concentra- 
tion of people and buildings in the downtown area of Chicago with 
bridges at almost every block creates insoluble problems of conges- 
tion and safety hazard. 

Fourth: Landward access by rail or truck is excellent in the Calu- 
met area; it would be extremely impractical at or near the Chicago 
downtown area. 

Fifth: An important port development at Lake Calumet, which is 
an ideal harbor located shunt 12 miles south of the Chicago downtown 
area, is already underway. Over $20 million is already authorized 
to be spent initially by local governmental authority to construct 
terminal and storage facilities at Calumet Harbor. 

This harbor is connected to Lake Michigan by the Calumet River 
which is of adequate width and depth to permit overseas traffic. 
The Cal-Sag Channel connects directly with Lake Calumet. The 
two waterway systems would therefore join at Calumet Harbor, which 
's located adjacent and is adequately connected to Lake Michigan. 

Sixth: Only through the Cal-Sag project can there be accessibility 
to Calumet Harbor for barges without transfer or break-of-bulk from 
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points along more than 7,000 miles of inland waterways up the Mis. 
sissippi Valley, as well as 1,200 miles of the Gulf Intracoastal Water. 
way and connecting channels. 

No responsible economic geographer or other informed person has 
suggested any means of bringing about a proper joinder of these two 
great waterway systems other than by the improvement of the Cal-Sag 
route. 

It is entirely illogical to expect efficient transportation services to 
operate on the Illinois Lakes-to-Gulf Waterway, an important link in 
the entire Mississippi Valley system of waterways, when the channels 
serving the Chicago metropolitan area, which generate more traffic 
than any other area, are not wider, but narrower than the channels 
throughout the rest of the waterways system. 

Because of the importance of this waterway system to the national 
economy, it is in the national interest that an efficient channel be 
provided in this area which constitutes by far the largest concentra- 
tion of population and industrial activity on the entire system. 

It is expected that all forms of transportation will benefit from a 
general increase in the economic base of the area and improvement in 
industrial activity. It is estimated that about $95 million of addi- 
tional revenue will ultimately be gained by the railroads as addi- 
tional freight traflic grows out of the new industries and additional 
population. 

The estimated benefit-to-cost ratio of the Cal-Sag project, estimated 
in 1946 by the Army engineers upon 1932 traffic, was 2.6 to 1. This 
appears currently to be an underestimation of the benefits to cost. In 
any event, this ratio is extraordinarily high for public works projects 
in this general classification. 

It is rare that the Federal Government has the opportunity to 
invest in a project where the returns will be so high in relation to 
the costs; where so much capital will be attracted from low-yield 
to high-yield areas; where job opportunities flowing from this de- 
velopment will ultimately be made available to over 600,000 people; 
where the ultimate population-supporting capacity flowing from this 
development will be an additional 2 million people; and where proper 
allocation of resources and their full utilization can be accomplished 
on a national scale for a substantial gain in total welfare. 

For greater detail and supporting statistics, I respectfully refer 
the committee to our full statement. 

Mr. Boxianp, Mr. Seyfarth, I would say your detailed statement 
is one of the finest statementsI have ever seen since I have been in 
Congress. You are to be congratulated. 

Mr. MarsHatu. We are deeply grateful to you, Mr. Seyfarth, for 
having presented such a fine statement to the committee. 


Catumet-Sag NAVIGATION PROJECT 
WITNESS 


HON. WILLIAM E. McVEY, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ILLINOIS 


Mr. Marsnatu. At this time we will be pleased to hear from our 
distinguished and able colleague, Congressman McVey of Illinois. 
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Mr. McVey. Thank you, Mr. Chairman. 

I will be brief. I have placed my remarks on paper, here, in 
order to make certain I get before you the main things I have in mind. 

This Calumet-Sag project, you know, runs through my district in 
the ward in Chicago. 

Because of my deep interest in furthering the cause of the Calumet- 
Sag Channel project, which lies within the boundaries of the Fourth 
District that I have the pleasure to represent, I am indeed pleased 
to have the opportunity to appear before your subcommittee. As you 

robably know, early in June of 1954, a committee of Congressmen 
from Illinois, composed of 2 Republicans and 2 Democrats, called oe 
the Director of the Bureau of the Budget, and also upon President 
Eisenhower, to acquaint each of them more fully with the merits of 
this project and to enlist their interest in the matter of including 
an adequate amount of funds in its budget for the fiscal year 1956 
to start construction on the Cal-Sag Channel. ‘To support our re- 
quest for such consideration, we submitted a resolution signed by all 
25 members of the Illinois delegation in an effort to show that this 
project is entirely nonpartisan. ; 

Mr. MarsHatyi. Without objection, this resolution, together with a 
document attached thereto entitled “Background History of the Cal- 
umet-Sag Channel” will be placed in the record. 

(The documents referred to appear at pp. 385-387.) 

Mr. McVey. When the President submitted his budget message to 
the Congress on January 17, 1955, it was indeed gratifying to learn 
that he had recommended an appropriation of $4 million to widen this 
Calumet-Sag Waterway and to begin construction of the project. 

The completion of this waterway is now a “must,” if seems to me, 
and forms the connecting link between the St. Lawrence seaway and 
the Mississippi River. It means extensive employment for the indus- 
tries and workers in the region which it traverses, as well as for the 
whole of Illinois. The Calumet-Sag modernization is a key project in 
the whole plan to open the midcontinent area to the Atlantic Ocean 
and the Gulf of Mexico. It is indispensable to the success of the tre- 
mendous industrial and trade expansion ahead of us. With the pres- 
ent accommodations, the trade through the channel reaches a volume 
of 4 million tons a year. When the proposed construction is com- 
pleted, the volume will be many times that figure. 

I have been assured by the Corps of Army Engineers that they are 
well aware of the importance of this project and the large widespread 
benefits that will be derived upon its construction. They have esti- 
mated the total cost of construction at $125 million. While this 
seems to be a large sum, I believe that you will all agree that it is 
really small when compared with the amount our Government has 
spent on public works in various parts of the world. Our Government 
spends billions abroad—so, we should not begrudge a few millions 
which give work to our own people and prepare the way for future 
employment and future business on a really grand scale. 

_ This Calumet-Sag Channel improvement, authorized by Congress, 
lies dormant despite the pleas of recognized industrial, labor, and civic 
leaders, legislators, and the press, who have joined together in this bi- 
partisan, nonpolitical, cooperative project. Now that the St. Law- 
rence seaway 1s to go forward, this project is imperative. In my opin- 
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ion, it would be folly to neglect a most important part of our national 
defense by neglecting to improve the Nation’s harbors and channels 
in the name of economy. 

Cal-Sag is more than local in importance. It is the heart of the 
whole system of inland waterways. Cal-Sag is part and parcel of the 
Chicago area. If Chicago is important to the Nation, then Cal-Sag 
is also of national importance. Chicago is the heart and nerve center 
of a vast area that has become the crowded productive center of the 
Nation. I do not believe anywhere in the country can we find a con- | 
struction project whose costs and responsibilities have been carried N 
to a greater extent by local interests. Nor do I believe we will be able fee °! 
to find a project as significant as this one that has been more ignored ski. 
by the Federal agencies which should have taken over most of the costs s 
and responsibilities long ago. Hot 

While it is true that the modernization of the Cal-Sag Channel has fe 
been estimated upward of $125 million—and that admittedly is a lot 
of money—where can we find such a record of local participation! HR °°" 
Behind it stands a record of local participation—not merely in °°" 
promises but in construction already carried through—amounting to Mic 
many millions of dollars. In the first biennial report of the Chicago I 
Regional Port District Board, entitled “Where Two Great Waterways i °*P 
Meet,” February 1953, pages 27 and 28, quite a long paragraph is i °°". 
devoted to the extent of previous local cooperation, showing amounts [EP 2" 
of money appropriated by the city of Chicago, county of Cook, State Be )"° 
of Illinois, and the Sanitary District of Chicago. Alc 

Now, I have a summary here of the money expended by local Lak 
interests. loa 

Mr. Marsuati. Without objection, the summary will appear in the lak 
record at this point. A 

(The document referred to follows :) . = 

lar 
Summary of local cooperation previously provided effo 
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Improvement by city of Chicago of Little Calumet River____________ $312, 600 tive 
Improvement by Cook County of Little Calumet River 70, 000 
State of Illinois, construction of Illinois Waterway, Lockport 

UN FO ala ache Ba ats aca eee a eat cee Be Scan asta ante be oe atone tel ee 20, 000, 000 
The Sanitary District of Chicago, construction of the Chicago 

sanitary and ship canal 36, 000, 000 
Improvement of South Branch of the Chicago River 12, 600, 000 abl 
Construction of the Calumet-Sag Channel__-__-__-_---______-_-___ 14, 600. 000 par 


Mr. McVey. If any objections are to be raised, it should be raised 
by the local taxpayers who have paid for a project that has already J Sas 
benefited outside interests fully as much as it has helped local bus: FR ba! 
ness and local industry. 

In support of my request for favorable consideration, I have offered 
the above resolution, signed by all Members of the Illinois delegation 
last year. The appropriations to start construction of the Calumet- 

Sag Channel is so important that Republicans and Democrats alike, 
who compose the Illinois delegation, would like to endorse this project 
as being fully nonpartisan in character. 

I have presented this resolution for your record, it having been 
— by the 25 Congressmen who composed the Illinois delegation 

ast year. 

Mr. Marsnat.. We thank you, Mr. McVey, for your appearance 
before the committee. 
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The committee will give every consideration to your very fine 
statement. 
Catumet-Sag Navigation Progecr 


WITNESS 


HON. JOHN C. KLUCZYNSKI, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF ILLINOIS 


Mr. MarsHauu. We are very pleased at this time to hear from our 
able and distinguished colleague from Chicago, Congressman Kluczyn- 
ski. 

Mr. Kuuczynsxi. Mr. Chairman, in September 1953, when the 
House Committee on Public Works made an inspection tour in the 
Midwest, as a member of the committee, I invited them to take a 
trip to the Calumet area of Chicago, where the Great Lakes shipping 
enters the Calumet River. Here has arisen possibly the heaviest con- 
centration of industry to be found in any comparable area in the 
Midwest. Folks call this industrial strip “the billion-dollar mile.” 

Dominated by the huge plant of Republic Steel, with its furnaces 
capable of turning out 1,500 tons of steel a day, this golden mile is 
something to be proud of, for here we have the steel and iron plants 
and allied industries. Here in a huge grain elevator and soybean 
processing plant we have the biggest operation of its kind in the world. 
Along this strip lie the huge ore boats and tankers from the Great 
Lakes shipping lanes. Here are tied up the oceangoing carriers that 
load and unload after traversing the St. Lawrence Canal and the 
lakes, 

After leaving the great spectacle of the billion dollar mile, we en- 
tered the Calumet-Sag Channel, the 16 sad miles, along this twisting, 
narrow, Shallow channel, in which barge operators by superhuman 
effort push about 4 million tons of freight a year. The most conserva- 
tive estimate made by Army engineers is that it will handle about 18 
million tons when the channel is made adequate for current needs. 

We have seen where barges had to pull aside into slips so that ap- 
proaching barges could pass. Loss of time involved while waiting 
would be at least 45 minutes. We simply cannot allow this deplor- 
able condition to exist and expect to see continued industrial ex- 
pansion and growth of trade and commerce in the Midwest area. 

Of all the major challenges that face us today in this area, the Cal- 
Sag Channel rates at the top of the list. The big diesel towboats 
halt at the entrance of the channel. Tows have to be broken up and 
; taken over by smaller towboats. Loads have to be inefficiently made 
up to meet the handicaps laid down by this channel. It has even been 
necessary to develop and build a new type of towboat; one with a 
collapsible pilothouse, to allow passage under antiquated bridges, that 
also govern the height of loading on barges. 

Some of the members on this inspection trip have served for many 
years as members of the Committee on Public Works, and they told me 
they have never seen such a bottleneck anywhere in the country, and 
assured me they will do everything possible for the passage of this 
legislation. 

This is the last link of the St. Lawrence seaway to the gulf. 
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Construction of the Calumet-Sag Channel was begun in 1911 and 
the channel was completed in 1922. This period of construction was 
much longer than it should have been, due to the delay occasioned by 
World War I. ; 

Winding through the southern half of Cook County is the Calumet. 
Sag Channel, a narrow, frustrating roadblock in the vital Great Lakes. 
to-the-Gulf-Waterway. Only 16 miles long, it is the connecting link 
between the Little Calumet River, with its Lake Michigan terminus, 
and the Illinois-Mississippi Waterway systems. 

At its front door is Chicago and northern Indiana—the Nation’s 
most concentrated and diversified industrial center. 

To the south lie the great agricultural and industrial areas border- 
ing the Illinois River and the Mississippi River reaching as far south 
as the gulf coast; west along the Missouri River to Sioux City, Iowa; 
north along the upper Mississippi River to St. Paul and Minneapolis, 
Minn., and to the east along the Ohio River to Pittsburgh. And its 
impact reaches into areas far beyond the banks of the Father of 
Waters. 

A total of nearly 4 million tons of freight squeezed through its 
narrow lanes in 1953. 

In the year 1930 by act of Congress, the Cal-Sag was declared to be 
a Federal waterway. Despite the fact that it was classed as a Federal 
waterway, the Government did not take over the responsibility for 
the operation and maintenance of locks and other installations, leav- 
ing these to the Chicago Sanitary District. 

It was not until 1946 that Congress included it as a Federal works 
project. After passing the act, Congress never did get around to 
appropriating the necessary funds to get the work on the Cal-Sag 
started. 

The Cal-Sag is not just another section of the inland waterways. 
Tt is a vital link in the whole system. Because of its position, it is the 
most priceless industrial and transportation location in America as it 
lies squarely at the point where the waterlanes of the Great Lakes 
should meet the Mississippi system of waterways. Thus the Cal-Sag 
should be the conclusive link between the Great Lakes and Atlantic 
shipping on one hand—and the whole midcontinent area, the Gulf 
of Mexico and sealanes beyond. No other waterway on the continent 
occupies a more important position. 

The second fact of importance which we need to keep in mind is 
that these waterways constitute the reason for the tremendous indus- 
trial expansion in the midcontinent area which stands as one of the 
major economic developments of the past 30 years. As industry ex- 
panded, they learned that these waterways upon which they relied 
offered the greatest transportation system in existence for the low 
cost movement of raw materials and bulk commodities of all kinds. 

The Cal-Sag Waterways Development Committee, Inc., was formed, 
consisting of leading representatives from labor, industry, business- 
men, and civic organizations throughout the area. The committee 
launched an educational program which evoked an instant and power- 
ful public response so that the program would be placed on a legis- 
lative level. 

The committee recommended first that a measure be submitted 
before Congress and in 1954 there was introduced H. R. 7514 request- 





395 


ing an appropriation of $5 million to get the work on Cal-Sag started. 

The second step lay in the direction of activity to modify language 
of the Truman-Hobbs Bridge Act so that highway bridges mvolved 
in the Cal-Sag project would be accorded the same treatment and 
consideration given railroad bridges under that act. / 

The third step was the presentation of the project before the Na- 
tional Rivers and Harbors Congress to secure national recognition and 
support for it. on bane it 

The fourth step was to petition the administration at Washington 
to have the Cal-Sag project declared an emergency project so that 
construction could be started by securing funds from the emergency 
appropriation. 

The fifth step was in having a resolution signed by every Member 
of the Illinois delegation in Congress presented to the President of 
the United States and to the Bureau of the Budget, urging that the 
Cal-Sag be placed on this year’s Federal budget. 

These steps were taken because the committee and those active in 
the project realized that the Cal-Sag was an essential project for 
national defense. 

All of the newspapers of Chicago and bordering cities have sup- 
ported this project. It is supported by city officials, by industrial, 
labor, and civie organizations. 

The following are some of the benefits which would result from 
construction of the Cal-Sag project. 

1. Accelerate cargo traffie between the Great Lakes and the gulf. 

2. Facilitate movement of commodities into and out of the rapidly 
growing industrial and agricultural areas which flank its course. 

3. Make possible substantial economies for shippers using the water- 
way. 

4. Provide downstate and other midwestern communities an oppor- 
tunity to enjoy the benefits of the St. Lawrence seaway. 

5. Provide increased employment throughout the area adjoining 
the Great Lakes to gulf waterway. 

6. Make some 3,000 acres of vacant land available for industrial 
development, thus providing plant investment of an estimated $1 bil- 
lion and 80,000 jobs. 

7. Make possible establishment of a four-way railroad-lake-barge 
terminal interchange area in the Lake Calumet District. 

8. Benefit not only industry and agriculture but the Nation’s con- 
sumers who look to the States which line the waterway for a propor- 
tionate share of necessities. 

The Army engineers in 1946 approved the widening and deepening 
of the 16.2 mile bottleneck section of the channel between the Little 
Calumet River and the Chicago sanitary and ship canal. Congress 
authorized it, but has not voted the necessary funds. The President 
included it in this year’s budget message. 

A widened Calumet-Sag Channel physically adequate to meet to 
meet the expanding needs of inland waterway traffic would result in 
greater employment, rising sales figures, higher land values and a 
rapid industrial development not only in the immediately bordering 
areas, but all around the Great kde and along the Mississippi 
River and its tributaries. 
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Cal-Sag’s potential as a stimulating influence on the Nation’ 
economy is almost immeasurable. To the national defense, it is para. 
mount. Truly, it is “Destiny’s Ditch.” 

The following is a partial list of organizations interested in the Caln. 
met-Sag Channel project: 


The Cal-Sag Waterways Development Committee, Inc. 
Inlands Waterways Coordinating Committee. 
City of Blue Island. 

Calumet Region Congress. 

Chicago Association of Commerce & Industry. 
Chicago Regional Planning Association. 
Chicago Regional Port District. 

City of Chicago, Department of Public Works. 
Cook County Board of Commissioners, 

East Chicago (Ind.) Chamber of Commerce. 
East Side Chamber of Commerce. 

Gary (Ind.) Chamber of Commerce. 
Hammond (Ind.) Chamber of Commerce. 
Illinois Manufacturers Association. 

Illinois River Carriers’ Association, 

Indiana Manufacturers Association. 

Indiana State Chamber of Commerce. 
Mississippi Valley Association. 

Propeller Club of the United States, Port of Chicago. 
Sanitary District of Chicago. 

South Chicago Chamber of Commerce. 
South Chicago Trades and Labor Assembly. 
Joilet Association of Commerce. 

Business Men’s League of United States. 
City Club of Chicago. 


Mr. Kirwan. We appreciate very much having your statement, 
Mr. Kluczynski. 


CatumeEtT-Saq NAvIGATION Prosect 
WITNESS 


HON. JAMES C. MURRAY, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ILLINOIS 


Mr. MarsHatu. We are pleased at this time to hear from our able 
and distinguished colleague, Congressman Murray of Chicago. 

Mr. Murray. Mr. Chairman, my name is James C. Murray. I am 
the Congressman from the Third Congressional District in Illinois. | 
appear Sine the committee this morning in support of a $4 million 


appropriation to begin work on a project which is known in our arta | 


as the Cal-Sag project. 

Your committee has, previous to this statement, heard testimony 
concerning this project. I do not intend to prolong this committees 
record by a description of the project other than to state that the 
project concerns the widening of a connecting link in the southern 
half of Cook County between Lake Michigan, the Little Calumet 
River, and the Illinois-Mississippi waterway systems. 

I would like to associate my remarks with those of Congressmat 
O’Brien, Congressman Kluczynski and former Congressman Rowal 
in support of this project. , 

The requested appropriation for this year’s work on the projet 
has been recommended by the Army engineers and approved by the 
Bureau of the Budget. 
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The project has the enthusiastic support of all civic, business, and 
labor organizations within the city of Chicago. I do not know of a 
single group objecting to the project. The project has been recog- 
nized as important and has been agitated for, for the past 25 years. 
My predecessor in office, former Congressman Fred E. Busbey, did 
considerable work in this matter and I feel that this year’s recom- 
mendation by the Bureau of the Budget and Corps of Engineers is 
due, in a great measure, to his efforts in the last Congress. 

I do not desire to presume upon this committee’s time with a long 
dissertation about the advantages of the project from a navigation 
standpoint, since I feel that the other witnesses before this committee 
adequately presented that feature of the program. Briefly, from a 
navigation standpoint, the project will expedite cargo traflic between 
the Great Lakes and the Gulf of Mexico. 

Secondly, it will facilitate the shipment of commodities in and out 
of one of the Nation’s greatest industrial and agricultural areas. 

Thirdly, it will provide great transportation savings, and finally, 
it will not only, from a navigation standpoint, benefit the industry 
and agriculture of the Chicago area but the entire Middle West. 

From a flood-control standpoint it will be of benefit to a great num- 
ber of my own neighbors. In October of 1954, due to a heavy rain 
pour and lack of adequate drainage facilities, a flood occurred in the 
Chicago area which caused a great deal of damage to the people 
residing in my district. The estimated total cost of this flood was 
$25 million. 

Although I do not presume to attempt to convince the committee 
that the construction of the Calumet-Sag Channel would have pre- 
5 vented this flood, it certainly would assist in the plans of the drainage 
authorities of the city of Chicago and county of Cook in preventing 
such floods. 

In this connection, I would like to include as part of my statement 
an excerpt from a talk given by Anthony Olis, the president of the 
Sanitary District of Chicago, Ill. 

(The excerpt referred to follows :) 


As to drainage: While the October flood with its $25 million in damage was 
a forceful demonstration of the area’s inability to cope with stormflows, large 
areas in Chicago and the suburbs are subject to minor floods on an average of 
10 to 12 times per year. This is particularly true in upper DesPlaines Valley, 
in the area along North Avenue west of the DesPlaines River, in Westchester, 
Berkeley, Hillside, in Western Springs, in the Alsip area, in the Midlothian- 
Robbins region, and Harvey-Dixmoor-Markham area, Calumet City, and many 
Chicago neighborhoods on the South and Southwest Sides. 

Few, if any of the municipalities outside the city of Chicago are in a position 
to plan and construct adequate sewers or channels for carrying drainage from 
the major storms. Most storm-drainage projects involve more than one muni- 
cipality and there is no easy method under which interested municipalities could 
not cooperate in.the construction of such a project. 

The proper solution of drainage problems cannot be found inside any present 
municipal limits. Drainage projects are best carried out according to the 
topography of the area; or in the watersheds of the various streams. 

There are two major bottlenecks in the present drainage system: inadequate 
local sewers, and the limited flow capacity of the drainage canal and its tribu- 
lary, the Cal-Sag Channel. Unless both of those bottlenecks are broken we 
will face, with increasing frequency,.the terrible decision of whether to flood 
the Loop or in lieu thereof, to open the locks at the mouth of the Chicago River 
and pollute our drinking water. 

Still other trouble spots are the DesPlaines and DuPage Rivers, which drain 
4 considerable portion of the metropolitan area, outside the Sanitary District of 
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Chicago. * * * Our sanitary district engineers stated that a proper drainage 
system of storm sewers will require a widening of the Cal-Sag Channel and , 
further widening of the main sanitary district canal beyond the point where the 
Cal-Sag joins it. Probably nowhere else in this country are the problems of 
drainage, sanitation, and navigation so closely linked as in the instance of the 
Cal-Sag Channel because it was originally designed and built for sanitation 
purposes which it must continue to serve properly in the future. 

Gentlemen, I would like to urge upon this committee to recommend 
the appropriation of the full amount requested by the Corps of En. 
gineers, approved by the Bureau of the Budget, for the initiation of 
work on this most important project. 

Mr. Marsnuaty. Thank you very much, Congressman, for a fine 
statement. 


CaLuMEtT-SAG NAvIGATION Progect 
WITNESS 


HON. BARRETT O’HARA, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ILLINOIS 


Mr. Marsuatyu. We are pleased to hear next from our able colleague, 
Congressman O’Hara. 

Mr. O’Hara. Mr. Chairman, the Calumet-Sag Channel stands as 
a billion-dollar bottleneck between the two great water-transporta- 
tion systems of our continent: the Great Lakes and St. Lawrence 
leading to the Atlantic Ocean, and the Mississippi and its tributaries 
with access to the Gulf of Mexico. The block to the free flow of 
continental and intercontinental traffic beclouds the promise of in- 
creasing prosperity not only for the Middle West and the South but 
for the whole country. Its elimination will lead, according to con- 
servative estimates, to a $3 billion industrial expansion and the crea- 
tion of 500,000 jobs. 

Despite the fact that this crooked, obsolete channel, narrow, er- 
cumbered by low bridges as it is, has served to handicap transpor- 
tation, volume of traffic on the 7,000 miles of Illinois-Mississippi 
Waterway has grown from a few thousand tons in 1930 to 4 million 
tons in 1954. Army engineers estimate conservatively an immediate 
increase to a yearly volume of 18 million tons. Opening the S&. 
Lawrence seaway increases this potential to a volume not even esti- 
mated now. It will bring to the heavy industries of the Great Lakes 
ore from the newly discovered mines of Labrador. 

Opening the ports of Metropolitan Chicago to oceangoing ships 
of from 8 to 10 thousand tons burden will mean new sources of 
raw materials as well as new and expanding markets for the Great 
Lakes and the Middle West. At present, Great Lakes overseas trafic 
amounts to about a half a million tons per year, of which one-third 
originates and terminates in the harbors of Metropolitan Chicago. 

Chicago is the only Great Lakes port from which waterborne all- 
year-round traffic from the Great Lakes to the gulf via the Illinois 
River will be available during the closed season for navigation on the 
St. Lawrence. This all-year operation will lower the cost of terminal 
operation and provide year-round employment for the labor force 
It will mean providing a considerable volume of traffic in additio! 


to that of the seaway. 
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The crossroads between these great waterways is the Sag Channel, 
which in its present state slows the free flow of continental traffic 
from the Atlantic through the Middle West and South to the gulf. 

Perhaps the greatest proof of the significance of this waterway to 
industrial and economic expansion is the complete unanimity of the 
demand for its modernization. Labor joins with management, 
farmer with industrialist, merchant and investment banker—all 
without dissent recognize the need. During the 83d Congress, Repre- 
sentatives from the State of Illinois, both Democrats and Republi- 
cans, petitioned the President and the Bureau of the Budget to include 
in the budget for 1956 adequate funds to start construction on the 
Cal-Sag Channel and that it, as authorized as a Federal works project 
in 1946, be eliminated from any ceiling criteria. 

The cost has been estimated at approximately $125 million. United 
States Army engineers have estimated that benefits derived from this 
expenditure will be 3 to 1, the highest ratio presented by any large- 
scale public-works project now under consideration. 

Recently we have heard much of the declining market for mid- 
western coal. Coal mines have been closed because operating costs 
have risen to a point where the products of these mines could not find 
a profitable market. Cheap water transportation can mean the dif- 
ference between production and idleness. The Cal-Sag lies between 
the coal-producing areas and such large markets as the immense steel 
production centers of south and east Chicago and other points on 
the Great Lakes which represent potential markets for the coal pro- 
ducers and, logically, jobs for the miners. A modernized Cal-Sag 
can be the lifeblood of a dying industry. 

In its present state, Cal-Sag symbolizes an economic cost imposed 
upon a large percentage of grain and soybeans going to market. 
Grain and soybeans delivered to barge side on many points along in- 
land waterways return 5 cents more per bushel than soybeans and 
grain delivered at other transportation points. Weighing and in- 
spection charges are less. To the farmer, a modernized Cal-Sag 
means not only an added profit but a new vista of markets for his 
crops. Further, it means delivery to him at lower costs of such essen- 
tials of the farm economy as fertilizer, coal, farm machinery, pe- 
troleum products, fencing, building materials, and many other items 
on which inland waterways will cut costs. 

Opening new and choicer markets to the farmer will mean recipro- 
cal outlets for the goods sold by the retail merchant. From an in- 
creasing volume of trade for the retail merchant will result indus- 
trial expansion and increased payrolls. In any area where industrial 
expansion constantly creates new job and wage opportunities, labor 
is prosperous. Moreover, industrial expansion broadens the oppor- 
tunities of financial institutions whose job it is to keep money at work 
financing industrial expansion. 

Whereas today a narrow obsolete channel narrows the opportunity 
of the areas served by the great river systems of our continent, mod- 
ernization of the Cal-Sag Channel will mean a new era of activity 
ind prosperity. 

Mr. Marsuaui. Thank you, Congressman, for a very fine statement. 
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CaLuMET-SaG NAVIGATION ProgEcT 
WITNESS 


HON. RAY J. MADDEN, A REPRESENTATIVE IN CONGRESS FROx 
THE STATE OF INDIANA 


Mr. Marsuaty. We will be glad to hear next from our distin. 
guished colleague from Indiana, Congressman Madden. 

Mr. Mappen. Mr. Chairman, I wish to commend your subcom- 
mittee of the Appropriations Committee for holding hearings in be- 
half of the Calumet-Sag Channel project which, when completed, will 
aid the industrial development of the Chicago area and the industrial 
region in northwest Indiana. 

I also wish to commend the Chicago area congressional delegation 
who, through their chairman, Congressman Thomas J. O’Brien, is 
unanimously supporting the Calumet-Sag development. 

In the last session of Congress, legislation was passed which inav- 

rated the construction of the St. Lawrence seaway. This will be 
the beginning of the expansion of the Great Lakes waterway system 
from the Chicago area to the Mississippi River and on down to the 
Gulf of Mexico. United States Army engineers, through extended 
studies during recent years on the development of the Calumet-Sag 
waterway, have estimated that inland shipping can be increased about 
20 times the present capacity through deepening and widening this 
natural water transportation highway. The Chicago congressional 
delegation has amply outlined the benefits of this water transporta- 
tion improvement to the Chicago area as well as advantages to mid- 
western shipping in general. 

The Calumet-Sag Channel project will also bring about tremendous 
industrial expansion to the Clahamnet region in northwestern Indiana 
which I have the honor to represent in Congress. This develop- 
ment would bring about the influx of industries in the Chicago- 
Calumet area. Industrial expansion can go in but one direction as 
far as the Chicago area is concerned. The residential section on the 
north side of Chicago, the lake on the east dictates that industry must 
go south along the Indiana shores of Lake Michigan if water trans- 
portation expansion is made available. If the Chicago-Calumet 
area will take advantage of the increased water transportation which 
would be brought about by reason of the St. Lawrence seaway, the 
next 25 years would give northwest Indiana an industrial metropoli- 
tan area extending from the Indiana-Illinois State line along the 
shores of Lake Michigan for a distance of 50 miles. The develop- 
ment of water transportation inland through the Mississippi Valley, 
New Orleans, and through the Gulf of Mexico will give the Calumet 
area immediate shipping facilities to Mexico, South America, and 
other world seaports. 

If this development is carried out to its logical goal, it will be the 
main cause to bring about employment for thousands of families in the 
northwestern Indiana area. It would lower the cost of sugar from 
Louisiana and the West Indies, coffee from South and Central Amer- 
icas, iron ore from Venezeula and Cuba, to the Chicago-Calumet re- 
gion and also the numerous products we receive from our souther) 
neighbors. It would reduce the cost of shipping grain and for trans- 
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shipping to vessels from Central States to the ports of the world. It 
would reduce the cost and expedite the shipment of steel and steel 
yroducts from the mills and factories of our area into the great Middle 
West and South, and to the rest of the world through the Gulf of 
Mexico. Scrap iron could be brought more cheaper to the steel mills 
in the Calumet and Chicago areas and transported from our mills to 
world markets. Industries in the Calumet region would benefit from 
| lower shipping costs. More new industries would be attracted by the 
availability of more industrial sites along the southern shores of Lake 
Michigan. 

The development of the Calumet-Sag Channel project would be 
merely a step forward in the modern 20th century campaign to provide 
employment for millions of young folks who will enter the labor mar- 
ket as time passes. 

Another great reason for the necessity of this inland waterway 
development is the critical traffic situation which year by year be- 
comes more critical in the Chicago-Calumet area. Water transporta- 
tion out of this area to the south will eventually relieve our traffic 
problem to the extent of the construction of two large highway arteries 
in this congested area. An inland water highway from the Chicago- 
Calumet area would also prove to be a great asset and necessity in de- 
fense transportation in case of another world war. In addition to the 
facts that have already been presented by other witnesses before your 
committee, I submit that this modest appropriation of $4 million to 
improve the Calumet-Sag transportation arteries is but a necessary 
presennany start for the great program which must be inaugurated 
”y the people of the Midwest to take advantage of the tremendous in- 
flux of aduetey in the Chicago-Calumet area which is annually ex- 
panding far beyond our transportation facilities. 

When the Congress, during the last session, approved the St. Law- 
rence Waterway, it inaugurated a new era in transportation which will 
affect every major industrial area located on the shores of our Great 
Lakes. The various metropolitan area which would benefit by rea- 
son of the St. Lawrence project must immediately take steps to keep 
pace with this modern improved transportation trend. The ultimate 
effect will create a multiplication of our transportation problems and 
the time to lay the foundation to solve these future needs is now. 

Mr. MarsHatx. Thank you for your statement Congressman. 


CALUMET-SaG NAVIGATION PROJECT 
WITNESS 


HON. RICHARD W. HOFFMAN, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF ILLINOIS 


Mr. Marsuaty. We are happy to have Congressman Hoffman with 
| us today. Would you please proceed. 

Mr. Horrman. It just may be that a public works project of 
greater importance than the Calumet-Sag navigation project may 
Ie before this distinguished committee this year. But this I gravely 
doubt. 

It is because of my sincere belief in the vital importance of this key 
project that I wish to submit the strongest possible statement on 
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behalf of this project upon the development of which billions of 
dollars of potential industrial expansion and hundreds of thousands 
of new job opportunities now wait. Therefore, I make a special 
and most urgent plea that the $4 million now included in the Federal 
budget be approved and favorably voted on by this committee. 

Since the Cal-Sag project does not lie within my district I had 
little occasion in the past to give this project personal attention, 
However, I do reside in the greater Chicago area and over the past ? 
years the critical importance of Cal-Sag, not only to Chicago but 
to the whole vast and rich midcontinent area, has been forcibly driven 
home to me. 

My lack of knowledge on the subject of the Calumet-Sag naviga. 
tion project is understandable. Like millions of my fellow citizens 
Calumet-Sag was a mere name for a project that has been pleading 
for attention for more than 20 years. 

However, during the past 2 years the apathy and ignorance sur- 
rounding Cal-Sag has been decisively shattered. All credit for this 
constructive change must go to that group of leaders of organized 
labor, management, finance, and civic-minded individuals com- 
the Cal-Sag Waterways Development Committee. It «vas this group 
which brought to my attention and to the attention 6. many of my 
colleagues in Congress, as well as to millions of my fellow citizens 
the true facts regarding Cal-Sag, its vital national importance, its 
critical nature as a bottleneck in the system of inland waterways, and 
its restrictive effect upon industrial expansion. And it is upon this 
industrial expansion that increased payrolls, national prosperity, and 
the taxes therefrom to bolster national revenues rely. 

Upon the deliberations of this committee upon the subject of Cal-Sag 
there relies events of tremendous import to all of us. For Cal-Sag is 
something more than a mere channel in our network of national 
waterways. In its present condition it lies as a paralyzing bottleneck 
squarely in the heart of a transportation system upon which the 
movement of vast tonnages of raw materials and bulk commodities 
depend. Only our system of inland waterways can move this huge 
volume of freight at the low cost that spells industrial efficiency, and, 
at the present time, Cal-Sag is critically impeding that flow. 

Because of the unique position of Chicago and its surrounding area 
in a transportation sense, this section has been the scene of one of the 
greatest and most dynamic industrial expansions of modern times. 
Because of this, the area has become the heart and nerve center of the 
midcontinent area that now contains more than half of the population, 
wealth, and tax-producing property of the Nation. 

At the present time Cal-Sag is hampering and slowing this vigor- 
ous expansion. For in the area dominated by the obsolete Cal-Sag 
Channel 15,000 acres critically needed by industry lies immobilized. 
Release these acres by completion of the Cal-Sag project and you 
will spark an industrial expansion of $3 billion to create upward 
of 500,000 new job opportunities which would support a population 
of over 2 million persons. 

All this is what I have learned accurately concerning the Cal-Sag 
project from the statistics furnished by the alert and progressive 
Cal-Sag Waterways Development Committee. It was because of 
this that last year I enthusiastically placed my signature upon the 





res 
to 
lin 


res 
wal 
tio 
no’ 


gol 


It : 


ela 
ins 
up’ 
tan 
to | 


con 
est 


P nat 


this 


B abl. 
@ <4) 


tun 
bef 


imp 
Inte 


403 


resolution petitioning the President and the Bureau of the Budget 
to place Cal-Sag on the Federal budget without any ceiling criteria 
limitations. 

I would like to point out at this time that this was a rather unique 
resolution in that it was signed by every member of the Illinois dele- 
vation in the House of Representatives, regardless of party affilia- 
tions. And I am happy to report that the entire [linois delegation 
now reaffirms this unanimous support. 

This resolution removed Cal-Sag from the “no new starts” cate- 
gory by being placed in the Federal budget for a $4 million start. 
It also removed Cal-Sag from the established ceiling criteria. 

I might add, that the question of local participation has been 
clarified to a large extent as far as this project is concerned. For 
instance, it was shown that local governments had already spent 
upward of $400 million at current price indices to develop and main- 
tain this facility at its present level. These facts show Cal-Sag 
to be unique on this score among Federal public works projects. 

These are the facts which should govern the deliberations of this 
committee in its serious consideration of this vital project. In my 
estimation, it is doubtful if any project of greater magnitude and 
} national importance will come before this distinguished body during 
this session of Congress. Therefore, I urge this committee to favor- 
ably act upon the Calumet-Sag navigation project and approve the 
“4 million in the Federal budget for its start. 

May I express my appreciation for having been given this oppor- 
tunity to express my views and feelings on this important subject 
before this august body. 


Mr. Marsnauyi. We appreciate your statement, Congressman. 


CatuMET-SaGa NAVIGATION PROJECT 
WITNESSES 


HON. WILLIAM A. ROWAN, EXECUTIVE SECRETARY, CALUMET 
REGION CONGRESS 

HJALMAR W. JOHNSON, CHAIRMAN, INLAND WATERWAYS CO. 
ORDINATING COMMITTEE 

JOHN G. HENNEBERGER, CHICAGO SANITARY DISTRICT 

HENRY W. GOODALL, MANAGER, GREAT LAKES DIVISION, MISSIS- 
SIPPI VALLEY ASSOCIATION 


Mr. MarsHauu. We have before us, Mr. William Rowan, executive 
secretary of the Calumet Region Congress, and Mr. Hjalmar W. John- 
son of the Inland Waterways Coordinating Committee. 

We will hear from Mr. Rowan at this time. 

Mr. Rowan. Mr. Chairman and gentlemen of the committee, as 
stated, I am the secretary of the Calumet Region Congress, an organi- 
zation of people in both Hlinois and Indiana, in the territory adjacent 
to the Calumet waterways. 

We represent approximately a quarter of a million people, indus- 
(rial organizations, labor organizations, commercial organizations, 
improvement clubs, and people in all walks of life, who have been 
interested in the Cal-Sag development for many years. 
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I want to say to the members that from 1943 to 1947, I was a Men. 
ber of Congress from the Second District of Illinois, and at that time 
as a member of the Committee on Rivers and Harbors, I sponsored the 
so-called Lakes to the Gulf Waterway project, as it refers to Chicago, 

Since that time, I have been engaged in work with civic organiza- 
tions in the promotion of this undertaking. 

Mr. MarsHatu. We are always pleased to have former Members 
appear before us. 

Mr. Rowan. Mr. Chairman, this has been one of the great dreams 
of my life to see the Lake to the Gulf Waterway completed. 

As a young man, I started out as a newspaperman in Chicago, and 
my early assignments were wtih the Lakes to the Gulf Waterway. 

I went to the city council and was chairman of the committee on 
harbors, waters, and bridges for 16 years, and the city of Chicago 
sought in every possible way to extend its cooperation to any project 
which looked forward to the development of the Lakes to the Gulf 
Waterway. 

I am not going to attempt to give you a series of tables ani 
statistics, but just a brief summary of the waterway project. 

From the present historic days throughout the entire history of 
our Republic, history reveals that practically a majority of the per- 
sons of the United States at one time or another, advocated the 
development of the Lakes-to-the-Gulf Waterway. 

Enactment by Congress of the St. Lawrence seaway legislation 
makes it imperative that the prehistoric connection between the Mis- 
sissippi River and the lower end of Lake Michigan, namely Chicago, 
be restored. When the St. Lawrence seaway is completed, and an 
adequate connection is established between the Great Lakes and the 
Mississippi River, there will be a union of the Gulf of Mexico with 
the waters of the Atlantic. Thus, the United States will be bisected 
by the greatest inland waterway system in the entire world. 

Separating the Great Lakes and the Mississippi Valley drainage 
basins is a low morainic divide which was formed Jasin the recession 
of the great ice sheet which, during the last glacial period, some 
20,000 years ago, covered the Middle West as far south as southern 
Illinois. 

As the climate warmed, the melt waters of the ice sheet remained 
in the ice-scoured basins, which thus became the ancestors of the 
Great Lakes. One of them, which geologists call Lake Chicago, 
covered all the area now occupied by Lake Michigan and, in addi- 
tion, many square miles, now land, including most of the area of the 

present city of Chicago. This flat plain thus was once lake bottom. 
Bince the present outlet of the Great Lakes, through the St. Lawrence 
Valley, had not yet been laid bare by the retreating ice sheet, drain- 
age was southwestward through the divide, to the Mississippi, and 
thence to the Gulf of Mexico. 

The great flow of lake waters thus forced a passage through the 
moraine. Nature thus set the stage for the later development of 
what was to become the Chicago region’s main route to the South- 
west. The divide was cut by two low passes or sags: One southwest: 
ward from the present site of downtown Chicago; the other, know! 
as the Calumet-Sag, westward from the area now occupied by the 
industries of South Chicago. 
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As the great ice sheet further receded, the St. Lawrence drainage 
outlet opened up, and the waters abandoned the two natural chan- 
nels through the divide, leaving behind smaller streams which in part 
followed the earlier routes. The Indians followed those routes. The 
site of Chicago was very early an important portage or land connec- 
tion between the two waterway systems. 

The great campaign for the reunion of the Great Lakes with the 
Mississippi River was inaugurated in 1670 with the Joliet-Marquette 
expedition. This party crossed the head of Lake Michigan, ascended 
Green Bay as far as the head of the Fox River, then made a portage 
to the Wisconsin River, and paddling their canoes, passed through 
the Dells and emerged between high bluffs in the valley of the Mis- 
sissippi. Here they founded the present city of Alton, Il. 

A little below they discovered the Missouri and kept on until they 
reached the mouth of the Arkansas River. Beholding the broad 
waters of the Mississippi, they learned that this river emptied into the 
Gulf of Mexico—not the Atlantic or the Pacific Ocean. Fearing 
capture by Spaniards, who held the mouth of the river, these ex- 
plorers retraced their way, reaching Lake Michigan by way of the 
Illinois River and an easy portage to where Chicago, the second city 
inthe United States, is now located. 

If Congress aids in the Lake-to-the-Gulf Waterway by approving 
the widening of the Calumet-Sag Channel as recommended by the 
Corps of Engineers, great progress will be made in fulfilling the 
prophesies and answering the prayers of Father Marquette and his 
associates—“a wedding of the Great Lakes and the Mississippi.” 

The first President of the United States, George Washington, was an 
advocate of the Lake-to-the-Gulf Waterway. 

Abraham Lincoln, the martyred Civil War President, when a Mem- 
ber of Congress, made his first visit to Chicago and his first speech in 
the city at a Chicago River and Harbor convention—July 5, 6, 7, 
1847. The Chicago Journal, July 6, 1847, made this statement : 

Abraham Lincoln, the only Whig Representative to Congress from this State, 
we were happy to see him in attendance upon the convention * * *. We expect 
much from him as a Representative in Congress * * *, 

The great editor, Horace Greeley, made this report to his paper, 
wrote: 

_ In the afternoon, Hon. Abraham Lincoln, a tall specimen of an Illinoisan, 
Just elected to Congress from the only Whig district in the State, was called 
out, and spoke briefly and happily in reply to Mr. (David Dudley) Field * * *. 

About the time Abraham Lincoln made his first speech in Chicago 
advocating the Lake-to-the-Gulf Waterway, Lt. Jefferson Davis, 
afterward President of the Confederate States during the Civil War, 
‘ame from college and was assigned to make a survey of Lake Michigan 
and its tributaries. He came accompanied by a corps of bright, young 
Army engineers. They made an exhaustive study, and a report by 
Lt. Jefferson Davis tells that he, without any equivocation, gave his 
approval of the Calumet River over the Chicago River. In fact, the 
young Army engineer recommended and urgently advocated improve- 
ment of the Calumet Harbor, the Calumet River, and Lake Calumet. 

Commenting on Lake Calumet, Lt. Jefferson Davis said: 


Not alone because of the superior natural depth and liberal seaboard, but be- 
cause Lake Calumet, having such ample facilities as a hiding place and refuge: 
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for the American Navy, establishment of an improved harbor there should be 


-considered. 


Recent studies have revealed that the idea of a refuge for the Navy 
in Lake Calumet had other advocates in those days. Certain naval 
strategists were of the opinion that such a place was needed where the 
Navy could be hidden to avoid general engagement oe forced 
upon it, and whence it could make sorties on the enemy, something like 
naval tactics of the buccaneers in the Caribbean. 

Senator Stephen A. Douglas, Lincoln’s great oratorical rival, was 
another advocate of a waterway connection between Chicago and the 
Mississippi. He, too, preferred the Calumet River over the Chicago 
River. 

Long after the Civil War, a number of distinguished Members of 
Congress, most of whom have passed to their reward, advocated a 
lake-to-the-gulf connection from Chicago. Among these were the 
late Congressman James R. Mann, the late Congressman Morton B, 
Hull, the late Congressman P. H. Moynihan, and the late Congress. 
man James Buckley. 

Congressman Raymond 8S. McKeough, of the Second Illinois Dis- 
trict, secured the first appropriation of the Calumet-Sag Channel of 
$1,600,000 for the construction of three “passing places” or “lie by’s” in 
1936. 

The Calumet-Sag project, together with the development of the 
Grand Calumet River, the Indiana Harbor Ship Canal, and the Burn’ 
ditch development to Gary, Ind., were made a part of the Lake-to-the- 
Gulf Waterway program by legislation, I sponsored while a Member 
of the Congress of the United States in 1946. There was no appropria- 
tion at that time, since this was all part of a vast public works post- 
World War II program. 

It was thought, in 1946, when this legislation was passed, that im- 
mediately after World War II there would be a slump in employ- 
ment, and plans were made for a vast public-works program.  Inas- 
much as there was no cessation in work, and industry continued to 
run at high production figures, the public works program was not 
necessary at that time. 

Passage of the St. Lawrence seaway bill, however, created a new 
urge for facilities to handle the ocean commerce. The Calumet area, 
with Lake Calumet—a landlocked harbor, where masted ships and 
barges could interchange cargoes—was a focal point of interest. 
Ideas were immediately formulated for harbor facilities in Lake 
Calumet, and there were incessant demands for breaking the bottle- 
neck in the Calumet-Sag Channel. 

Briefly, the inland waterway program is in three phases: The St. 
Lawrence seaway, Lake Calumet Harbor, and the Calumet-Sag Char- 
nel. The St. Lawrence seaway is under construction. Plans are 
being made by local governments to expend approximately $25 mil: 
Jion in Lake Calumet, leaving the Calumet-Sag as the one barrier 
to commerce between the Atlantic and the Gulf of Mexico. It is be 
cause of this situation that all Inland Waterway advocates are urging 
the immediate start on the comprehensive Calumet-Sag-Lake-te- 
Mississippi Waterway connection. 

The engineering and economic features of the Calumet-Sag project 
are accurately portrayed by the Corps of Engineers and by marine 
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authorities who have made a painstaking study of the entire subject. 
[ subscribe wholeheartedly to their splendid and logical conclusions. 
Vast supplies of ore and limestone, coal, and other raw materials are 
required to keep the great industries i in the Calumet sector operating 
to full capacity. It is necessary for manufacturers to look many 
years ahead, and all agree that raw materials will eventually have to 
be brought from such distances as Labrador on the north or from cer- 
tain Latin American countries which have unlimited amounts of the 
materials we need. 

The Calumet Region Congress, of which I am the executive secre- 
tary, represents approximately one-quarter million people. The 
principal objective of this group is to further commerce and industry, 
with special stress in inland waterway dev elopment. We represent 
industry, business, labor, and civic groups in Chicago and Cook 
County and from Lake Michigan to the main Chie: ago ‘Sanitary and 
Ship Canal. 

We are affiliated with organizations across the State line in Indiana 
which are seeking development of the Indiana-Calumet waterways— 
with outlets to the lake at East Chicago and Gary, Ind. 

As a newspaperman, I was assigned to gathering marine news from 
local papers more than one-third ‘of a century ago. As an alderman 
of the city of Chicago, I was chairman of the City Council Committee 
of Harbors, Wharves, and Bridges, which endeavored to cooperate 
with all programs for the dev elopment of Calumet Waterways. 

As a Member of Congress representing the Second Illinois District 
from 1943 to 1947, I was a member of the Rivers and Harbors Com- 
mittee, and devoted much time to the various plans for the utilization 
of waterways, both natural and artificial. I am happy to have played 
a part in advocating the inclusion of the Calumet-Sag Channel in the 
public works program of 1946. 

Having been permitted, in some small way, to contribute to the 
great goals which are now almost in sight, I feel that I would like to 
finish my career with the knowledge that the last hurdle in the St. 
rte ‘e seaway, Great Lakes-to-the-Gulf Waterway, namely, the 

Calumet-Sag Channel, will eventually be cleared. 

I express my apprec ‘iation to you for listening to me, and I hope you 
will carefully review the historical data [have pr esented. 

In conclusion, I want to say it would be a great joy of my life, the 
culmination of a dream of nearly 35 years, if this c ommittee saw fit to 
acquiesce in the request of the President for preliminary appropriation 
for the Calumet-Sag Waterway. 

Mr. Marswaty. Thank you very much for your statement. 

Now, Mr. Johnson 

Mr. Jounson. I am vice president of the Inland Steel Co., of Chi- 
cago, and I am chairman of the Inland Waterways Coordinating 
Committee. 

There is no connection between the two inlands. 

The Inland Waterways Coordinating Committee consists of 21 
separate organizations. We banded together to present a united front 
on this project. The only reason for the existence of the organization 
is to sponsor the Cal-Sag project. The organizations include: 

The city of Blue Island 


The Calumet Region Congress 
The Chicago Association of Commerce and Industry 
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‘The Chicago Regional Planning Association 
Chicago Regional Planning Association 
The Chicago Regional Port District 
City of Chicago Department of Public Works 
The Cook County Board of Commissioners 
The East Chicago Indiana Chamber of Commerce 
The East Side Chamber of Commerce 
The Greater Indiana Chamber of Commerce 
The Hammond, Ind., Chamber of Commerce 
The Illinois Agricultural Association 
Illinois Rivers Carriers Association 
The Indiana Manufacturers Association B viat 
The Indiana State Chamber of Commerce 0001 
The Mississippi Valley Association com 
The Propeller Club of Chicago in t 
U. S. Port of Chicago gan 
The Sanitary District of Chicago com 
The South Chicago Chamber of Commerce 
The South Chicago Trade and Labor Assembly 
We could easily have had representatives from all of those organi- 
zations but we felt it better to let just one person represent the whole. 
I don’t want to take any of your time that is not necessary. I assume 
you are completely familiar with the whole project and that any words 
of explanation would be wasted. ean 
I would just like to state that we who live in the Calumet area see 
the potential of that tremendous area. It is now the world’s greatest 
industrial area. In that small stretch of frontage on Lake Michigan, 
down in that corner, in the distance of a bare 15 miles, is the world’s 
largest cement plant, the world’s largest oil refinery, the world’s larg- 
est steel plant, the third largest steel plant in the world, the fifth 
largest steel plant in the world, plus many, many other manufacturers. 
There is over 60 million tons of waterborne commerce that comes 
into that section of the lake. Just over the divide, 15 or 20 miles away 
is the whole Mississippi waterways system, on which several hun- 
dreds of millions of dollars have been spent. But the two are not 
linked together and there is just this short distance of 16 miles that 
needs completion so that this rich industrial region can serve all of the 
wealthy agricultural Middle West, and vice versa. app 
I would like to have your permission to file a statement which sets “ 
out in detail much of this information, and I would like to state that aia 
the requirements of local cooperation, as required by law, have been HF jor 
complied with. This includes the cooperation that is required from the JF tion 
State of Illinois, the county of Cook, the Sanitary District of Chicago, ay 
the Forest Reserve District of Chicago, the city of Chicago, itself, and J}, 
the city of Blue Island. legis 
These assurances are on file with the Army engineers, and I under- J Fea 
stand that they are satisfied that they are in the proper form and in Hs. 
the proper order. 7 
This is the statement I would like to file. as ‘ 
Mr. Marsnatn. We will accept your statement for the record. Ilin 


Mr. Jounson. Thank you. pe 
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(The statement referred to follows :) 


STATEMENT OF H. W. JOHNSON, CHAIRMAN, INLAND WATERWAYS COORDINATING 
COMMITTEE, IN SUPPORT OF AN APPROPRIATION OF $4 MILLION To START CONSTRUC- 
rloN OF Part I OF THE CALUMET-SAG NAVIGATION PROJECT DESCRIBED AS “ILLINOIS 
WATERWAY AND GRAND CALUMET RIveR, ILL.-IND.”’ In HOUSE DOCUMENT No. 677, 
7ToTH CONGRESS, 2D SESSION 


My name is H. W. Johnson. I am vice president of the Inland Steel Co. with 
offices located at 88 South Dearborn Street, Chicago 3, Ill. 

I am chairman of the harbors and waterways committee of the Chicago Asso- 
eiation of Commerce and Industry and also chairman of the inland waterways 
coordinating committee, organized on May 15, 1954, to unify the efforts of civic, 
commercial, labor, and agricultural organizations and public agencies interested 
in the development of the Calumet-Sag navigation project. The following or- 
ganizations and agencies are members of the inland waterways coordinating 
committee : 

City of Blue Island 

Calumet Region Congress 

Chicago Association of Commerce and Industry 
Chicago Regional Planning Association 
Chicago Regional Port District 

City of Chicago, Department of Public Works 
Cook County Board of Commissioners 

East Chicago (Ind.) Chamber of Commerce 
East Side Chamber of Commerce 

Gary (Ind.) Chamber of Commerce 
Hammond (Ind.) Chamber of Commerce 
Illinois Agricultural Association 

Illinois Manufacturers Association 

Illinois River Carriers’ Association 

Indiana Manufacturers Association 

Indiana State Chamber of Commerce 
Mississippi Valley Association 

Propeller Club of the United States Port of Chicago 
Sanitary District of Chicago 

South Chicago Chamber of Commerce 

South Chicago Trades and Labor Assembly 

These organizations, representing agriculture, labor, industry, and local gov- 
ernments, firmly believe that the Calumet-Sag navigation project is necessary 
to national security and will bring important and lasting benefits to the people 
in the Great Lakes and Mississippi River areas. They urge the committee to 
approve the $4 million appropriation so that work on this project can get 
started this year. 

Although not officially a member of the inland waterways coordinating com- 
mittee, the State of Illinois has given its assurance of full cooperation. By let- 
ter dated March 14, 1955, Gov. William G. Stratton addressed a communica- 


; tion to the district engineer, Chicago district, Corps of Engineers, United States 


Army, stating that the State desired to cooperate to the fullest extent in advanc- 
ing and promoting the Calumet-Sag navigation project. He also stated that 
the State would rebuild highway bridges coming under its jurisdiction, support 
legislation to acquire land from private interests for spoil and assured the 
Federal Government that work required by local interests including the build- 
ing and alteration of bridges in the city of Blue Island will be performed within 
5) years after an initial Federal appropriation is granted. 

The Calumet-Sag navigation project, described in House Document No. 677 
is “Illinois Waterway and Grand Calumet River, LIllL-Ind.,” is a part of the 
Illinois Waterway. This waterway provides a channel for barge navigation 
between the Mississippi River at Grafton, Ill., a point approximately 38 miles 
above St. Louis, Mo., and the Chicago and Calumet Harbors in Lake Michigan. 
From the Mississippi River it consists of the canalized Illinois and Des Plaines 
Rivers, a distance of 291.1 miles to the lower end of the Chicago Sanitary and 
Ship Canal at the emergency dam north of the Lockport lock. From Lockport 
lock one route follows the Chicago Sanitary and Ship Canal and the Chicago 
River to Chicago Harbor. Another route follows the Chicago Sanitary and Ship 
Canal to Sag Junction, thence the Sag Channel, the Little Calumet River, and 
the Calumet River to Calumet Harbor on Lake Michigan, a distance of approxi- 
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mately 42 miles. The Calumet River from turning basin No. 5 to Calumet Harbor 


a distance of 6 miles, is improved for lake boat navigation. The Little Cal. es 
met River is also improved for barge transportation except for highway anj ” 
railroad bridge alteration. the 
With the improvement of the 36 miles from the emergency dam just north of ad 
Lockport to turning basin No. 5 in Lake Calumet an adequate and efficien; aa 
waterway for barge navigation will be provided between the Mississippi Rive; > y 2 
system and Lake Michigan. _ 
For construction purposes the Army engineers have divided the project inty ae 
two parts. Part I consists of the improvement of the Calumet-Sag Channel, , = 
distance of 16.2 miles from Sag Junction to the controlling lock just east of a 
Blue Island, Ill., together with alteration of railroad and highway bridges be. cs 
tween Sag Junction and turning basin No. 5 and a new lock and controlling “2 
works just south of Lake Calumet. This channel is only 60 feet wide with By ., 
3 passing places 150 feet wide and is inadequate to take care of present com. nel 
merce between the Illinois Waterway, on the one hand, and Lake Michigan and me 
the Calumet, Ind., Harbor-Gary area, on the other hand. = 
Attached hereto is a brochure prepared by the inland waterways coordinating app! 
ry committee titled “Destiny’s Ditch” describing the Calumet-Sag navigation aaa 
project. ace 
id The center spread contains a map showing the present channels and the » ; 
Ke authorized improvements. The present channels are shown in black. The part Sal 
q colored red outlines that portion which Army engineers have designated as part | ve 
. for construction purposes. The part colored pink, namely, a widening of the the | 
a Chicago Sanitary and Ship Canal from the emergency dam just north of Lock- qT 
“y port lock to Sag Junction and the improvement of the Grand Calumet River east ~ 
- of its junction with the Little Calumet River, is designated as part II for con. ms 
:= struction purposes. mae 
«20 On the following page are listed seven important benefits that will result fron pe 
t construction of the Calumet-Sag navigation project. The first estimate of in- el 
mr ier dustrial development contained in item 5 involved only the area along the Sag bs 
I: Channel. This item has been corrected to show land available for industrial plac 
. al development and an estimate of new plant construction for the area along the “ 
* pee entire project. This will be explained in more detail later in my statement. ue 
o : 
t, PROSPECTIVE TONNAGE ota 
’ ue 
‘ Commerce on the Illinois Waterway increased from 1,584,000 tons in 1935 to tons 
* 20,077,414 tons in 1953. On the Cal-Sag route, between Sag Junction and turning was 
f, basin No. 5, it increased from 44,270 tons in 1935 to 3,575,688 tons in 1953. trafl 
> The Army engineers’ estimate, shown in their report in House Document No. 01 
: 677, is 9,093,900 tons to be developed within a period of approximately 5 years mat 
¥ after completion of the project. Of this amount 4,436,300 tons is estimated for deve 
2 the Calumet River, Lake Calumet, and the Little Calumet River or part I of the It is 
" project. The Army engineers also estimate that within a period of from 25 to pers 
“4 30 years after completion the Calumet-Sag Channel might be expected to attract nect 


18 million tons annually. These estimates of traffic were based upon industries 
in existence in 1938 and make no allowance for their expansion or for the estal- 
lishment of new ones. ir 
Due to the development which has occurred along the proposed channel the 
engineers now estimate that within 5 years after completion traffic of 11,980,000 
tons annually will move through the Calumet-Sag Channel. Based upon indus 
trial expansion in the Chicago Metropolitan District since 1938, when the orig 
inal estimate was made, and the anticipated expansion that will result from pro} 
an improved waterway, we consider the Army engineers’ estimate as exceedingly chal 
conservative. From 1940 to 1954, inclusive, the value of investments in facil: It is 
ities for production in the Chicago metropolitan area increased $3,153 million. that 
From 1989 to 1954 the value of productions of manufacturing establishments tari 
increased from $4,278 million to $17 billion, or approximately 300 percent. 2 the 
basis of an adjustment in the purchasing power of the dollar, the increase chal 
manufacturing output would amount to approximately 80 percent. Si 
Although it may be expected that industrial development in the area served lowe 
by the proposed channel would be accelerated as a result of the benefits of lower sipy 
transportation costs by water, the Army engineers’ estimate of prospective tol: five 
nage 5 years after completion is only 82 percent higher than that estimated i rene 
1938. If we increase the 1938 estimate by 80 percent, the actual increase il Gre: 
manufacturing output, the prospective commerce becomes 16,367,400 tons. That nels 
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the Army engineers’ estimate is exceedingly conservative is further demonstrated 
by the fact that even under present difficult operating conditions the tonnage on 
the Calumet-Sag Channel has increased since 1946 from 1,093,788 tons to 3,575,688 
tons in 1953, or only 861,000 tons less than the original estimate of Army engi- 
neers. We have not attempted to estimate what the tonnage will be within 
5 years after the channel is completed since on the basis of the ultraconserva- 
tive estimate of 11,980,000 tons annually the project is economically sound and 
has a benefit-to-cost ratio of 2.6 to 1. On basis of an annual tonnage of 16,- 
367,000 tons the saving would be $33,388,000 and the benefit-to-cost ratio would 
be 4.9 to 1. 

The foregoing estimates do not take into account new industry which will 
develop after the channel is improved. 

Surveys of vacant and potentially vacant properties along the proposed chan- 
nel indicate that along the Calumet-Sag Channel and the Little Calumet River 
there will be available approximately 4,400 acres of land for industria! develop- 
ment. In the Lake Calumet and Calumet River areas there will be available 
approximately 4,700 acres and in Lake Calumet new land to be filled in will 
amount to approximately 1,200 acres. This makes a total of 10,300 acres of land 
available for industrial development in the area involved in part I of the project. 
In the State of Indiana and in Illinois along the Grand Calumet River, part II 
of the project, it is estimated that there will become available somewhere between 
4,500 and 5,000 acres of land, making a total of approximately 15,000 acres for 
the entire area. 

The industrial department of the Chicago Association of Commerce and In- 
dustry in cooperation with the Commonwealth Edison Co. and other interests 
in the Chicago metropolitan area estimate that over a period of 30 years approxi- 
mately $5 billion will be invested in plants and equipment. It would, therefore, 
appear that the Army engineers’ estimate of 18 million tons of traffic within a 
period of from 25 to 30 years is low and that a much larger amount might 
well be anticipated. In fact, considering the expansion which has already taken 
place and the new construction anticipated within about 30 years the tonnage 
may well be estimated at twice the Army engineers’ figure of 18 million tons. 

Another indication that the Army engineers’ long-range estimate is too low 


is found in an analysis of commerce on the Illinois Waterway below Lockport. 
> In 1933 traffic for the Illinois Waterway below Lockport was estimated at 


8,330,000 tons. The actual tonnage for this waterway during 1953 was 16,492,564 
tons, an increase over the estimate of 98 percent. The 8,330,000 ton estimate 
was exceeded in 1947 when 8,814,456 tons were actually transported. This 
traffic developed in a period of approximately 20 years. 

On the basis of employment in heavy industry in the Chicago area, it is esti- 
mated that for each acre developed 20 persons will be directly employed. The 
development of 15,000 acres will thus provide employment for 300,000 persons. 
It is also estimated that for each person employed directly there will be another 
person employed in service industries, making a total of 600,000 new jobs in con- 
nection with the industrial development of the area along the proposed channel. 


CONNECTING TWO GREAT WATERWAY SYSTEMS 


Important as this development is and the potential volume of traffic that will 
result therefrom, of even greater importance is the benefit to the thousands of 
people in the Great Lakes and Mississippi River areas. The proposed project 
will provide a connecting channel between the Mississippi River system and the 
Great Lakes area. With the completion of the Great Lakes-St. Lawrence seaway 
project a substantial increase in the volume of traffic will result from the inter- 
change between lake boats, ocean vessels and barges in the Lake Calumet area. 
It is difficult to estimate what the volume of such traffic will be, but it is certain 
that the people in the Midwest, served by the Mississippi River and its tribu- 
taries cannot enjoy the full benefits of the St. Lawrence seaway project unless 
the Calumet-Sag Channel is improved, as proposed, and commerce freely inter- 
changed between lake boats, ocean vessels, and barges. 

Several hundred million dollars have been spent on the development of the 
lower Mississippi River, the Ohio River, the Missouri River, the upper Missis- 
sippi River, and the Illinois River for navigation purposes. One hundred and 
five million dollars is now being spent for the development of the St. Law- 
rence seaway to provide a 27-foot channel so that ocean vessels can enter the 
Great Lakes. Plans are in the making for improyement of the connecting chan- 
hels between Lake Erie, Lake Huron, Lake Michigan, and Lake Superior to pro- 
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vide a 27-foot channel connecting these lakes and thus make possible the moya 
ment of ocean vessels from and to Lakes Superior and Michigan. These cop. 
necting channels are estimated to cost approximately $152 million. 

The Sag Channel provides a connecting link between the Great Lakes systey, 
on the one hand, and the Mississippi River system, on the other hand. Without 
the improvement of the 16.2 miles contemplated in part I of the Calumet-Sag 
navigation project there will be no adequate, efficient, and economic channel 
for the interchange of traffic between these two great inland waterway systems, 
The present inadequate connecting channel is comparable to a situation result. 
ing from the construction of a transcontinental railroad connecting the Atlantic 
with the Pacific and leaving a 16-mile stretch in the middle of the continent 
incomplete, thereby requiring transfer from one rail segment to the other over 
an inadequate highway. 

The Chicago Regional Port District is now planning a $25 million improve. 
ment project in the Lake Calumet area. It is proposed to construct grain ele. 
yators, transit sheds, and other facilities needed for the loading and unloading 
of barges, ships, trucks, and railroad cars, and for the transfer of traffic between 
lake ships, ocean vessels, barge lines, railroads, and motor carriers. Work on 
this project is expected to begin this fall. 

It is anticipated that the St. Lawrence seaway project will be completed by 
1959. The Calumet-Sag project will take about 6 years, and if it is started this 
year it will not be completed until 1961. If it is not started now it cannot be 
finished until long after the completion of the St. Lawrence seaway. The 
project, therefore, ceases to be a local one, but becomes important to the entire 
Mississippi Basin and the Great Lakes area. 


COST OF PROJECT 


The total cost of the project is estimated by Army engineers on the basis of 
July 1953 prices as $181,786,000. Of this amount, the cost to the Federal Gov- 
ernment will be $126,343,000 and the cost to local interests will be $55,443,000. 
The annual carrying charges, including interest during construction, amortiza- 
tion, and maintenance, amount to $6,790,000. 

Part I of the project, that is, the improvement of the Calumet-Sag Channel, 
a distance of 16.2 miles from Sag Junction to the controlling lock just east of 
Blue Island, the installation of a new lock and controlling locks in the Little 
Calumet River just south of Lake Calumet, together with necessary bridge and 
utility alterations, is estimated by Army enginers to cost $98,078,000, of which 
local interests will assume $17,840,000. The annual carrying charges on part ! 
of the project, including interest during construction, amortization, and main- 
tenance, will amount to $4,232,500. 


BENEFITS 


As previously indicated, the Army engineers’ estimate of annual tonnage 
which will move through the waterway 5 years after completion is 11,980,000 
tons. During the year 1953, 3,576,000 tons moved through the present channel, 
leaving an increase of 8,404,000 tons of new traffic. The Army engineers also 
estimate that the weighted average saving in transportation charges per ton 
amounts to $2.04. A saving of $2.04 per ton on this new traffic of 8,404,000 tons 
results in a saving of $17,144,000. This saving is to be compared with the total 
annual carrying charges of $6,790,000, representing a benefit-to-cost ratio of 
2.52 to 1 for the entire project. For part I of the project, Army engineers esti: 
mate total traffic of 7,808,500 tons to be developed within 5 years after part ! 
of the channel is completed. In 1953 actual traffic on the Calumet-Sag Channel 
amounted to 3,576,000 tons. Within 5 years it is, therefore, estimated that 
there will be 4,232,500 tons of new traffic developed. On the basis of a saving 
of $2.04 per ton, on 4,232,500 tons of new traffic the saving will amount t0 
$8,634,300. This saving is to be compared with annual carrying charges fot 
part I of the project of $4,232,500, representing a benefit-to-cost ratio of 2.4 
to 1. 

I have already indicated that in my opinion the volume of traffic estimated 
by Army engineers is ultraconservative since it did not take into considerati0 
new industrial development nor the expansion of existing industries. 

As I prevously pointed out manufacturing output in the Chicago metropolital 
area during the past 15 years has increased by 80 percent. With the improve 
ment of the Calument-Sag Channel, the development of the area tributary 
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the channel should increase more rapidly than other portions of the Chicago 
metropolitan area due to the lower cost of water transportaion available, 
An 80 percent increase in the 1948 estimate would, therefore, seem more logical 
than the 82 percent increase used by Army engineers. An increase of 80 percent 
in the Army engineers’ estimate for the entire project would result in prospective 
tonnage of 16,367,400. The original estimate for part I of the project was 
4.436300 tons. Increasing this amount by 80 percent results in 7,985,340 tons 
as an estimate of the traffic to move on the channel involved in part I of the 
project within the next 5 years. A saving of $2.04 per ton on 7,985,340 tons 
amounts to $16,290,000. This saving is to be compared with annual carrying 
charges of $4,232,500 for part I of the project or a benefit-to-cost ratio of 3.85 
01. 

For a long range period of some 25 to 30 years, the benefits will be greatly 
increased. The Army engineers’ conservative estimate is that traffic will increase 
to 18 million tons annually. On the basis of 18 million tons of traffic and 
the saving of $2.04 per ton, the total savings amount to $36,720,000. Comparing 
this saving with annual carrying charges of $6,790,000 results in a benefit to cost 
ratio of 5.40 to 1. 

From the foregoing it is clear that the entire project, as well as part I of 
the project treated separately, is economically sound and that the benefits which 
will result to the people within the Great Lakes and Mississippi Valley areas 
will be much greater than the cost of construction. 


LOCAL COOPERATION 


Approval of the project by Congress in 1946 was conditioned upon assurances 
from local interests that necessary alteration or removal of highway and rail- 
road bridges would be made; that provisions for adequate spoil areas would be 
provided and that all alterations of utilities would be made free of cost to the 
United States Government. The specific proviso on page 2 of House Document 
No. 677 reads as follows: 

“Provided that local interests agree to furnish free of cost to the United States 
all lands, easements, and rights-of-way and spoil-disposal areas necessary for 
the new work and for subsequent maintenance when and as required, including 
the alteration of utilities as necessary, with the exception of such land needed 
for the waterway as is now occupied by abutments or railroad tracks at the 
approaches to railroad bridges; and agree to remove at their own expense or 
satisfactorily alter the highway bridges across Des Plaines River at McDonough 
and Cass Streets (Joliet) and across the Chicago Sanitary and Ship Canal at 
Sixteenth Street (Lockport), Romeo Road and Lemont Road, and all highway 
and street bridges across the channels included in the project, lakeward of Sag 
Junction, which in the opinion of the Secretary of War constitute unreasonable 
obstructions to navigation; construct all necessary new highway, street, or foot 
bridges across these channels; agree to provide near Clark Street, Gary, Ind., an 
adequate public barge-rail-truck terminal open to all on equal terms: And fur- 
ther provided that the several sections of the proposed channel may be improved 
as separate units when considered advisable by the Secreta:y of War and the 
Chief of Engineers after local interests have provided, or furaished assurances 
satisfactory to the Secretary of War that they will provide, the cooperation re- 
quired for any unit.” 

Local agencies involved in this work are the State of Illinois, the County of 

Cook, the Forest Preserve District of Cook County, the Sanitary District of 
Chicago, the city of Chicago, the city of Blue Island and the railroads. From 
all of the above-named local groups assurances have been received to the effect 
that they will, say within a period of 5 years, do the specific work coming within 
their respective jurisdictions. 
_ State of Illinois: A letter has been received from the Honorable William 
G. Stratton, Governor of the State of Illinois, stating that the State will rebuild 
the bridge across the channel at 96th Avenue and will alter the bridge at 
Cicero Avenue to clearances required by the Corps of Engineers; that the State 
Will support legislation to acquire land needed for spoil-disposal areas now 
owned by private interests. The Governor also assures the Federal Govern- 
ment that work required by local interests including the bridges in Blue Island 
will be performed within a period of 5 years after an initial Federal appropria- 
tion is granted. 

A letter from E. A. Rosenstone, director of the Department of Public Works 
and Buildings, State of Illinois, said that the State will remove the Archer 
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Avenue Highway Bridge at the west end of the Sag Channel sufficiently early to 
avoid interference with the operations of a Federal contractor widening the 
channel. 

County of Cook: The President of the Board of Commissioners of Cook County 
has given his assurances that Cook County will alter or abandon all bridges 
coming within its jurisdiction within a period of say 5 years, and the Boar 
of Commissioners of Cook County have adopted a resolution that they wil] 
remove the bridge at 104th Avenue. 

Forest Preserve District: The board of commissioners of the Forest Preserye 
District of Cook County has adopted an ordinance granting to the United States 
of America, easements through such of its land under the jurisdiction of the 
Forest Preserve District, of Cook County, Ill, as will be necessary for the 
construction operations of the widening project and for permanent use for 
spoil-disposal areas and landside drainage, ditches as planned by the Corps of 
Engineers, United States Army, and described in House Document 677, 79th 
Congress, 2d session. 

Sanitary District of Chicago: The board of trustees of the Sanitary District 
of Chicago has approved resolutions stating that the Sanitary District of Chi- 
cago will grant to the United States of America easements through such of its 
way lands embraced in the right-of-way of the Calumet-Sag Channel on its 
south side from Sag Junction to the controlling works foot bridge east of Blue p 
Island and also an easement through the right-of-way on the north side of said te 
channel in the vicinity of Blue Island as indicated by the plans prepared by the f 
Corps of Engineers. The resolution also provides that the Sanitary District \ 
of Chicago will remove without cost to the United States Government the 
bridges across the Calumet-Sag Channel owned by it at Kean Avenue, 86th ' 
Avenue, Homan Avenue, and Francisco Avenue, and that it will use its efforts \ 
to effect the relocation of all utility lines as required by the Corps of Engineers lu 
from Sag Junction to the controlling works foot bridge east of Blue Island. 

City of Chicago: The City Council of the City of Chicago has approved a reso 
lution in which it is stated that the city of Chicago will rebuild the bridge at 
Indiana Avenue across the Little Calumet River as required by the Corps of 
Engineers. 

City of Blue Island: The mayor and the City Council of the city of Blue 
Island are heartily in accord with the overall objectives of the Calumet-Sag 
navigation project. They have agreed to the removal of the bridges at Am Dy 
Street, at Chicago Street, and the Gregory Street foot bridge. They state that 
they are not financially able to rebuild the Division Street Bridge or to con- 
struct a bridge at Chatham Street. However, Governor Stratton, in his letter 
to the Corps of Engineers dated March 14, 1955, does assure the Federal Gov- Co 
ernment that work required by local interests, including the bridges in Blue re 
Tsland, will be performed within a period of 5 years after an initial Federal me 
appropriation is granted. Co 

Railroads: The Inland Waterways Coordinating Committee has not been ‘ 
working directly with the railroads regarding railroad-bridge alterations. How- St: 
ever, we are advised that the Corps of Engineers has been negotiating with all for 
of the railroads involved and that agreements have been reached in accordance the 
with the provisions of the Truman-Hobbs Act to rebuild the bridges according eX] 
to clearances required by the Corps of Engineers. ine 

We understand that the foregoing assurances by local interests are satis Se 
factory to the Corps of Engineers and considered to be in compliance with : 
the requirements of the act of Congress set forth in House Document No. 677, to 
79th Congress, 2d session. Sa 
rig 
CONTRIBUTION BY LOCAL INTERESTS rer 


lo 
As I previously pointed out, the Calumet-Sag navigation project is considered oe 


to be a feature of the Illinois Waterway extending from Grafton, II1., on the Cor 
Mississippi River, to Lake Michigan. Past Federal expenditures on the various ia 
reaches of this waterway to provide for a channel 9 feet deep amount to $30; Ay 
686,700. In addition to Federal expenditures, local interests have constructed ; 
or improved several channels which in varying degrees form a useful part of Cor 
the Illinois Waterway system. These expenditures amount to $84,800,000. They tra 
include construction of or improvements in the Chicago Sanitary and Shi) I 
Canal, the South Branch and West Fork of the Chicago River, the Calumet-Sa! anc 
Channel, the Calumet and Little Calumet Rivers, and the Illinois Waterway. Sta 
The expenditure of $20 million by the State of Illinois on the Illinois Waterway 
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was undertaken solely in the interest of navigation. The improvements in other 
channels were undertaken primarily to meet urgent needs of sanitation. How- 
ever, the work done represents construction which is a necessary part of the 
present navigation project and a substantial part of this construction would 
now have to be made if the work had not been previously undertaken by local 
interests. On the basis of present-day cost of construction the work done by 
local interests would amount to $4038,800,000. 

In addition to the foregoing, local interests have now agreed to an estimated 
expenditure of $17,840,000 to complete part I of the project and will be required 
to pay $37,603,000 to complete part II of the project, or a total of $55,443,000. 

In conclusion, I respectfully urge the committee to approve an initial appro- 
priation of $4 million so that work on this important project may be started 
this year. I also want to express my appreciation to the committee for the 
opportunity afforded the Inland Waterways Coordinating Committee to present 
its views on this matter. 


( Additional material was submitted for the use of the committee.) 

Mr. Jounson. I have here a letter from Hon. William G. Stratton, 
the Governor of the State of Illinois; a letter from Daniel Ryan, the 
president of the Board of Commissioners of Cook County, IIl.; a let- 
ter from Richard J. Daley, the mayor of the city of Chicago; a letter 
from the Chicago Regional Port District; a letter from the Illinois 
Agricultural Association; and I am also a director of the Western 
Society of Engineers, an engineering society that serves the Middle 
West, and as a director of that they asked me also to present a reso- 
lution from that organization. 

Mr. MarsHa.u. Without objection, the above-described documents 
will appear in the record at this point. 

(The documents referred to follow :) 

STATE OF ILLINOIS, 
EXECUTIVE OFFICE, 
Springfield, March 14, 1955. 
District ENGINEER, 
Corps of Engineers, United States Army, 
475 Merchandise Mart, Chicago 54, Ill. 

Dear Str: At a meeting with members of the Inland Waterways Coordinating 
Committee on March 14, my attention was directed to the local cooperation 
required by act of Congress before appropriations can be made for improve- 
ment of the Calumet-Sag navigation project. The approval of the project by 
Congress was conditioned upon the following assurances from local interests. 

“* * * provided that local interests agree to furnish free of cost to the United 
States all lands, easements, and rights-of-way and spoil-disposal areas necessary 
for the new work and subsequent maintenance when and as required, including 
the alteration of utilities as necessary * * * and agree to remove at their own 
expense or satisfactorily alter the highway bridges across * * * the channels 
included in the project, lakeward of Sag Junction which in the opinion of the 
Secretary of War, constitutes unreasonable obstructions to navigation * * *.” 

The completion of the Calumet-Sag navigation project is extremely important 
to the State of Illinois and will benefit agriculture, labor, and industry. The 
Sanitary District of Chicago has agreed to provide necessary easements for 
right-of-way and spoil-disposal areas, to require alteration of utilities and to 
remove such bridges as are owned by the sanitary district and which will no 
longer be needed. The Board of Commissioners of Cook County have programed 
four bridges and Mr. Ryan assured me that the Board of Commissioners of Cook 
County would take care of the bridges at Ridgeland Avenue and Francisco 
sr The city of Chicago has agreed to rebuild the bridge at Indiana 
Avenue. 

Assurances have also been received from the Forest Preserve District of Cook 
County to provide easements and spoil areas for that portion of the channel 
traversing forest preserve district property. 

Because of the importance of prompt action on Calumet-Sag navigation project 
and the benefit to agriculture, labor, and industry in the State of Illinois, the 
State desires to cooperate to the fullest extent in advancing and promoting the 
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Calumet-Sag project. The State will rebuild the bridge across the channel on 
96th Avenue and will alter the bridge at Cicero Avenue to clearances required 
by the Corps of Engineers. The State will also support legislation to acquire 
approximately 300 acres needed for spoil-disposal area now owned by private 
interest and assures the Federal Government that work required by local inter. 
ests, including the bridges in Blue Island, will be performed within say a period 
of 5 years after an initial Federal appropriation is granted. 
Sincerely yours, 
, Governor, 


OFFICE OF THE PRESIDENT, 
BOARD OF COMISSIONERS OF CooK COUNTY, ILL., 
Chicago, May 4, 1955. 
District ENGINEER, 
Chicago District, Corps of Engineers, United States Army, 
475 Merchandise Mart, Chicago, Ill. 

Dear Str: In connection with the authorized Calumet-Sag navigation project, 
this is to advise that the commissioners of Cook County heartily favor the early 
completion of this much-needed project and I am in a position to assure you that 
the board of commissioners will, at an early meeting, adopt a formal resolution 
pledging that Cook County will, within a period of 5 years from the commence- 
ment of construction, fulfill its obligation for the following structures on the 
State aid system of highways coming within the jurisdiction of the county of 
Cook, namely: 


1. Kean Avenue 5. 127th Street 

2. 86th Avenue 3. Kedzie Avenue 
3. Harlem Avenue 7. Western Avenue 
4. Ridgeland Avenue 


It is to be understood that the county of Cook undertakes to bear only that 
portion of the costs which local interests are required to assume by applicable 
Federal law at the time the bridges are built. 

Sincerely yours, 
DANIEL RYAN, President. 


OFFICE OF THE MAYor, 
Ciry or CHICAGO, 
May 5, 1955. 
Mr. H. W. JoHNSON, 
Chairman, Inland Waterways Coordinating Committee, Chicago, Ill. 


Dear Mr. JoHNSON: I understand that several witnesses from Chicago are to 
appear before a House Appropriations Committee subcommittee on Friday, 
May 6, 1955, to testify on the Calumet-Sag Channel improvement. 

Although I shall be unable to testify personally, I wholeheartedly endorse 
this project and am very anxious to see this initial appropriation approved. 
1 am sure that those who testify will adequately point out that this project 
is long overdue, and that its benefits will be widespread. I wish you success 
in this important endeavor. 

Please feel free to express my approval of the Calumet-Sag Channel widening 
when you appear before the subcommittee. 

Very truly yours, 


RicHarp J. DALEY, Mayor. 


CHICAGO REGIONAL Port District, 


Chicago 1, Iil., May 5, 1955. 
Mr. H. W. JOHNSON, 


Chairman, Inland Waterways Coordinating Committee, 
Chicago 2, Il. 

My Dear MR. JOHNSON: Pursuant to the development of local cooperation it 
connection with the initial stage of the Calumet-Sag project please be informed 
that the plans of the Chicago Regional Port District have now been matured 
and confirmed by our bankers. 

It is our intention to commence within the next 90 to 120 days the construc 
tion work on our first stage, which will total approximately $23 million. This 
will consist of two 6%-million bushel grain elevators and 4 huge transi 
sheds behind 3,300 running feet of steel dock. This facility is to be termed 4 
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ship and barge harbor, and, there is no question but what, when completed, 
it will have to be followed by another similar development in the following slip. 

Attached to this letter is a map showing the overall development of Lake 
Calumet which body of water and land as you know is now the property of 
the Chicago Regional Port District. The board believes that this is one of 
the most vital elements in the pursuance of local cooperation for the develop- 
ment of the Calumet-Sag into the Calumet region. 

By order of the board. 

Maxim M. COHEN, 
General Manager-Secretary. 


ILLINOIS AGRICULTURAL ASSOCIATION, 
Chicago, Ill., May 5, 1955. 
Mr. H. W. JOHNSON, 
Chairman, Inland Waterway Coordinating Committee, 
Chicago, Il. 

DEAR MR. JOHNSON: The Illinois Agricultural Association, as you know, is 
the State farm bureau organization in Illinois and has a membership of more 
than 200,000 farmers in the State. 

The Illinois Agricultural Association and its membership are very much 
interested in the widening and improvement of the Calumet-Sag Channel. From 
35 million to 50 million bushels of grain move up the Illinois Waterway and 
through the Calumet-Sag Channel to Chicago terminals each year. There is a 
substantial freight saving upon this grain moving by water and this saving is 
directly reflected to the grain producer in the price paid him for his grain. The 
price in the area where the grain can move by water is from 2 cents to 7 cents 
per bushel above the price in areas not having water transportation, depending 
upon the nearness to water and market conditions. With the construction of 
the St. Lawrence Waterway, we feel that increased quantities of grain will 
move to Chicago over the waterways for export. The Calumet-Sag Channel 
is inadequate to meet present needs and will be entirely inadequate to meet 
the needs of the increased traffic which we can foresee. 

We have referred only to inbound grain. We understand that there is a 
substantial movement (approximately 5 million bushels per year) of outbound 
grain and, of course, a large volume of industrial goods, commodities, and 
supplies moving through this waterway. 

Therefore, we want to join with you in urging approval of the appropriation 
for the widening and improvement of the Calumet-Sag Channel. 

Very truly yours, 
OTrTo STeFFEY, President. 


WESTERN SOCIETY OF ENGINEERS CIVIC COMMITTEE RESOLUTION ON IMPROVEMENT 
To CALUMET-SaG CHANNEL 


Whereas efforts have been made over the years to improve the Calumet-Sag 


> 
Channel by widening and replacing bridges, through Federal aid and, 

Whereas these efforts have produced only plans for these improvements to 
date, and, 

Whereas records of tonnage shipped on this waterway under existing adverse 
conditions show this has reached a total well above estimates made of tonnage 
capacity of the existing channel, and, 

Whereas inspections have shown the inadequacy of the existing channel as to 
width and bridge clearances, and, 

Whereas a total of $4 million has been included in the appropriation bill now 
before Congress to start work on this improvement in the first or westerly sec- 
tion, and, 

Whereas this total of $4 million is a small percentage of the estimated cost of 
the entire improvement, and, 

Whereas this does not insure this amount from being cut before final action is 
taken on the bill, and 

Whereas this entire project should be speeded up to completion to obtain the 
‘reatest benefits possible from the St. Lawrence Waterway, when completed, and, 

Whereas contracts have already been let for part of the St. Lawrence Water- 
Ways project: Now, therefore, be it 
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Resolved, That the civic committee adopt a resolution recommending to the 
board of direction that the Western Society of Engineers through appropriate 
action urge the Representatives of Congress to use their influence in any way 
— to insure the earliest completion of the Calumet-Sag Channel improve. 
ments. ; 

Approved by the Board of Direction of Western Society of Engineers. 

J. EARL HARRINGTON, 
Executive Secretary. 

Mr. Jounson. I would like to introduce Mr. Henneberger of the 
sanitary district. 

Mr. Hennepercer. These are the official resolutions complying with 
the request for the approval dedicating the lands, the removal of 
bridges and so forth, and also a map prepared by the sanitary district 
showing the properties involved. 

I also have, in the event any technical questions should be asked, 
our chief engineer, Horace P. Ramey and August Roof with me. | 
merely want to say that-these resolutions cover the amount of value, 
also, that will be brought about by passing this appropriation, with 
regard to our flood control and so forth. The amount of water that 
will be able to be diverted through this channel will be of tremendous 
value to the community. 

Mr. Marsuatu. We will accept those for the committee file. 

(The documents referred to will be found in the files of the com. 
mittee. ) 

Mr. Jounson. May I present Mr. Henry Goodall, of the Great Lakes 
division of the Mississippi Valley Association. 

Mr. Goopatt. Mr. Chairman and gentlemen of the committee, my 
name is Henry W. Goodall. I am manager of the Great Lakes div: 
sion of the Mississippi Valley Association. 

The Mississippi \ alley Association is a voluntary, nonprofit organ- 
ization composed of industrial, commercial, and agricultural interests, 
corporate and individual, located principally in the midcontinent 
States. The association was originally chartered in 1919. Its home 
offices are in St. Louis, Mo., with division offices in Chicago, Ill; New 
Orleans, La.; Omaha, Nebr.; and an office in Washington, D. C. 

For the past 36 years, the Mississippi Valley Association has spon- 
sored the development of sound inland navigational projects, as an 
essential part of an integrated domestic transportation system ; ade- 
quate for the needs of commerce in peace and in war. At our 36th 
annual convention held in St. Louis on the 6th and 7th of February, 
and attended by 1,056 registered delegates from 30 States and the 
District of Columbia, the following resolution was unanimously 
adopted and is quoted from our 1955 platform : 
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Cat-SaG IMPROVEMENT TO THE ILLINOIS WATERWAY 


We commend the President for including this project in his fiscal 1956 bud¢et, 
and we urgently recommend that Congress appropriate funds to commence ¢on- 
struction of the Calumet-Sag project in at least the amount of $4 million 4s 
recommended. 

The Calumet-Sag improvement will provide an adequate waterway connectiol 
between the Mississippi River inland-waterway system and Lake Michigan. !t 
will also serve the concentrated Calumet Industrial District. Correction 0! 
the critical bottleneck at Calumet-Sag is of transcendent importance to the 
economy of the entire Mississippi Valley. 


The Mississippi Valley Association has played a vital part in the 
pregressive development of the great Mississippi Valley Basi! 
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throughout. its 36 years of existence. A consistent and important 
segment of our program has been the development of our inland 
waterways for navigational purposes. This dev elopment has reached 
a stage where all but a short 16 miles, that is, the Cal- Sag Channel, 
separate the world’s 2 greatest inland-waterway systems. That of 
our Great Lakes and the more than 10,000 miles of nav igable water- 
ways of the Mississippi River and its tributaries. 

Our reasons for urging the immediate appropriation of funds to 
commence widening the Cal- Sag Channel are as follows: 

(a) The completion of this project will permit large tonnage move- 
ments of bulk commodities by water between the interior and gulf 
coastal areas and that of the Great Lakes regions at subst: intial 
savings to producers and consumers. 

(b) The widened channel will greatly stimulate the growth of in- 
dustries and of production of goods and thereby provide increased 
employment and investment opportunities for thousands of our 
— 

c) It will benefit the farmers of the interior whose income is par- 
tially dependent upon transportation costs, and whose products to 
the value of $38 billion were exported in 1952-53—Marketing, the 
Yearbook of Agriculture, 1954. 

(d) It will contribute to our national strength in time of war by 
providing a torpedo-safe and nearly indestructible water-transporta- 
tion system from the Gulf of St. Lawrence to the Gulf of Mexico 

(e) It will stimulate the continued movement of industries along 
our waterways, thereby reducing the possibility of total destruction 
of our productive capacity in event of an attack by atomic weapons. 

We submit that the construction of this project is in the national 
interest and strongly recommend your favorable consideration. 

We greatly appreciate the courtesy of the committee in hearing us. 

Mr. Jounson. We appreciate very much the opportunity of being 
here and your giving us this time. 

Mr. Marsuatn. We are very happy that you have been able to be 
here, 

Before we close the hearing on this subject I would like to insert 
in the record a resolution of the Western Society of Engineers that 
has been submitted to the committee. 

(The resolution follows :) 


WESTERN SoOCiETY OF ENGINEERS CIVIC COMMITTEE RESOLUTION ON IMPROVEMENT 
TO CALUMET-SAG CHANNEL 


Whereas efforts have been made over the years to improve the Calumet-Sag 
Channel by widening and replacing bridges, through Federal aid; and 

Whereas these efforts have produced only plans for these improvements to 
date: and 

Whereas records of tonnage shipped on this waterway under existing adverse 
conditions show this has reached a total well above estimates made of tonnage 
capacity of the existing channel; and, 

Whereas inspections have shown the inadequacy of the existing channel as to 
width and bridge clearances; and 

Whereas a total of $4 million has been included in the appropriation bill now 
before Congress to start work on this improvement in the first or westerly sec- 
tion; and 

Whereas this total of $4 million is a small percentage of the estimated cost 
of the entire improvement; and 
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Whereas this does not insure this amount from being cut before final action 
is taken on the bill; and 

Whereas this entire project should be speeded up to completion to obtain the 
greatest benefits possible from the St. Lawrence Waterway, when completed: 
and 

Whereas contracts have already been let for part of the St. Lawrence Water. 
way project: Now, therefore, be it 

Resolved, That the civic committee adopt a resolution recommending to the 
board of direction that the Western Society of Engineers through appropriate 
action urge the Representatives of Congress to use their influence in any way 
possible to insure the earliest completion of the Calumet-Sag Channel improve- 
ments. 

Approved by the board of direction of Western Soviety of Engineers: 

[SEAL] J. EArt. HARRINGTON, 

Executive Secretary. 


Monpay, May 9, 1955. 


Burravo Harpror 
WITNESSES 


HON. WILLIAM E. MILLER, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF NEW YORK 

HON. EDMUND P. RADWAN, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF NEW YORK 

HON. JOHN R. PILLION, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF NEW YORK 

CHARLES C. FICHTNER, EXECUTIVE VICE PRESIDENT, BUFFALO 
CHAMBER OF COMMERCE 

DR. MARVIN A. RAPP, CONSULTANT, CITY OF BUFFALO 

FRANKLIN P. TAYLOR, CHAIRMAN, WATERFRONT COMMITTEE OF 
THE BUFFALO AND ERIE COUNTY PLANNING ASSOCIATION 

STEVEN PANKO, MAYOR OF THE CITY OF BUFFALO 

JOHN J. NATLES, SENIOR DEPUTY CORPORATION COUNSEL OF THE 
CITY OF BUFFALO, N. Y. 

MRS. FRANK RAICHLE, REPUBLICAN WOMEN’S CLUB, BUFFALO, 
N. Y. 

PAUL SPEYSER, EXECUTIVE DIRECTOR, BUFFALO AND ERIE 
COUNTY PLANNING ASSOCIATION 


Mr. MarsHatu. The committee will come to order. 

We are pleased to have before the committee this morning Con- 
gressman Miller, Congressman Pillion, and Congressman Radwan 
of the State of New York. 


STATEMENT BY CONGRESSMEN MILLER, PILLION, AND RADWAN 


Congressman Miller, do you have a statement which you wish to 
make at this time ? 

Mr. Miter. Yes, Mr. Chairman; I have a short statement. 

This statement is made upon behalf of Representatives Pillion and 
Radwan and myself. 

We represent the western area of New York State, and what is com- 
monly known as the Niagara frontier. 

The port of Buffalo with an annual average in excess of 20 million 
tons of waterborne commerce ranks among the leading ports of the 
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Great Lakes, and has added greatly to the growing industrial strength 
of the Nation both in peace and i in war. 

Buffalo is the largest grain milling and distribution city in the 
world, it ranks fifth in steel production, and services the largest steam- 
generating plant in the world. Only because of the economy of water 
transportation has this been possible. I think this fact was recognized 
by the Congress of the United States when projects to improve the 
Buffalo Harbor were authorized in 1935 and 1945. It is unfortun: ite, 
however, that appropriations to carry out these approved projects 
have been so pitifully small and inadequate that today, after 10 long 
years, only 36 percent of the work necessary to complete the approved 
projects has been completed. 

Buffalo Harbor consists of three sections: the outer harbor, the 
Buffalo Ship Canal, and the Buffalo River. The authorized project 
depth of the outer harbor is 25 feet and of the inner harbor 22 feet in 
earth and 23 feet in rock. Practically the entire harbor today has a 
controlling depth of only 21 feet; obviously this depth is insufficient 
to permit the economical use of this harbor by ships engaged in heavy 
cargo and this is particularly true today when new and larger ships, 
which in many cases cannot now use the harbor if they are over half 
loaded, are being used on the Great Lakes. This situation obviously 
will become increasingly worse in the future. 

Unless all ports on the Great Lakes can be serviced economically and 
efficiently by the Great Lakes fleet, it results in economic and indus- 
trial loss to the entire transportation operation of the Great Lakes 
fleet to the Niagara frontier and to the Nation. Buffalo today is in 
the most critical position of any port on the Great Lakes. Although 
projects to place Butfalo in a fair and equal position with all other 
projects on the Great Lakes were approved by Congress in 1945 at an 
estimated cost of approximately $15 million, upon this day, 10 years 
later, Congress has thus far appropriated only approximately $3.- 
788,000 toward the project, beginning with the appropriation in fiscal 
1949. 

During this same period the city of Cleveland, Ohio, having ap- 
proximately the same population and industrial complexion, has re- 
ceived from the Congress appropriations of $11,164,000 for the same 
type of project. It is apparent, therefore, that if only the historically 
general aspect of the situation were considered, Buffalo would today 
be in desperate need of further substantial appropriations to complete 
the project just so that it might retain its status quo in connection with 
the economic life of the Great Lakes ports. The fact is, however, 
that its plea today should receive more than the usual consideration 
given to these matters, for this very Congress has appr oved the United 
States participation in the construction of the St. Lawrence seaw ay. 
Buffalo, after the construction of the St. Lawrence seaway, will be the 
first point of discharge after ships leave the seaway and enter the 
Great Lakes and the last point of landing before entering the Welland 
Canal and the seaway from the Great Lakes. It isa fact that the St. 
Lawrence seaway will be completed in 1959 and will have a 27-foot 
depth. The great anticipated travel of oceangoing ships from the 
westernmost tip of the Great Lakes through the Great Lakes and St. 
Lawrence seaway to the ocean will be a story in which Buffalo will 
play no part unless this full project requiring an additional $11 
million in appropriations is given to Buffalo before 1959. 
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If, of all the ports on the Great Lakes, Buffalo is to be bypassed 
because the ships using the seaway cannot enter her harbor, it not only 
would annihilate the entire economy of the Niagara frontier, but 
would lessen the effectiveness and economy of the entire St. Lawrence 
seaway-Great Lakes project. 

The people of Buffalo and the Niagara frontier are most enthusias- 
tic about the economic and industrial possibilities to the Niagara 
frontier resulting from the construction of the St. Lawrence seaway 
and are anxious to make great contributions to that endeavor so as 
to increase the industrial and military strength of the Nation. 

A newspaper headline in Buffalo on last Wednesday carried a 
story that the first action of the Niagara Frontier Port Authority 
would be the construction of a $5,500,000 pier to accommodate ocean- 
going vessels expected to use the St. Lawrence seaway. This would 
be useless unless additional funds were provided by Congress for the 
deepening of the harbor to the project depth which is solely and ex- 
clusively within the jurisdiction and control of the Congress of the 
United States. 

The budget item for fiscal 1956, which this committee is now con- 
sidering for Buffalo Harbor, is $1,200,000. If that small amount is 
approved it would still leave approximately $10 million needed to 
complete the project. Based upon the history of past appropriations 
for this project, which since the first appropriation in 1949 have aver- 
aged less than $600,000 a year, it would still take over 16 years to com- 
plete the project. This would be 12 years after the completion of the 
St. Lawrence seaway and with no peril point or escape clauses in- 
volved in this legislation I am afraid that Buffalo would by that 
time be a ghost city. We need, beginning this year, $3 million in each 
successive fiscal year for 4 years to complete this project simultane- 
ously with the completion of the St. Lawrence seaway. If, because of 
our current unbalanced budget and tremendous defense and prepared- 
ness appropriations, this committee does not deem it wise to approve, 
for this fiscal year, an amount in excess of the budget request of 
$1.200,000, I would then like this opportunity to spread on the record 
the fact that there will be a balance needed of approximately $9,800,- 
000 for full completion of the work, and that amount should be 
appropriated by the Congress in all equity, in all fairness, and in all 
good commonsense within the 3 fiscal years following 1956. 

IT am grateful to the committee for this opportunity of being heard 
this morning. 

Mr. MarsHatu. We are pleased to have you before the committee, 
Congressman Miller. 

Coingressman Pillion, do you have a statement which you wish 
to make ? 

Mr. Pitiion. Mr. Chairman, the only statement which I care to 
make at this time is to state that I would like to concur in everything 
which Mr. Miller has said. 

Mr. Radwan is here and I think he is in the same position of 
stressing the great need for these funds for this very much needed 
project. 

Mr. MarsHautu. We thank you, Mr. Pillion. 

Mr. Pitiion. Thank you, sir. 

Mr. MarsHau. Mr. Radwan, do you have any statement which you 
desire to make at this time? 
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Mr. Rapwan. Mr. Chairman, in order to conserve the time of the 
committee, I shall just join in the statement which has been made by 
Congressman Miller, and by Congressman Pillion. I join in the 
statement urging the much-needed appropriation of these funds. 

Mr. Prion. At this time, Mr. Chairman, I would like to present 
Dr. Rapp, consultant of the city of Buffalo, who is here, and who wishes 
to address the committee and make a statement. 

Mr, MarsHauy. We will be glad to hear from Dr. Rapp, or Mr. 
Fichtner, whichever wishes to be the next witness. 


STATEMENT BY MR. FICHTNER 


Mr. Ficutner. Thank you, Mr. Chairman. 

Mr. Chairman, and gentlemen of the committee, I have already dis- 
tributed to the members of the committee copies of my statement, and 
I might say that the Buffalo Chamber of Commerce concurs in the 
statement presented by Congressman Miller, and in the interest of 
economizing on your time, I shall eliminate from my statement any 
material which is duplicative of that which Congressman Miller has 
already presented. 

We agree with Congressman Miller that the budgeted item of 
$1.2 million to continue the work at the Buffalo Harbor is inade- 
quate to accomplish the purpose we think that Congress had in mind 
when it authorized the deepening of Buffalo Harbor in 1945. 

If this item were increased to $3 million a year for the next 4 years, 
the work which has been authorized would be completed concur- 
rently with the completion of the St. Lawrence seaway. 

The impact of low-cost water transportation upon the productive 
forces in the region bordering upon the Great Lakes is a matter of 
economic history. 

The Congress has immeasurably contributed to those economic values 
by providing channels throughout the Great Lakes at a minimum 
depth of 25 feet. Last year it approved a seaway with a depth of 
27 feet to connect the Great Lakes with salt water, and has before it 
a proposition further to deepen the connecting lake channel also to 
27 feet. 

It is only in the realm of harbor deepenmg that it has been a draw- 
back to the full realization of the transportation economies which the 
existing channels could provide. That is particularly true of most 
of the Buffalo Harbor area, and this deficiency will be further ag- 
gravated when the seaway and deeper waterway between the Great 
Lakes projects are completed. 

As Congressman Miller pointed out, our Buffalo Harbor is con- 
stituted of three sections. 

_ Two years ago the south outer harbor was worked upon and a por- 
tion was deepened to 25 feet, after the completion by Bethlehem Steel 
of the deepening of its Lackawanna Canal to that depth. That 
has made — tremendous economies in the movement of iron ore, 
into that third largest steel mill of the United States. 


This 25-foot project was authorized by Congress as far back as 
1935, and it is that portion, probably, which will be given first con- 
sideration as a protective area for the handling of oceangoing vessels. 
Completion of the St. Lawrence seaway several years hence, there- 
fore, brings that subject into sharp focus. 
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T have discussed this matter with the engineers, in Buffalo, and 
they are of the opinion that the program of this deepening of South 
Harbor to 25 feet will be a definite contribution to the ultimate 
realization of the 27-foot depth in that area for the berthing of ocean 
Vi essels. : 

The Buffalo River is a short canal which is Buffalo’s inner harbor, 
for a great many of our larger industries along its shores. There are 
71 such industries indicated here on the engineers’ maps, and these 
industries include most of Buffalo’s limestone and chemical plants, 
coal-dumping facilities, ship-repair yards, flour mills, grain elevators 
and, in addition, the Buffalo plant of the Republic Steel Cor p-, the 
Socony Vacuum Oil Co., and a great variety of miscellaneous enter- 
prises including warehouses which were formerly used as terminals of 
the package freight lines, and so on. 

This inner harbor project is the one approved in 1945 to a depth of 
around 22 feet, and in rock to 23 feet. That project was based upon 
studies and recommendations made by the Corps of Engineers over a 
period of years, a dozen years ago. 

The former project depth of that inner harbor was only 21 feet, 
and that depth was insufficient to permit the economic use of the 
channel, particularly by ships engaged in the ore and stone trades. 

You will note from the map that the Republic Steel Corp. plant is 
located at the headwaters of that inner harbor, and is the one which 
uses, tonnagewise, the inner harbor to the greatest extent. 

The inability to use these deep-draft vessels is an economic loss to 
the national economy as well as to the individual enterprises. 

The correction of this deficiency, by hastening the completion of the 
project to 22 feet, and 23 feet in rock, is in our judgment quite urgent. 
Moreover, we sometimes wonder whether the completion to 22 feet and 
23 feet in rock is in accord with the modern trend of ship design. 

That study was made a dozen years ago, and the newer ships are 
all larger, longer and of deeper draft. 

I think it would be well for the Congress to authorize a new survey 
of that situation in view of the trend towards much larger and deeper 
ships on the Great Lakes. 

The economies are so great for ships of deeper draft that there is 
a national interest in that subject. 

As Congressman Miller pointed out, the average waterborne com- 
merce in the port of Buffalo has an average of about 20 million tons 
and many years, substantially, above that figure. 

I might say that while this is less than at some of the transfer 
points in Ohio, in terms of value of tonnage and especially in view of 
the fact that practically all tonnage coming into the Buffalo Harbor 
is manufactured or processed in Buffalo, it becomes one of the most 
important ports in the country. It is because of that low cost water 
transportation that there are located there the large flour mills, the 
largest in the world, as a matter of fact, very important feed-mixing 
activities, the rapidly expanding Lackawanna plant of Bethlehem 
Steel which, incidentally, now has a tonnage capacity of 19 million 
tons a year, and the Republic Steel plant and so forth. 

These industries are convincing illustrations of the economic values 
which stem from the strategic ‘location of Buffalo Harbor on the 
Great Lakes in relation to the source of raw materials, iron ore, lime- 
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stone, coal and grain. Not only is the productive capacity of the en- 
tire Buffalo area dependent upon this waterborne commerce, but the 
benefits which grow out of this situation are reflected in the Nation's 
economy. 

While mention has been made of the St. Lawrence seaway, I would 
like to emphasize the fact that we think the completion of this 1945 
project is urgently needed, regardless of the seaway. ' 

If the seaway had not been authorized, we would still need that 
project depth of 22 feet in mud, and 23 feet in rock, largely because of 
the erowing trend in commerce on the Great Lakes, and the use of 
larger and deeper draft vessels. 

In summary, our plea is that the project authorized be expedited. 
It was authorized in 1945; we thought that it would be completed long 
since. An additional factor upon which our request for $3 million in 
a 4-year span-is made, is to bring this area to a terminal point of com- 
pletion at the same time as the St. Lawrence seaway 1s expected to be 
completed. ; 

I have a list of some 2,000 firm members who are interested in this 
matter, and they urge your most serious consideration be given to this 
request. 

| want to express our appreciation for your listening to our request. 

Thank you very much. 

Mr. Marsuaui. We are pleased to have you before the committee. 

Mr. Kirwan. I notice the authorization for this Buffalo Harbor 
project came in 1945, 

Mr. Ficutner. Yes, sir. 

Mr. Kirwan. The authorization for the Cleveland project came 
along in 1946, a year after. I think the Congressman who preceded 
you said that both cities are of about the same population. 

Mr. Ficutner. I am afraid that is not quite the case. 

Mr. Kirwan. No; I think Cleveland is a little larger. 

Mr. Ficurner. That is right. 

Mr. Kirwan. The point-is that nevertheless there is not much differ- 
ence in the tonnage at those two cities, Cleveland and Buffalo. There 
is not too much difference. What I am trying to lead up to is this: 

The project for the port of Buffalo was authorized in 1945 to spend 
513 million on that harbor. - The Cleveland project was authorized in 
1946 to spend $20 million on that harbor. 

Just from looking at the record here, the Cleveland project, after 
the amount budgeted for 1956 is used, will need about $4 million for 
completion of the work. On the other hand, Buffalo will need almost 
* million to complete hers. 

I am trying to find out who was responsible for holding the Buffalo 
project back. Was it the Congress or the Bureau of the Budget ? 

It would seem that Buffalo should be ahead of Cleveland. 

Buffalo’s authorization was a year earlier, and Buffalo only wanted 
513 million spent on its harbor, and Cleveland wanted $20 million. 

Che Cleveland project has had spent on it up to date $11 million, 
and this request of $5 million leaves just $3,875,000 or approximately 
S4 million. : 

Buffalo, as I say, has an authorization for $13 million, and they have 
only spent to date on Buffalo $3.1 million. Iam trying to find out how 
this came about. 
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Mr. Fichtner, you have appeared here regularly every year, and this 
is my first year on the committee. Has the Bureau of the Budget had 
ens regularly for Cleveland, and not had funds in the budget for 

suffalo 

Mr. Ficutrner. We have asked for funds almost every year. I am 
not quite familiar with the Cleveland situation, Congressman Kirwan, 
but it seems to me that their harbor appropriation had something to 
do with the replacement of railroad bridges in a large measure. We 
have not had that situation at Buffalo. I do not know the cause for 
it. 

Mr. Kirwan. I understand. We have had testimony to the effect 
that they had to replace a half dozen railroad bridges at Cleveland 
but the point I am interested in is the rate at which your project is 
moving at Buffalo. 

As Mr. Miller said, the St. Lawrence seaway would be in place 
about 10 years before Buffalo is finished, and Buffalo did not have to 
fuss around with bridges. 

Had the Bureau of the Budget or the Congress given Buffalo a 
few million dollars, your harbor would have been completed to meet 
the arrival of the St. Lawrence seaway traffic. 

Mr. Ficutner. I will say this, Congressman Kirwan: 

If the Congress had appropriated the money in 1946 and 1947, 
we could have gompleted the job at far less cost. 

Mr. Kirwan: Had they given you the money, in my humble belief 
which you were entitled to, the Buffalo project would be much nearer 
completion. 

The Cleveland project, with the funds which are requested for 
fiscal year 1956, will only have a balance of $3.7 million to complete 
her entire project. She will be completed 2 years before the arrival 
of the St. Lawrence seaway, but at the rate funds have been appro- 
priated for the Buffalo project, you will not be completed for 10 
years yet. 

Mr. Priiron. May L interrupt for just a minute? 

Mr. Krrwan. Yes. 

Mr. Priuut0Nn. Is it a case where the Bureau of the Budget has for a 
number of years just recommended $500,000 each year? I do not 
believe it was a case of Congress cutting it down. 

Mr. Kirwan. It seems that the Bureau of the Budget has overlooked 
the Buffalo project. 

Mr. Prion. It was a case of the Bureau of the Budget overlook- 
ing it. 

Mr. Kirwan. They put in just so much for Buffalo which was not 
enough, and in turn, put in 3 or 4 times that much for Cleveland, 
when the Buffalo project was authorized a year ahead of the Cleveland 
»roject. 

: Wren the way the budget is coming along here, you will be 10 years 
before you have an adequate harbor. 

As Congressman Miller pointed out, the first port of call is Buffalo, 
and it is the last port before you go through the Welland Canal. It 
is my opinion that the port of Buffalo should have been the first port 
to be ready to: receive the traffic of the St. Lawrence seaway, espe- 
cially when it was authorized first. 
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Mr. Ficutnek. I believe our trouble does not arrive from the appro- 
priations committee, but that it has come, I think, more from the 
Bureau of the Budget. 

Mr. Kirwan. Wherever it came from, the point is this: There is 
something wrong with the method by which these allocations have 
been made, because knowing the extent of the productivity in that 
area, With the third largest steel plant located there and this grain 
center of the world and many other things which are located at 
Butfalo, this work should have been expedited ahead of the work 
at Cleveland, and yet, Cleveland comes along, and I am not dis- 
criminating against Cleveland 

Mr. Ficurner. I am not, either. 

Mr. Karwan. I am only taking it from the record that there is 
something wrong, or has been wrong, down through the years. If 
the first port of call in the Great Lakes is Buffalo, and the next port 
is Ashtabula, Ohio, and then Cleveland, those two harbors or two 
ports should be ready to meet the St. Lawrence traffic when it comes. 

That is all, Mr. Chairman. 

Mr. ANpERSEN. Do you think, Mr. Kirwan, that the two ports 
should have been on an equal basis ? 

Mr. Kirwan. I would say that the Buffalo port should have been 
completed ahead of the Cleveland project, because she had a year’s 
authorization ahead of Cleveland. They serve the same kind of pur- 
poses. The Cleveland area may have a couple of million tons more 
commerce due to the three steel plants which are located there, but 
Buffalo is the largest grain center in the world, and has the third 
largest steel plant in the world, but the first port of call is Buffalo, 
and it is the last port before you leave the Great Lakes area and go 
through the Welland Canal. 

Mr. Taser. I think you will find, if you look it up, that in the last 
10 years there has been nothing in the budget for Buffalo Harbor 
for 3 or 4 times, and when there has been anything in it, it has been 
in the nature of $500,000. 

Mr. Ficutner. I recall very vividly our consternation last year, 
one Taber, the fact that Buffalo did not have a penny in 
the budget, and due to your very effective activities and interest in 
our dilemma, we did get $1.1 million, which is being put to excellent 
advantage, and we are extremely grateful for your interest in Buffalo 
Harbor, which is the one harbor in New York State likely to get 
some benefit out of the seaway completion, with the danger that our 
great port of New York may be injured. 

_ So, as citizens of New York State, we are particularly interested 
in Buffalo Harbor because of the fear that New York City may 
suffer. 

Mr. Marsuauu. At this time we shall hear from Mr. Rapp. 

Dr. Rape. Sir, may I give part of my time to the delegates from 
Buffalo who wish to make statements? ~~” 

Mr. MarsHatu. Surely. 


STATEMENT BY MR. TAYLOR 


Dr, Rapp. T would like, first, to introduce Mr. Franklin Taylor, 
who is the chairman of the waterfront committee of the Buffalo and 
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Krie County Planning Association, which is a citizens group, and | 
would like to give him a few minutes of my time, please. 

Mr. MarsHary. We will be glad to hear from Mr. Taylor at this 
time. 

Mr. Taytor. Gentlemen, I appreciate the opportunity to appear 
before your honorable body today to present the views of an impor- 
tant cross section of Niagara frontier citizens regarding the 1955-56 
appropriation for deepening Buffalo Harbor. As chairman of the 
waterfront committee of the Buffalo & Erie County Planning Associ- 
ation, I represent some 850 industries, business, and taxpayers’ or- 
ganizations, and private citizens. All of them are vitally interested 
in the economic future of the port of Buffalo and are deeply concerned 
over the failure of the Federal Government to complete improvement 
projects which were approved 10 and 20 years ago. These projects 
were economically justified when originally approved and are even 
more justified today because the Niagara frontier has enjoyed phe- 
nomenal economic growth during the last decade. 

It is difficult for businessmen and citizens in our area to under- 
stand why the Federal Government has allowed these projects to 
languish. If we were a declining area, unimportant to the national 
economy, we could understand your reluctance to spend money in 
Buffalo Harbor. But we’re not declining. Buffalo is the hub of the 
booming Niagara frontier. It is the central city of a vast industrial 
area with a population of almost 2 million, and it’s still expanding. 
We realize that the whole country is growing; but the rate of growth 
of the Niagara frontier is high above the national average. 

The importance of the port of Buffalo to the national economy can- 
not be overemphasized. It is the largest inland port in the United 
States, handling approximately 20 million tons of annual cargo, 
valued at more than $1 billion. This tonnage customarily includes 
7 million tons of grain, 5 million tons of iron ore, 214 million tons of 
coal, and better than a million tons of limestone. With these tonnage 
records, it is no wonder that Buffalo is the largest grain and flour 
milling center in the world, the second largest railroad center in the 
United States, and the Nation’s sixth-ranking steel producer. It is 
also an important receiving and distributing point for petroleum 
products and automobiles, and a leading chemical manufacturing 
center. 

Some $400 million has been invested along the harbor’s 37-mile 
waterfront. Thirty-nine grain elevators with a total storage capacity 
of over 53 million bushels. Nine ore docks with an annual capacity of 
7 million tons. Several important steel plants, one of which is the 
third largest steel-producing unit in the United States. 

Most of this industry is concentrated in a highly developed area 
serviced by the very waterways which the Federal Government agreed 
to improve in 1935 and 1945. Plants in this area are operating as 
efficiently as possible under the present restricting circumstances ; but 
it does not take much imagination to realize the reduction in oper- 
ating costs which would take place if the vessels serving these indus- 
tries could bring in full loads. The shallow controlling depths in 
the inner harbor channels force ship operators to load vessels to less 
than full draft. Insufficient depth also precludes the possibility of 
accommodating the new longer and deeper lake carriers that are fast 
replacing smaller ships as they become obsolete. 
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Present conditions on the Niagara frontier indicate continuing in- 
dustrial growth. With the completion of the St. Lawrence seaway, the 
New York State Thruw ay, and the Niagara power development—all 
in the foreseeable future—the port of Buffalo is preparing for a vir- 
tual commercial revolution. A comprehensive economic survey has 
just been completed by Frederick R. Harris, Inc., consulting engineers 
of New York City. They forecast a bright future for the port of 
Buffalo prov iding certain positive measures are taken. The Niag: 
frontier is alre ady prepared to fulfill these conditions. A Niagara 
Frontier Port Authority has been authorized by the State legislature 
and Governor Harriman; it will probably be approved at the local 
level within the next few weeks. An immediate expenditure of 
$514 million for new harbor facilities is planned as the initial phase 
of a 10-year $26,900,000 harbor-improvement master plan. An aggres- 
sive port promotion program to interest new industries and additional 
commerce will soon begin. All this the Niagara frontier is pre- 
pared to do. 

However, all this enthusiasm, all this potential economic expansion 
can be sty mied by one thing, and that is harbor depth. We are asking 
for $3 million for fiscal 1955-56 in order to bring Buffalo up to date 
on, author ized harbor improvements. The inadequate allocation of 
funds in recent years has seriously threatened our competitive posi- 
tion on the Gre vat Lakes and is impeding our present plans for port 
expansion. 

It is certainly evident to all you gentlemen that the port of Buffalo 
is a large and important contributor to the national economy—in 
peace and war. Under President Eisenhower's $314 billion foreign- 
aid program, many tons of grain, agricultural supplies, livestock feed, 
tools, and machinery will leave the port of Buffalo to ports of call all 
over the free world. If our importance as a port can be estimated by 
our relative likeliness as a target area, few areas in the country would 
outrank the Niagara frontier. The Federal Government has consid- 
ered this industrial area so important that many millions of dollars 
are currently being spent on antiaircraft bases and Nike installations 
throughout the Niagara frontier. 

Gentlemen, we ask for an appropriation that is quite small by com- 
parison. We ask for $3 million of Federal funds to be expended so 
that the Niagara frontier can do a better job in supplying more goods 
at less cost than now possible. All we ask is $3 million—considerably 
less than the Government spends for one B-52. Here is an investment 
that will pay dividends to the Federal Government in the form of in- 
creased industrial activity in a rapidly expanding local economy. 

Mr. Marsuatyi. Thank you, Mr. Taylor, for your very fine state- 
ment. 

You may proceed, Dr. Rap 

Dr. Rare. Thank you, Mr. Chairman. 

Now, we have two ladies here, and one will be the spokesman, Mrs. 
Frank Raichle, who is representing the Republican Women’s Club 
of our area. 

Mrs. Ratcute. Mr. Chairman, I have very little to say except that I 
represent an organization of approximately 800 women. One of our 
major projects was working for the port authority. We went to 
Albany and we fought at Buffalo for this project. I believe we did 
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have quite a bit of success and now, we would like very much to see 
our harbor improved. 

We have made the first step, and we would like the expense money 
which we really need with which to complete the project. 

Thank you. . 

Mr. Marsuaui. Thank you, Mrs. Raichle. 

Dr. Rapp. Now, representing the city of Buffalo, sir, and represent- 
ing the mayor of the city of Buffalo, we have the deputy corporation 
counsel, Mr. John J. Naples, who has a statement from the city which 
he will make at this time. 


STATEMENT BY MR. NAPLES 


Mr. MarsHatu. You may proceed, Mr. Naples. 

Mr. Naptes. My name is John J. Naples and I am the senior deputy 
ocrporation counsel of the city of Buffalo, N. Y. Lappear by direction 
of Steven Pankow, the mayor of said city, to urge favorable eonsid- 
eration by this committee of an amendment to the President’s recom- 
mendation for harbor development in Buffalo, N. Y., from the sug- 
gested appropriation of $1,200,000 to $3 million. 

The port of Buffalo, the hub of a vast industrial area, will be the 
first American major port on the St. Lawrence seaway. The seaway, 
in effect, can change Buffalo from a fresh water inland port to an ocean 
port, open up worldwide ports to Buffalo, make possible shipments of 
much needed ore from Labrador to Buffalo’s steel industries and help 
to reestablish in some measure the package-freight business. 

At the present time, the port of Buffalo handles over an average 
of 20 million tons of cargo annually. It is the second largest freight 
rail center in the United States and is the world’s largest milling 
center. In addition, Buffalo ranks sixth among cities in steel produc- 
tion and is one of this country’s very top strategic material-production 
centers in time of war. More than $400 million have been invested 
in Buffalo’s waterfront industries. 

Congress has recognized these facts by authorizing three harbor 
improvement projects in Buffalo, based on a prior finding that they 
will produce national benefit equal to or exceeding their cost. The 
treatment of these specific projects has not been good. All appro- 
priations made have been inadequate. In the case of one project it 
received nothing in fiscal 1953, and in the case of all projects they 
received nothing in fiscal 1954. All were omitted from the Presi- 
dent’s original budget recommendations for fiscal 1955, though a 
supplementary appropriation was subsequently made because of the 
indignation of the local citizenry generated by the aforesaid omission. 

The Buffalo port’s consistent 20 million annual tons once ranked 
it considerably higher than its present 15th position among United 
States seaports. While Buffalo is not losing tonnage, it, unlike other 
ports, is not gaining. Gains and losses made by ports are directly 
related to the degree of development of its harbors. 

We realize that the administration leaders have a heavy responsi- 
bility in making recommendations which will fit within the ceilings im- 
posed upon them. But we ask why they appropriated over $7 million 
for Cleveland. Ohio, a comparable lake port, from 1951 to 1955; and 
under $3 million for Buffalo, N. Y., for the same period. We ask 
also why the President’s advisers have recommended $5,300,000 for 
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fiscal 1956 for Cleveland and only $1,200,000 for fiscal 1956 for Buf- 
falo. We do not say that Cleveland’s harbor needs are not without 
merit, but. we do say, and. emphatically, that Butfalo’s harbor needs 
are at least equally meritorious. Since ports, particularly Buffalo, 
Cleveland and other lake ports, are in keen competition with one 
another for greater depths, among other things, this kind of distine- 
tion in treatment we feel is not only unwarranted but unfair. 

in the past session of Congress $2,500,000 was appropriated for 
work on the harbor of Oswego, a city of 23,000 population, and 
$1,100,000 for Buffalo, a city of over 600,000 population. There are 
more people within a radius of 500 miles of Buffalo than any other 
American city. It is within 500 miles of one-half the population of 
the United States and 70 percent of the population of Canada. No 
other American city has this potential market. But these advantages 
will always remain a statistic because of the more favorable Federal 
treatment to comparable and less comparable ports. 

The St. Lawrence seaway compels a complete reevaluation of the 
Federal harbor development program. Projects planned during the 
last 20 years must be reviewed in the light of the pending seaway <e- 
velopment. It may be necessary to abandon some projects and accel- 
erate others. Buffalo’s position should be considerably enhanced be- 
cause of its natural position on the seaway and its potential market. 
Instead, it may be substantially retarded because of the lack of Federal 
funds. Buffalo’s potential cannot be developed elsewhere. The in- 
crease of Federal tax revenues which would follow the development 
of this potential cannot be had elsewhere. Lack of sufficient Federal 
funds for Buffalo is a case of pennywise and dollar foolish. 

The hope is that the seaway will induce manufacturers to come in 
and erect factories, thus generating a whole new economic expansion 
throughout the areas of New York State bordering on the route of 
the seaway. That is the hope and the potential is big. The avail- 
ability of electric power and the ability to ship in raw materials from 
afar and dispatch finished products to world markets cheaply by water 
will undoubtedly be advantageous to many industries. Whether the 
industrial potential is realized or how much of it can be achieved de- 
pends on a factor not immediately related to the power and seaway 
development projects—the extent to which the Federal Government 
will provide funds for the deepening of harbors along the seaway. 

The seaway locks will permit the passage of vessels not only of 
greater draft but-also of much greater width and length. As a result, 
much larger ships will be able to ply the new waterway. Freighters 
of 7,000-ton capacity will be in a position to navigate the deeper sea- 
way, according to some. authorities... In the, case of vessels carrying 
bulk commodities, tonnages may reach 25,000, according to the Sea- 
way Development Corporation. Larger ships will mean larger car- 
goes and lower costs per unit of freight carried. Most of the world’s 
freighters including many American vessels, will be able to navigate 
the deepened channel. A review of the present status of the Great 
Lakes and St. Lawrence River ports reveals that there is not one which 
has docking areas deep enough to take the larger vessels which will 
use the 27-foot seaway. Therefore, the sizable ships riding the new 
water passage will be unable to stop at any New York port unless its 
harbor is dredged. Competition for the seaway traffic will be exceed- 
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ingly keen. Ports in the Midwest are rapidly going ahead with thei 
share. A number of Federal harbor projects are already on the book 
for ports in New York State. Active undertakings call for the evert. 
ual expenditure of about $29 million, although only parts of the auth. 
orized installations are covered by actual appropriations. Even if al 
these planned improvements were completed, none of the harbors jp. 
volved would be brought up to the standard seaway depth of 27 feet, 
Buffalo, for example, would have a limiting depth of 22 feet wit) 
deeper water in certain sections; Oswego, 18 to 21 feet; Ogdensburg, 
19 to 21 feet: Sackets Harbor, 12 feet. Further deepening, however, 
depends on future congressional action. Other New York ports iy 
which improvement projects authorized are now completed similar} 
have insufficient depths: Rochester (Charlotte Harbor) 20 feet ; Dun- 
kirk, 16 feet: Great Sodus Bay, 20 feet: Little Sodus Bay, 1514 feet, 

Thus, the St. Lawrence seaway raises a gravely serious problem, 
What is to happen to these lake ports if they cannot take the larger 
vessels which will use the 27-foot seaway? According to present 
indications, not one local port on the seaway can benefit from the 
increased commerce which the seaway will bring. 

Of all the New York ports on the seaway, Buffalo’s is deepest ani 
should be readied first. Buffalo has the greatest market potential in 
the United States; Buffalo has the best rail and terminal facilities: 
Buffalo has abundant waterfront tract for development; Buffalo has 
a port authority which has superior revenue-producing assets; Buf- 
falo has one of the greatest diversification of industries in the United 
States, insuring the assembling of shiploads of general cargo for 
return trips. Buffalo is a natural for the dawning prosperity of the 
St. Lawrence seaway. 

IT am particularly interested in your remarks, Congressman Kir- 
wan. We realize that the Congress here has a very difficult problem 
trying to fit in so many dollars into so many projects throughout the 
country. We are appreciative of that, and we know you cannot do 
everything which everyone wants done with the limited amount of 
money which you have, but there are certain questions which do ru 
through our minds, and I do not think you can blame us for thinking 
about these things. 

We have been talking about Cleveland, and I would like to talk 
about Cleveland for just 30 seconds. 

Why in the past 5 years should Cleveland have over $6 million for 
a comparable harbor, and Buffalo only under $3 million? Why 
should the city of Oswego, which city has only 23,000 people in it. 
have earmarked the sum of $2.5 million, and Buffalo, who collects in 
Federal revenues a total of $1 billion at the frontier and received only 
$1.1 million last year? It is interesting to note in the case of Oswego 
that their Federal appropriation exceeded all of the Federal tax rev: 
enues ever collected in that area in a period of 12 months. 

If Buffalo were to be given similar treatment, our harbor would 
have been developed long ago. 

With the coming of the St. Lawrence seaway, gentlemen, if I may. 
this whole program needs complete reevaluation. When the projects 
were originally authorized, the seaway was not contemplated. But- 
falo has a chance now to have one of the great ports of this country, 
and become an ocean port, and not a great inland port, because it 18 
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already one of the greatest inland ports. Buffalo has the greatest 
pote ntial, marketwise, of any city in the United States, because within 
a radius of 500 miles we reach one-half of the population of this 
se country, including 70 percent of the population of Canada, 
but this thing will always remain a potential unless we can get some- 
thing done here moneywise. 

We hope the seaway will induce manufacturers to come in and take 
advantage of the cheap power which will be generated by the seaway 
development, and manufacturers will come in and factories will be 
built, but Buffalo is going to be bypassed because its harbor does not 
have a sufficient depth to welcome one ship. I might say, not only 
Buffalo, but no port in New York bordering the seaway will be in a 
position to accommodate any of these ships. 

We talk about each and every port on the seaway in New York 
State, but Buffalo is the most nearly ready in comparison to the other 
ports to receive this traffic. Buffalo has a depth of somewhere around 
»2 feet, and Oswego has something between 19 and 21 feet; Rochester 
is completed at somewhere around 20 feet, and even if all of the 
projects which have been authorized by the Federal Government back 
in 1935 to date were completed, Buff: alo’s Harbor today stands in the 
most advantageous position, because it has the greatest depth, some- 
thing around 22 feet, which is better, or deeper, than any of the other 
New York ports on the seaway dev elopment project. 

In conclusion, gentlemen, I want to say that Buffalo’s is the deepest 
harbor, and it should be readied first. It has the greatest market 
potential fronting the seaway and another reason why it should be 
developed first is because we have more than an abundant frontage 
on the lake for development, for industrial use, and which the city 
has properly reserved for this purpose, when the seaway is developed. 

We have plenty of land there for manufacturers to come in, and as 
{ say, it has been held in trust in the hope that this thing would come 
about. 

However, as I say, we are not going to get anywhere, and we are 
going to be completely bypassed because of some enigma existing in 
Congress which keeps Buffalo’s Harbor undeveloped. 

W Thy have we been treated liek an orphan in this way, in view of 
the high revenue collections in the western district of New York? 
l earnestly urge you gentlemen in studying these appropriations to 
try to coordinate your thinking dollarwise with the thinking of Buffalo 
on the deepening of its harbor and with our engineer consultant at 
Buffalo. You have a program, and you have your advisers up here, 
and down at Buffalo you have the Corps of Army Engineers, and if 
you see fit that we should receive any money, we ask you, as another 
favor, to coordinate that thinking with our port consultant, who can 
more effectively channel the money where it will do Buffalo Harbor 
the greatest good. 

Thank you for your consideration, gentlemen. 

Mr. Marswaun. Thank you, Mr. Naples. 

Dr. Rapp. I would like to introduce one other gentleman. He 
might want to make a statement, and if not, I will continue. 

He is the executive director of the Buffalo and Erie County Plan- 
ning Association, Mr. Paul Speyser. 

Mr. Spryser. Thank you, Dr. Rapp. 
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Mr. Taylor is the spokesman for our group, and I think he ha 
covered the subject very well. 


STATEMENT BY DR. RAPP 


Dr. Rapp. Mr. Chairman, if I may say a few words now for ny. 
self, and, representing the port division of the ae of Buffalo, which 
is the official agency in charge of the port of Buffalo, and indirectly, 
therefore, of the port of the Niagara frontier. I would like per. 
mission, also if I may, to revise this statement at a later time to submit 
to you for the record. 

I have purposely put myself last, and have not prepared a state. 
ment because I did not want to repeat anything which had already 
been covered. I want to fill in some of the things which, perhaps, have 
not been said on points which were not made perfectly clear. 

May I talk first about an intangible for one moment? You have 
heard a great deal about port statistics this morning, but I would 
like you to know this: I am sure these people from Buffalo who have 
already spoken, recognize, and as do you, the Congressmen from our 
area, that our citizens of the Niagara frontier feel a new economic 
stimulus in our area. I might say that I believe in the last year the 
port of Buffalo and the Niagara frontier have received more civic at- 
tention and more support than at any time that I can recall in my 
lifetime. 

We are well on our way to accomplishing something that we failed 
to accomplish for a period of 25 years, and that is the establishment of 
a port authority for the whole area which we believe will bring about 
a new economic period for the whole area. 

I concur in the statements that have been made by the Congressman, 
by the executive vice president of the Buffalo Chamber of Commerce 
and by these other leaders, city officials and civic representatives on the 
frontier. 

Very quickly, may I say this, Mr. Chairman, that we are ona 
frontier. It seems to me that we are infused with a part of that 
original frontier spirit once again. 

We believe that things are starting to happen across the border 
in Canada which are going to be mutually beneficial for both of us. 

In the recent report on the port by the Frederick R. Harris (o. 
there is contained a great deal of hope for our area. The port is 
going to bring in new industries. Older industries will be aided and 
exnanded by the economic features of the area. 

Along the waterfront there is proposed the expansion of Wickwire 
Steel, Huntley Electric Station, as wel] as the Republic and the 
Bethlehem Steel plants. The greater improvement and enlargement 
of all of these and others augurs well for the business future and trade 
futvre of our area. 

May I say that much has been said here about Cleveland. I am 
sure that Buffalo welcomes the competition of Cleveland, as I am 
sure that Cleveland welcomes the competition of Buffalo. 

What we do ask of you gentlemen is not to prejudice that compet! 
tion in any way. As a gentleman on this committee said a few 
moments ago, give each equal treatment, so that the competition can 
be on an equal basis. 
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May I say, gentlemen, that even if we were to achieve what we are 
now accomplishing in the project depth (that is, 22 and 23 feet), 
still in a very short period of time our depth will be inadequate 
because of the growing size of the new lake vessels. 

I have here before me a list of the vessels that have been launched 
since 1950. All of these vessels fit into what the Lake Carriers Asso- 
ciation calls classes 5, 6, and 7. Almost all of them draw over 23 
feet of water. 

Mr. ANDERSEN. Would the establishment of a port authority give to 
them the authority and powers of taxation? In other words, is there 
some way to raise money from the people who are benefited by this, 
all of these industries that you spoke of, to help the Federal Govern- 
ment in the problem of your port? 

Dr. Rapp. There are two ways in which it can be handled. <A port 
authority can be established with taxing powers, or through revenue 
bonds on a self-liquidating basis. 

The Port Authority of the Niagara Frontier is on the latter basis. 
The industries, the people, and the users who will benefit from this 
will pay for the harbor improvements. Therefore, we will be doing 
our part, and making our contribution, for local harbor improvement. 

Mr. AnpersEN. I would like a little more elaboration on what you 
are doing locally. You are asking the Federal Government for a con- 
siderable amount of money. I agree with you that you should be on 
an equal status with Cleveland. I am not arguing this question es- 
pecially as far as you are concerned, but what do the people in the 
Buffalo vicinity propose to do as far as matching funds with the Fed- 
eral Government is concerned? It seems to me in the development of 
all of these great ports in years to come in the Great Lakes region, 
as well as elsewhere, perhaps we should consider some sort of program 
for the local interests involved to prove the worth of the project by 
their willingness to help out in developing their own particular port. 
That is at least one of the ways that this subcommittee could gage the 
value of such a port. 

Dr. Rape. If that, sir, is the way in which it can be gaged, then it 
seems to me we do have the arguments which you need here. The 
establishment of a port authority does several things. First it is going 
to give us port for the whole area, the whole Niagara frontier. We 
will then represent the total of what we call the economic area which 
will go well beyond the limits of the city of Buffalo. It will be 
similar to the New York Port Authority in the city of New York. 

We have underway, and it is in process at the present time of being 
completed, a $50,000 survey project which is being handled by Fred- 
rick R. Harris Co. which will give us a master plan of development, 
which will be divided into stages A, B, C, and D. 

The first stage will call for the expenditure of $5,500,000 for the 
construction of a pier in this area where indicated by brown [ wit- 
hess indicating on map]. This area is included in this present bill, 
and which is in the original 1945 appropriation. With this depth we 
will have the St. Lawrence seaway development started in that area. 
The depth will then move north. Local development in outer harbor 
calls for $25 million. which the Niagara.Frontier Port Authority will 
supply to manage and carry out this program. 

Mr. ANDERSEN. Off the record. 

(Discussion off the record.) 





LIDRARICS 


i¥ 


Uta 


LTH 


Ur 


436 


Mr. Marswaryi, Dr. Rapp, we thank you for your statement, an 
we thank your group for appearing here this morning. 
Dr. Rape. Thank you, sir. 


Mr. Pitxion. I would like to thank you, Mr. Chairman, for your 
kind attention. 


Mr. Marsuaty. Thank you, sir. 


Notre.—The following telegram from Elmer F. Lux, President of the Buffalo 

Council was placed in the record at the direction of the committee: 
S3UFFALO, N. Y., May 9, 1955, 
Hon. CLARENCE C, CANNON, 
Chairman of House Committee on Appropriations, 
HTalls of Congress, Washington, D. C.: 

Buffalo’s position in national and regional military and economic security may 
be seriously impaired if Buffalo Harbor maximum appropriations are not granted 
at earliest possible moment. Current and first detailed Harris Engineering and 
Research Report emphasizes area port requirements and possibilities and Goy- 
ernor Harriman’s approval of a Niagara Frontier Port Authority indelibly bears 
out this urgent and immediate need. We plead for your every favorable con- 
sideration in your committee hearings and sincerely hope for your favorable 
recommendations so we may proceed with important port plans early in 1965 
As President of the Buffalo City Council and in behalf of industry, business, and 
all citizens in the Niagara frontier our grateful thanks for your help ani 
assistance. 

ELMER F. Lux, 
President of the Council, City Hall, Buffalo, N.Y. 


CLEVELAND, On10, Harsor IMPROVEMENT 
WITNESSES 


HON. CHARLES A. VANIK, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF OHIO 

HON. WILLIAM E. MINSHALL, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF OHIO 

OLIVER A. REYNOLDS, VICE PRESIDENT, CLEVELAND CHAMBER 
OF COMMERCE 

LEONARD LARSON, CHIEF ENGINEER, CLEVELAND DISTRICT OF 
REPUBLIC STEEL CORP. 

ADM. LYNDON SPENCER, PRESIDENT OF THE LAKE CARRIERS’ 
ASSOCIATION 


Mr. Marsuatyi. The committee will be in order. Congressman 
Vanik, do you wish to make a statement ? 


STATEMENT BY CONGRESSMAN VANIK 


Mr. Vanikx. Mr. Chairman, I do not have a statement. I merely 
want to say with respect to this particular appropriation that the 
funds that are being sought would be spent principally on widening 
two areas in the river and for four railroad bridges which are partly 
in my district and partly in the district of Congressman Feigha. 
He represents the west side of Cleveland, while I represent the east 
side. 

I need not tell you gentlemen what the industry in the Cuyahoga 
Valley means to all of us in the Cleveland area, including Congres* 
man Feighan, Congressman Minshall, who has the suburban district, 
and Congressman Bolton who has the other suburban district. 
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Our hope is that this committee will look with favor upon this 
$).300,000 appropriation request. 

The Cuyahoga River has had a tremendous investment in it al- 
veady, and its present bottlenecks are these narrow cuts between 
the railroad bridges which are now the principal source of trouble 
for the larger vessels. 

This appropriation will broaden the river and widen it to a proper 
state of development so that the larger ships can make their turns and 
bends in the river and bring the widening program into line with the 
rest of the development there. 

| just want to say in closing that I certainly hope that the members 
of this committee will look with favor on the appropriation which 
is being sought for the replacement of the 4 railroad bridges and the 2 
widening areas. 

They are absolutely essential to keeping our Cleveland harbor and 
river development up to the needs of the steel, the iron, and the ship- 
ping industry in the community. 

I would like to file a supplemental statement, Mr. Chairman. 

Mr. MarsHauy. Yes; we will be glad to accept your statement, 
Congressman. 

(The statement referred to follows:) 


Mr. Chairman and members of the committee, as Representative of the 21st 
District of Ohio, please permit me to urge the appropriation of $5,300,000 for 
the improvement of the Cuyahoga River as a part of the Cleveland inner harbor 
development pli in. 

My district is the east side of the Cuyahoga River and the people of my dis- 
trict have a vital concern in the improvement of the Cuyahoga River naviga- 
tion. Considerable sums of money have been expended by the Federal Govern- 
ment for the improvement of the Cuyahoga River navigation and at the present 
time, four principal bottlenecks and hazards to navigation are created by the 
obsolescence and the narrow passageway provided through the New York 
Central Railroad bridge No. 9, the New York Central-Pennsylvania Railroad 
bridge No. 1, the Nickel Plate Railroad bridge No. 15, and the Baltimore & Ohio 
Railroad bridge No. 3. These bridges must be replaced to eliminate the present 
hindrances which they constitute to navigation. The replacement of these 
bridges by longer and more modern bridges constitute the bulk of the current 
appropriation request. In addition, we are seeking an appropriation for a 
river widening in the vicinity of bridge No. 9 and the widening of cut No. 10. 

The Federal Government has a tremendous investment in the Cleveland inner 
harbor and the city of Cleveland, of course, has a tremendous investment which 
takes On a more important significance in light of the prospects of the Great 
Lakes seaway. 

The heavy industries of the Cuyahoga River are the backbone of employment 
in my community and all segments of my community are joined in a plea that 
your committee and Congress will approve the expenditures of these funds which 
are necessary to make the inner harbor accessible to the new 600-foot vessels 
Which are seeking to navigate through to the docks of the inner harbor. 

I sincerely hope that your committee will look with favor upon this request. 


Mr. Marsnatn. We will be very glad to hear from you, Congress- 
man Minshall. 


STATEMENT BY CONGRESSMAN MINSHALL 


Mr. Minsuautn. Thank you, Mr. Chairman. My name is William 
E. Minshall, and I represent 1 of the 4 congressional districts in the 
Greater C leveland area. 

My district and Mrs. Bolton’s district take in the suburban areas of 
the Greater Cleveland area. 
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Although none of the bridges for which we wish this appropriation, 
or the river widening that we are talking about, is in my district, the 
completion of these projects is vitally important to the residents of 
the 23d Congressional District which I represent. 

I know that it is an old story to you members on the committee, and 
I am a new member. But I certainly hope that you will see fit to 
give us the appropriation that Mr. Reynolds and Admiral Spencer 
are going to ask for, namely, $5,300,000 for the completion of these 
four bridges, and the widening of the river. 

Thank you very much, Mr. Chairman and gentlemen of the com. 
mittee for your attention, and I should like to also state that I wil! 
support everything that Mr. Reynolds and Admiral Spencer say on 
behalf of this $5,300,000 request. 

Thank you, Mr. Chairman. 

Mr. Marsuati. Thank you, Congressman. We are always glad to 
have our colleagues appear before us. 

Mr. Mrinsuatx. Thank you, sir. 


STATEMENT BY MR. REYNOLDS 


Mr. Marsuauut. Mr. Reynolds. 

Mr. Reynotps. I would like to place before you a chart which we 
have prepared with regard to the Cuyahoga River improvement pro- 
gram. I think it will give you a pretty clear picture of the improve. 
ments that we have made over the last 10 to 15 years. 

This project is pretty near the finishing stage. If we are fortunate 
enough to secure the funds that have been recommended this year it 
will enable us to finish 87 percent of the project, and we hope that next 
year we will be able to close it up. 

I think the reason why we have had so much success in pushing this 
project in Cleveland is due to the fact that we have been pulling asa 
unit to operate on a team basis. We have not had any opposition to 
this any place along the line, and I believe one of the important mat- 
ters in connection with the project has been that the city of Cleveland 
and the industries of Cleveland have paid a good share of the overall 
cost of the improvement, which ran about $50 million, the city of 
Cleveland and industry paying about half of that amount. The in- 
dustries along the river have spent some $200 million in improvements 
based on the fact that these improvements to the channel were to be 
made. 

I have prepared a statement, Mr. Chairman, which we will file with 
the committee. 

Mr. Marsnati. If there is no objection that statement will be ac- 
cepted in the record at this point. 

Mr. Reynotps. Thank you, sir. 

(The statement submitted by Mr. Reynolds is as follows :) 


STATEMENT OF OLIVER A. REYNOLDS, VICE PRESIDENT, CLEVELAND CHAMBER OF 
COMMERCE, CLEVELAND, OHIO 


We are appearing before your committee asking support of an appropriation 
to continue construction on the Cleveland Harbor improvement project which is 
described in House Document 629, 79th Congress, 2d session. A large part of 
the construction work on this project has been completed, as you will note 00 
the drawing of the Cuyahoga River that is before you. The inner harbor de 
velopment plan includes the replacement of a number of old highway and rail: 
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road bridges which were considered by the United States Corps of Engineers to 
be hindrances to navigation. The plan also includes widening the river in a 
number of locations and construction of several miles of new bulkheading. This 
new bulkheading is necessary because of the narrowness of the river and because 
of the heavy loads that the docks must carry in connection with unloading raw 
materials for industrial plants. 

With the work already completed on this harbor improvement project and 
providing that the funds recommended by President Eisenhower in his budget 
message are appropriated by Congress, 87 percent of the project could be finished 
by the end of the fiscal year 1956. To continue construction work in 1956, 
without delaying the program, will require Federal spending of $5,300,000 on 
the following works: 


Replacement of New York Central RR. bridge No. 9 $726, 000 
Replacement of New York Central-Pennsylvania RR. bridge No. 1_-~ 1, 4386, 000 
Replacement of Nickel Plate RR. bridge No. 15 1, 919, 000 
Replacement of Baltimore & Ohio RR. bridge No. 3 1, 171, 000 
Widening vicinity of bridge No. 9 21, 000 
Cut No. 10 27, 000 


Total 5, 300, 000 


There are attached to this statement pictures taken within the month of the 
new railroad bridges now under construction. The United States Corps of 
Engineers and the contractors are cooperating in every way possible to finish 
these bridges at the earliest possible date. Pictures of the improvements under 
way show the new bridges and the old railroad bridges which are to be removed. 
They show very clearly how the new bridge piers will permit widening of the 
channel for navigation. 

In anticipation of an early completion of this harbor improvement program, 
manufacturers with plants located on the banks of the Cuyahoga River in 
Cleveland have spent over $200 million in plant improvements. Most of these 
new facilities were built in the interest of national defense and were authorized 
after the Defense Production Administration and the Munitions Board declared 
the port of Cleveland improvements now under construction necessary in con- 
nection with the national defense program. 

When harbor improvement work is completed at the port of Cleveland under 
the present program, it will be possible for vessels of 600 feet in length to move 
freely in the inner harbor. We ask your support in providing the Federal Gov- 
ernment’s share of funds to continue this work in the coming fiscal year. 

In order to save time, we have asked our speakers to file statements with the 
committee and make brief presentations regarding their interest in the project. 
We have two speakers in addition to Members of Congress. They are: Admira! 
Lyndon Spencer, president of the Lake Carriers’ Association which represents 
United States navigation companies on the Great Lakes, who will discuss the 
need for these improvements from a navigation standpoint; and Leonard Lar- 
son, district engineer for Republic Steel Corp., which is one of the three steel 
companies with mills on the banks of the Cuyahoga River, who will discuss the 
need for the river improvements from the standpoint of steel mill operations and 
the effect on delivery of raw materials at the port of Cleveland. 

I want to thank the committee for this opportunity to appear on behalf of the 
port of Cleveland improvement program. We appreciate very much the con- 
sideration you have shown us in connection with the development of the Cleveland 
Harbor. 

Mr. Reynotps. I would like also to give you some photographs. We 
took these last month to show the progress which has been made in 
regard to these four bridges which have been mentioned. 

Mr. Marsmany. Thank you. 

Mr. Reynoips. Thank you very much for this opportunity to ap- 
pear on behalf of the port of Cleveland project. We hope that funds 
will be appropriated so that construction on the bridges will con- 
tinue without delay. I would like to call upon the president of the 
Lake Carriers’ Association at this time, Admiral Lyndon Spencer. 

Mr. Kirwan. You said industry contributed. 

Mr. Reynotps. Yes, sir. 
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Mr. Kirwan. What did industry contribute / 

Mr. Reynowps. This was a project where we had to widen the bend: in 
and build new bridges and docks. We have a very narrow river. |). go 
dustry had to put in a lot of improvements on their property. 

Mr. Kirwan. That is improvements; that is not contributions; wha to 
did industry contribute ? 

Mr. Reynotps. The non-Federal State’s contribution was is 

Mr. Kirwan. We have the State’s contribution, but you said 
industry. 

Mr. Reynotps. Well, it is an overall joint project. If Cleveland §§ ha 
is going to get the full benefit of the improvements we have to buili 
millions of dollars worth of new docks along the river. al 

Mr. Kirwan. Yes, you should. If the United States Government W 
would come along to build something tomorrow for me I would go to 
the bank and ask to borrow the money, and they would give the mone C 
to me, so that I could use it. 

Mr. Reynowps. We did the same. 

Mr. Kirwan. That is the point. You said that industry con- 
tributed. L 

Mr. Reynoups. Yes, sir. of 

Mr. Kirman. I want to know where they contributed. I know the 
city did. 

Mr. Reynotps. You are speaking of cash money that we might con- BF tl 
tribute ? Y 

Mr. Kirwan. Yes, that is what the United States Government will BP 
put up, cash. 

Mr. Reynotps. Well, we are putting up bridge and dock improve- | 
ments that are being made. L 

Mr. Kirwan. But the city of Cleveland is doing that. I am trying 
to find out where industry made any contribution to the straightening FF 0 
of that channel, and so forth. er 

Mr. Reynotps. No; we consider the channel work strictly a prop- Fo 
osition between the city and the Government, h 

Mr. Kirwan. I am speaking about industry’s contribution. I mean it 
for dredging the harbor and so forth. v 

What are the biggest boats you bring up there now? You can get 
500-foot boats in there now ? a 

Mr. Reynoxips. We can get one in over 550 feet, and this will make 

good for 600. n 

Mr. Kirwan. Who will benefit by getting 600-foot boats in there’ 0 

Mr. Reynoups. We will be able to bring up larger cargoes of ore. ‘ 

Mr. Kirwan. That is the point I want to bring out. The ones who 
are going to benefit from it, then, are the three steel plants there? 

Mr. Reynotps. No; I would say that the benefit would come to the ( 
Nation as a whole. 

Mr. Kirwan. No, not the Nation; we will leave the Nation out of 
it. If we did not have a river there the railroads would be paying 
more taxes. I am for the river, but we do not want to bring the 
Nation into it. = « 

Mr. Reynotps. These steel plants manufacture steel products which 
are used all over the country. 

Mr. Kirwan. I understand that. We have them down in Youngs 
town also. ' 

Mr. Reynotps. Yes; that is right. 
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Mr. Kirwan. When we go into business in America we are not going 
into it with the thought of the flag, or anything like that. We are 
going into it for profits. 

Mr. Reynotps. The same thing applies to the steel plants at Youngs- 
town. They are performing a national service. 

Mr. Kirwan. Certainly it applies to Youngstown, but Youngstown 
is not getting river bridges built for them. 

Mr. Reynovps. That is true. 

Mr. Kirwan. If they were getting a bridge they would be paying 
half of the cost. 

I get the impression that you are making a hullabaloo in Cleveland 
about the St. Lawrence seaway. You are talking about having a 
World’s Fair up there. 

Mr. Reynoitps. We are not going to have a World’s Fair in 
Cleveland. 

Mr. Kirwan. I read it in the the papers. 

Mr. Reynoups. Yes; but we decided against it. 

Mr. Kirwan. I happen to be one of those who voted for the St. 
Lawrence seaway back in 1940, but the chamber of commerce sort 
of criticized me about that in Cleveland. 

Mx. Reynowps. That is right; we changed our view since then. 

Mr. Kirwan. Suppose we had had the same view back 14 years ago 
that you people had then, this hustle and bustle would not be going on. 
You would not have had all of this work in the past 14 years in expand- 
ing and doing things up there. 

Mr. Reynowps. I only want to keep the record straight, Mr, Kirwan. 
I can explain our situation. We changed our views on the St. 
Lawrence seaway on account of the fact that the situation changed. 

Mr. Kirwan. The basic situation has not changed a bit since 1940, 
only we would have been much better off in 1940. For $157 million we 
could have built the seaway and the powerplant, and we would have 
owned them all. Today we have to pay $100 million for only one- 
half of the seaway, and a lot more for one-half of the power. So, 
it would have been much better for us if we had done it 15 years ago 
when so many people were idle. 

Mr. Reynorps. Our position was that it was not self-liquidating, 
and under the present system it should be. 

Mr. Kirwan. Self-liquidating. We would have made enough 
money on power alone to pay for it. We would have made hundreds 
of millions from the power, ‘and it would have cost only $157 million. 
Self-liquidating. It is the best self-liquidating project in the world. 

Mr. Reynotps. There were no tolls considered at that time. 

Mr. Kirwan. We are not going to charge any tolls to go up the 
Cuyahoga River where we will spend this money. 

Mr. Reynotps. That is right. 

Mr. Kirwan. So, tolls do not enter into it. 

Mr. Reynoups. That is the position that we took at that time. 

Mr. Kirwan. You were not the vice president of the chamber of 
commerce at that time ? 

Mr. Reynotps. That is right. 

Mr. Kirwan. You see what I mean, and I am not directing my 
_ arks at you personally. I know that you were not a part of it at 
that time. 
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I will say this, that in my humble belief, when there are only thre 
steel plants up there that would get the benefit of all this harbor in. 
provement, they should be paving some of the cost. 

Mr. Reynotps. They do not pay at other ports.in the United States 
of America. 

Mr. Kirwan. 1 am only giving you my opinion about it. They may 
not do that under the Rivers and Harbors.Act, but under the Reclama. 
tion Act every dollar the Government puts into it comes back. |} 
there is power in it it comes back with interest, and all the rest of it 
comes back from the water users. 

Mr. ANnpersEN. Under this Watershed Protection Act which we 
have in operation in various communities they are supposed to put wp 
50 percent of the cost to match the Federal funds which are put wp, 

Mr. Kirwan. Yes, and in addition they pay so much for the water 
in reclamation projects. It makes no difference whether you use it 
for a boat or use it for growing tomatoes. It is water that has an 
economic use. 

Mr. Reynowps. I understand, Mr. Congressman, that it is almost 
impossible to work out a formula where you could pay the cost of 
these various projects based on a user tax, because they vary so much 
from State to State, and from port to port. 

Mr. Kirwan. That is all. 

Mr. Marsuann. Mr. Reynolds, do you have any other witnesses who 
wish to be heard ? 

Mr. Reynowps. Admiral Spencer of the Lake Carriers Association 
would like to have an opportunity to be heard. 

Mr. Marsuaui. We will be glad to hear from you at this time, 
Admiral. 


STATEMENT BY ADMIRAL SPENCER 


Admiral Spencer. Gentlemen of the committee, I speak for the 
Lake Carriers Association, whose members operate 319 boat carriers 
on the Great Lakes. 

These vessels are engaged in the transportation of such commodities 
as iron ore and limestone, and many of the cargoes of the material 
are delivered to the steel plants which are located along the banks of 
the river at Cleveland. 

In order to effect delivery of these cargoes it is necessary for the ves 
sels to pass through many bridges and to work little curves and go 
around numerous bends in the river. 

Over the years the vessels on the Great Lakes have been growing 
longer, wider, and deeper because the larger ships provide much more 
economical transportation. 

As an example of this the smallest of 23 vessels constructed since 
1952 is 692 feet long with a beam of 70 feet, and a depth of 30 feet. 

The largest vessel built during this period has a length of 710 feet, 
a beam of 75 feet, and a depth of 3714 feet. 

As the new and larger ships come into use the old and smaller ships 
pass out of the picture. 

As a result of that the delivery of cargoes to the docks along the 
Cuyahoga River becomes increasingly difficult. Congress took cog: 
nizance of this condition some years ago and wisely authorized a pro- 
gram for the replacement of old bridges, and for the widening of the 
bends. 
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Since that time progress has been made in carrying out the program 
with funds appropriated by Congress and funds made available by the 
city of Cleveland and the various railroads owning the bridges and 
the program has been helpful, but full benefits cannot be obtained un- 
til the whole program has been completed and the passages up and 
down the river can be made more expeditiously and safely. 

For this reason we urge that this committee approve all of that 
item in the budget for the fiscal year 1956; which would provide the 
sum of $5,300,000 for improvements to Cleveland Harbor. Such a 
sum will enable the work to be done on that part of the project to go 
ahead at full speed, and will bring closer the day when industry along 
the river can be supplied more easily and more economically. 

Now, that is all I have to say about the Cuyahoga River. 

With the indulgence of the committee, I should like to take just one 
moment to advise you that the Lake Carriers’ Association also sup- 
ports those items:in the budget which would make available certain 
funds for improvements to other harbors on the Great Lakes. 

We strongly indorse those, and hope that the committee will ap- 
prove the proposed funds for widening the channel at Indiana Harbor 
in Indiana and funds for the removal of all, or at least a part of the 
project island in the St. Marys River, Mich., and for deepening of the 
channel connecting the harbors of Duluth, Minn., and Superior, Wis., 
and dredging and channel improvements in Buffalo Harbor, N. Y. 

That is all. Thank you very much, Mr. Chairman and gentlemen 
of the committee. 

Mr. MarsHauyt. Thank you for your statement. 

Mr. Reynolds, I believe you have one other witness. 

Mr. Reynoutps. Yes, we have Mr. Leonard Larson, chief engineer 
of the Cleveland district of the Republic Steel Corp. 

Mr. Marsuatu. We shall be glad to hear you at this time, Mr. 
Larson. 

STATEMENT BY MR. LARSON 


Mr. Larson. The problem of providing adequate and economic 
transportation of raw materials, principally iron ore and limestone 
via water to the steel plant docks fecatel on the Cuyahoga River has 
become increasingly acute due to increased demands arising from 
expansion of producing facilities. The Cleveland district steel plant 
of Republican Steel Corp. during the past 3 years has added another 
1,500-ton blast furnace, new open-hearth shop, and finishing equip- 
ment, whereby production capacity has been increased approximately 
4) percent, with an expenditure of over $100 million. Other iron and 
steel producing plants on the river, including Jones & Laughlin Steel 
Corp., and American Steel & Wire Division of United States Steel 
Corp. have also materially expanded their facilities during this period. 
_ Republie also owns and operates blast furnaces in its steel-produc- 
ing plants located in northern Ohio, at Youngstown, Warren, Canton 
and Massillon. Prior to increased requirements of our own and other 
steel plants on the Cuyahoga River, we have advantageously handled 
’ goodly portion of iron ore requirements for our inland furnaces 
via water to our Cleveland docks, and reshipped via rail to these 
plants. In recent years, due to increased demand and changes in car- 
rier vessels, whereby the older and smaller units are being replaced 
with larger and faster units, an increasing percentage of ore and lime- 





444 


stone is being brought into the Cleveland Harbor in units that cannot 
at present navigate the river. This situation during peak operations 
has necessitated an increasing portion of our requirements being un. 
loaded at lake front docks and reshipped via rail to our docks on the 
river, resulting in penalty of increased shipping costs and unloading 
restrictions because our unloading facilities are not designed for re. 
ceiving bulk materials in railroad cars. 

Beginning in 1954, our limestone requirements amounting to over 
1,000,000 tons per year, are being shipped from new quarries jy 
northern Michigan via water during navigable season. Water trans. 
portation is mandatory inasmuch as rail shipment is not available, 
Former supply, now depleted, was available either via rail or water, 
offering some flexibility no longer possible. 

Needless to say, the necessity for improvements on the Cuyahoga 
River covered by this project was recognized before project was av- 
thorized. Iam sure that you are familiar with our problem generally, 
and well fortified with statistics. 

On behalf of the steel companies I am appreciative of this oppor. 
tunity to again present our problems, emphasize need of and justifica- 
tion for early completion of these improvements, and to urge your 
support of pending appropriation of funds, estimated at $5,300,000 
now needed to proceed with work on replacement of bridges, which is 
the vital stepping stone toward realization of benefits anticipated 
from this project. 

Mr. Anpersen. You mentioned the source of your limestone. 
Where do you get your iron ore and in what percentages ? 

Mr. Larson. Our iron ore is principally rom the Mesabi Range in 
Minnesota. 

Mr. Anpversen. That is gradually being replaced by Labrador ore, 
is it not ? 

Mr. Larson. There has been one shipment of 2,000 tons brought in 
from Labrador to date. That shipping will continue, as I under- 
stand it, the latter part of this year. It may be that it will increase at 
that time next year or in the years to come. 

Mr. Marsuatyt. We thank you for your statement, Mr. Larson. 

Mr. Larson. Thank you, Mr. Chairman and gentlemen of the com- 
mittee. 

Mr. Reynotps. Thank you very much, gentlemen. 

Mr. Marsuauu. We regret very much that Mrs. Bolton, who so ably 
represents the 22d District of Ohio, could not be here today. However, 
she has sent me her statement and, without objection, her letter of 
May 6 and that statement will be placed in the record. 

(The letter and statement follow :) 
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Houser OF REPRESENTATIVES, 


Washington, D. C., May 6, 1955. 
Hon. Frep MARSHALL, 


Chairman, Public Works Subcommittee No. 1, 
House Appropriations Committee, Washington, D.C. 


My Dear Mr. CuarrRMAN: It is with regret that I find I shall not able be to 
appear personally before your committee on Monday, May 9, to testify on the 
Cleveland Harbor improvement program. 

Enclosed you will find my statement in support of this project, which I would 
appreciate your incorporating into the hearings. 

Thanking you, I am 

Sincerely yours, 


FRANCES P, BOLTON. 
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STATEMENT BY Hon. FRANCES P. BOLTON 


Mr. Chairman, members of the committee, for many years I have had the 
pleasure of appearing before the Appropriations Committee to urge appropria- 

ion of funds for continuing work on the Cleveland harbor project. 

As you know, this project is described in House Document 629, 79th Congress. 
It includes replacement of a number of highway and railroad bridges; the cut- 
ing back of banks in a number of locations; and bulkheading along a consid- 
rable section of the waterfront. 

A large part of the construction work on this project has been completed. The 
President has recommended in his budget message that $5.3 million be appro- 
priated for fiscal 1956. It is my understanding that if the amount recommended 
iy the President is appropriated by Congress, 87 percent of the project could be 
finished by the end of fiscal year 1956. 

The budget request Seems very modest in view of the importance of this proj- 
“t to our whole defense effort. The great steel companies located on the banks 
of the Cuyahoga River have spent over $200 million in plant improvements. 
However, they are somewhat hampered in their production because of their 
inability to move a sufficient quantity of raw materials by water transportation 
during the navigation season. This is due to the fact that large ore carriers 
cannot navigate freely on the Cuyahoga River at the present time. When the 
harbor improvement work is completed at the Port of Cleveland under the present 
program, it will be possible for vessels of 600 feet in length to move freely in the 
inner harbor. 

I do not know of any port where there is a greater amount of commerce de- 
veloped than right at the port of Cleveland and everything that is done to make 
it really workable for navigation purposes will be of unquestionable benefit to the 
people of the country as a whole. 

According to figures given me by the Office of the Chief of Engineers, the port of 
Cleveland handled 16,353,000 tons in 1949. By 1953 the tonnage had increased 
to 23,481,000. The 1954 tonnage figure, I understand, will not be available until 
July. We can no longer project our thoughts on the old basis; rather we must 
reckon the changes, the possibilities and the general expansion that will take 
place when the St. Lawrence seaway is completed. 

It is my hope, Mr. Chairman, that the committee will approve the full amount 
recommended by the President so that work may go forward without any delays. 

Mr. Oliver Reynolds of the Cleveland Chamber of Commerce, Admiral Lyndon 
Spencer of the Lake Carriers’ Association, and Mr. Leonard Larson, District En- 
gineer of the Republic Steel Corp., will discuss the technical details with you. 

May I thank you for what I know will be your most earnest and understand- 
ing consideration of this matter. 


Mr. Marsnatn. Our distinguished colleague from Ohio, Mr. Fei- 
ghan, expressed his regret at not being able to be here this morning 
and gave me a letter expressing his views on this project. We will 
place his letter in the record at this point. 

(The letter follows:) 


House OF REPRESENTATIVES, 
Washington, D. C., May 9, 1955. 
Hon. FRED MARSHALL, 
Chairman, Panel No. 1, Subcommittee on Public Works, 
Committee on Appropriations, House of Representatives. 


DeaR Mr. MARSHALL: Because of the absence from the country of the chairman 
of the Subcommittee on Immigration and Naturalization of the Committee on 
the Judiciary, I was obliged to serve as acting chairman at our subcommittee 
meeting held at 10 o'clock this morning, and was therefore unable to appear per- 
sonally to testify before your subcommittee on the appropriation for work in the 
Cleveland Harbor. 

I strongly urge that the appropriation requested in the President’s budget 
Ihessage to Congress for the fiscal year 1956, calling for $5,300,000 to continue 
work on railroad bridges Nos. 1, 3, 9, and 15, be recommended for passage. It is 
iy understanding that if you and Congress approve the President’s recommenda- 
tion of $5,300,000, it will be possible to complete 87 percent of the project during 
the fiscal year of 1956. 
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It is vitally imperative to the industrial welfare of Cleveland that the wor 
on these bridges be continued, completion of which will enable 600-foot vessels 
to navigate the Cuyahoga River. 

The Cleveland Harbor is situated in my congressional district and continu. 
tion of this work is most essential to the industrial life of this thriving city 
I am certain that you are mindful of the fact that making the Cuyahoga Rive, 
navigable for larger vessels may be of inestimable value to our national defense 

Respectfully, 
MICHAEL A. FEIGHAN, 


Mr. Marswauy. Both Senator Bricker and Senator Bender have 
written letters, which have been delivered to the committee this morn. 
ing, concerning this project. We will include these letters in the ree. 
ord at this point. 

(The letters follow :) 


UNITED STATES SENATE, 
COMMITTEE ON INTERSTATE AND FOREIGN COMMERCE, 
May 9, 1955. 
Hon.' FrRep MARSHALL, 
Chairman, Public Works Subcommittee No. 1 of the 
' House Appropriations Committee, Washington, D. (. 


My Drar MR. CHAIRMAN: Because I was out of town, it was impossible for me 
to appear before your subcommittee yesterday to urge favorable consideration for 
the appropriation of sufficient funds to continue the excellent progress already 
made toward improving the harbor in Cleveland, Ohio. Therefore, I hope that 
you will see fit to make this letter part of your record of hearings. 

lor the last 4 years, I have urged the Civil Functions Subcommittee of the 
Senate Appropriations Committee to appropriate sufficient funds to pay the Fed- 
eral Government’s share of the cost of the Cuyahoga River improvement: project 
at the port of Cleveland, Ohio. It is imperative from the standpoint of national 
defense that navigational facilities keep pace with the expanding steel capacity 
in the Cuyahoga River area. The funds for the Cleveland Harbor for the fiscal 
year 1956, as recommended in the President’s budget, total $5,300,000 and are to 
be spent as follows: 


Replacement of New York Central RR. bridge No. . O00) 
Replacement of New York Central-Pennsylvania RR. bridge No. 1_--_~ 1, 436, 0) 
Replacement of Nickel Plate RR. bridge No. 15 1, 919, 000 
Peplacement of Baltimore & Ohio RR. bridge No. 3 1, 171, 000 
Wideninw vicimity. GF rtGae Dre, Bai nk eb te Se 21, 00 
Nit a Nice cata dea ale aaa ei lot icles al Ths idee teil 27, 000 


5, 300, 000 


Much work will be done on these bridges during 1955. However, the above 
funds are necessary to assure completion of the river-widening program at the 
earliest possible date so that 600-foot vessels may navigate the Cuyahoga River. 
Ohio manufacturers with plants located on the banks of the river have spent 
over $200 million in plant improvements. Most of these new facilities are 
important national-defense plants and recognized as such by appropriate aget- 
cies of the Federal Government. 

I am sure that witnesses from Cleveland demonstrated to your committee the 
splendid progress that has already been made. I most sincerely hope that lack 
of funds will not be permitted to delay this vital construction in 1956. 

I would like to express my appreciation for your consideration of the presel- 
tation made by Mr. Oliver A. Reynolds, vice president, Cleveland Chamber 0! 
Commerce, and his associates from Cleveland. Also, I wish to thank your 
subcommittee for the opportunity to offer this letter for inclusion in the record. 

Sincerely yours, 
JOHN W. BrIcKER. 
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UNITED STATES SENATE, 
COMMITTEE ON GOVERNMENT OPERATIONS, 
May 9, 1955. 


Hon. CLARENCE CANNON, 


Chairman, Subcommittee on Public Works, 
House of Representatives, Washington, D. C. 

Dear Mr. CHAIRMAN: In the past 10 years the industrial area of Cleveland has 
been expanded tremendously. The Cuyahoga River Valley has become one of 
the most important centers in the entire Nation. The harbor of the city of 
Cleveland is constantly serving an expanding trade. With the development of 
the St. Lawrence seaway, how under construction, it is certain to expand even 
more rapidly in the near future. 

The appropriation of $5.3 million which is requested for the development of 
the Cleveland Harbor represents only a small part of the tremendous sums being 
expended by private industry in this overall picture. It will be money well 
used and the return derived by the Nation at large will be far greater than the 
sum We are requesting. 

With the work already completed on this harbor improvement project and 
providing that the funds recommended by President Eisenhower in his budget 
message are appropriated by Congress, 87 percent of the project could be finished 
by the end of the fiscal year 1956. To continue construction work in 1956, with- 
out delaying the program, will require Federal spending of $5.3 million on the 
following works: 

Replacement of New York Central RR. bridge No. 9___- 726, 000 
Replacement of New York Central-Pennsylvania RR. br idge No. 1 1, 436, 000 
Replacement of Nickel Plate RR. bridge No. 15___- 1, 919, 000 
Replacement of Baltimore and Ohio RR. bridge No. ¢ 1, 171, 000 
Widening vicinity of bridge No. 21, 000 
Cut No. 10 : 27, 000 


ls ait clea cigs ech et cha a ysis hohe se ete ta ncaa! peter tendekee 5, 300, 000 


In anticipation of an early completion of this harbor improvement program, 
manufacturers with piants located on the banks of the Cuyahoga River in Cleve- 
land have spent over $200 million in plant improvements. 

I sincerely hope that the committee will approve this request in the interest 
of the entire country. 

With best wishes, I am 

Cordially yours, 
Grorce H. BENDER. 


REPLACEMENT OF Brince at Sauur Ste. Marte, Micn. 
WITNESSES 


ROSS L. THORFINNSON, MINNEAPOLIS, MINN., GENERAL AT- 
TORNEY, MINNEAPOLIS, ST. PAUL & SAULT STE. MARIE RAIL- 
ROAD CO. 

L. V. JOHNSON, MINNEAPOLIS, MINN., CHIEF ENGINEER, MIN- 
NEAPOLIS, ST. PAUL & SAULT STE. MARIE RAILROAD CO. 

W. H. PARSONS, ESQ., WASHINGTON, D. C. 


Mr. MarsHauu. The committee will be in order, and we are pleased 
at this time to hear from Mr. Thorfinnson, who wishes to address the 
committee on the Sault Ste. Marie Bridge. 

Mr. THorrinnson. I am Ross L. Thorfinnson, general attorney for 
the Soo-Line Railroad, with offices at Minneapolis, Minn. 

This is L. V. Johnson, our chief engineer for the Soo-Line Rail- 
road who is with me, and who will be the gentleman who will talk to 
you. He has the facts concerning this in mind better than Ido. Mr. 
W.H. Parsons, our W ashington attorney is also with us. 


62348—55—pt. 2——-29 





448 


Mr. Johnson, will you take over ? 

Mr. JoHnson. We wrote out a statement in order to save the time 
of the committee. 

In December 1941, the Corps of Engineers advised the Sault Ste, 
Marie Bridge Co. that the removal of bridge island which carries the 
center pier of the bridge company’s swing span over the South Canal 
at St. Marys Falls Canal, Sault Ste. Marie, Mich., was contemplated 
which necessitated the replacement of the swing span with a vertical 
lift span. 

In other words, this island was removed for navigation purposes to 
the new span and would go from one shore to another. 

Following a series of conferences in 1944 between the Corps of 
Engineers and the chief engineers of the railroads owning the bridge 
company, it was agreed that the cost would be divided by a formula 
based on the Truman-Hobbs Act, otherwise known as the 1940 Br idge 
Act. Application of the formula in 1944 resulted in the bridge com- 
pany’s proportionate net share of the total cost being $107,300 which 
included the sum of $72,300 representing the expired service life 
of the old bridge plus the cost of dismantling the old bridge and the 
sum of $35,000 representing an estimated expenditure for increased 
bridge capacity of the new bridge over the old bridge. 

This amount of $107,300 was § approximately 16] percent of $669,300, 
the estimated total cost of the bridge project at that time. This 16 
percent was used in House Document 679, 78th Congress, 2d session, 
to designate the bridge company’s proportion of the cost of con- 
struction of a vertical-lift bridge. Public Law 14, 79th Congress, 
chapter 19, Ist session, 1945, then provided that participation in 
construction of the proposed new vertical-lift bridge should be on 
an 84-16 percent apportionment in accordance with said House Docu- 
ment 679. That means that the Government was to pay 84 percent 
and the bridge company 16 percent, and this was based on a formula 
basis, given in the Truman-Hobbs Act, which the bridge company 
agreed to. The engineers in submitting this House Document 679 
took the money derived from that formula and made it into a per- 
centage of 16 percent. The bridge company did not at that time 
agree to the 16 percent. In fact, they did not know it was being 
used. 

Present estimates for a new vertical-lift bridge are $2,700,000, 
exclusive of the cost of the removal of the island. This estimate 
is based on actual bids received for the work in 1947. Apportion- 
ment of cost recalculated under the Truman-Hobbs Act today would 

result in a cost to the bridge company of approximately $200,000 
to $250,000. Application of the 84-16 percent apportionment, how- 
ever, W ould result in a payment by the bridge company of $432,(0. 

That is approximately $200,000 more than the apportionment 
according to the Truman-Hobbs “Act. 

Many “bridges have been constructed and the cost eee 
under the basic principles of the Truman-Hobbs Act. We feel 
that the Sault Ste. Marie Bridge Co. is entitled to the same treat- 
ment in the reconstruction of the bridge at Sault Ste. Marie as other 
bridge owners have received in the reconstruction of their bridges. 

Since the original authorization contained in Public Act 14 was 

based on the Corps of Engineers’ reports and recommendations, the 
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bridge company assumed that it was the responsibility of the Corps 
of Engineers to secure a revision of the authorization consistent with 
the formula agreed upon under the provisions of the Truman-Hobbs 
Act. Upon realization that the corps had not and could not assume 
the responsibility, the bridge company representatives immediately 
sought a review of the apportionment of costs between the United 
States and the bridge company. 

Although no contract has yet been entered into between the United 
States Government aird the brige company for the construction of a 
new vertical-lift bridge over South Canal at St. Marys Falls Canal, 
the formula agreed upon under the provisions of the Truman-Hobbs 
wrovided for apportionment of costs under the provisions of the 
Truman-Hobbs Act. If provision were made in the Appropriations 
Act to permit expenditure of bridge funds under an apportionment 
in accordance with the provisions of the Truman-Hobbs Act, we 
would be able to proceed with execution of the contract and prevent 
delay in the construction of the bridge. 

We have talked to the engineers and there would be no difficulty in 
arriving at the correct apportionment in accordance with the act. 

It is not felt that it was the intent of Congress to impose an undue 
burden on the Sault Ste. Marie Bridge Co. by requiring it to bear a 
proportion of the cost of construction of the vertical-lift bridge based 
on the fixed percentage relationships established in 1944 when that 
proportion would result in a cost to the bridge company substantially 
in excess of a fair apportionment of costs under the provisions of the 
Truman-Hobbs Act. We urge that your committee provide that the 
expenditure of funds which are appropriated for the Sault Ste. Marie 
vertical-hft bridge will be governed by an apportionment in accord- 
ance with the provisions of the Truman-Hobbs Act. 

Mr. Marsnatt. We thank you for your statement. Mr. Thor- 
finnson ¢ 

Mr. THorFinnson. I have just this to say: What has happened here 
is that back in 1945, feeling that the project would go ahead at that 
time, they passed the act which set a fixed percentage relationship. 
If we had gone ahead at that time it would have worked out satisfac- 
torily to everyone, because the percentage would have resulted in the 
actual apportionment under the Truman-Hobbs Act. To go ahead 
on that basis today we feel would be a prejudice to the railroad 
company. 

‘The Soo Line is one of the owners of the bridge company, along 
with the two other railroads, and we have a very vital interest in the 
construction, 

We appreciate your listening to us. If there are any questions I 
think Mr. Johnson probably would be able to answer them for you. 

Mr. Marsan. We thank you for appearing before the committee 
this morning and giving us the benefit of your views. 

Mr. Jounson. Thank you. 
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APALACHICOLA-CHATTAHOOCHEE-FLINT 
WITNESSES 


HON. ROBERT L. F. SIKES, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. GEORGE W. ANDREWS, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF ALABAMA 

HON. E. L. FORRESTER, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF GEORGIA 

HON. J. L. PILCHER, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF GEORGIA 

HON. HENDERSON LANHAM, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF GEORGIA 

J. W. WOODRUFF, JR., PRESIDENT, COLUMBUS BROADCASTING C0,, 
INC.; EXECUTIVE VICE PRESIDENT, THREE RIVERS DEVELOP. 
MENT ASSOCIATION 

C. ED BERRY, MAYOR, COLUMBUS, GA. 

RICHMOND McCLINTOCK, MAYOR, DOTHAN, ALA. 

R. HORACE McSWEAN, MAYOR, ABBEVILLE, ALA. 

MARVIN EDWARDS, MAYOR, EUFAULA, ALA. 

ALBERT KILLINGSWORTH, MAYOR, FORT GAINES, GA. 

W. NEWT CREEKMORE, CITY MANAGER, APALACHICOLA, FLA; 
FLORIDA VICE PRESIDENT, THREE RIVERS DEVELOPMENT AS- 
SOCIATION 

J. C. GISSENDANER, REPRESENTING THE MAYOR, CHATTA- 
HOOCHEE, FLA. 

M. L. OAKLEY, REPRESENTING THE MAYOR, COLUMBIA, ALA. 

RAYMOND MORRIS, CHAIRMAN, COMMISSION ON ROADS AND 
REVENUE, CLAY COUNTY, FORT GAINES, GA. 

WALTER BROWN, MANAGER, CHAMBER OF COMMERCE, DOTHAN, 
ALA. 

R. L. PULLEY, VICE PRESIDENT, GULF POWER CO., PENSACOLA, FLA. 

Cc. R. KIRK, ATTORNEY, McCULLOUGH INDUSTRIES, BIRMINGHAM, 
ALA. 

MARGUERITE EWING SCHOTT, COORDINATOR, GEORGIA WATER- 
WAYS COMMISSION, ATLANTA, GA. 


Mr. MarsHatu. The committee will be in order. 
We are pleased to have before us this morning Congressman Sikes 
of Florida, Congressman Andrews of Alabama, Congressman For- 
re ; 
rester of Georgia, Congressman Pilcher of Georgia, and Congressman 
Lanham of Georgia. 


STATEMENT BY CONGRESSMAN SIKES 


Mr. Sikes, we will be glad to hear your statement. 

Mr. Srxes. Thank you. 

Mr. Chairman and gentlemen of the committee, the group before 
you is appearing in support of the A palachicola-Chattahoochee-F lint 
Waterway system. The statement I am presenting is a statement 
which is joined in by the distinguished gentleman from Alabama, Mr. 
Andrews; the distinguished gentleman from Georgia, Mr. Forrester: 
the distinguished gentleman from Georgia, Mr. Lanham; and the dis- 
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tinguished gentleman from Georgia, Mr. Pilcher. It is also joined 
in and signed by all the members of the Florida delegation in the 
House of “Representatives. I should like to present that statement 
for the record, with your permission, Mr. Chairman. 

(The statement referred to follows :) 


STATEMENT OF CONGRESSMAN Rosert L, F, Stkes (D-FLA.) BerorE THE HOUSE 
PusLic WORKS SUBCOMMITTEE ON APPROPRIATIONS—11 A. M., May 9, 1955 


We are appearing in support of a program for the completion of the Apalachi- 
cola, Chattahoochee, Flint Waterways from Columbus, Ga., to the Gulf of Mexico. 
This great and important waterways system was approved and authorized by 
Congress for the purposes of providing hydroelectric power, navigation, flood 
control, recreation and other benefits accruing to the economic welfare of the 
United States in general and the States of Alabama, Florida, and Georgia in 
particular, ° 

As the committee well knows, the project is now underway with the near 
completion of the Jim Woodruff lock and dam on the Apalachicola River at Chatta- 
hoochee, Fla., and the Buford Dam on the Chattahoochee River at Buford, Ga. 
We urge the approval of the budget estimate on those units. 

Many millions have been spent on this project, but regrettably the time for its 
practical use for all of the important activities for which the waterway was 
programed is still far in the future. That unfortunate situation is due to 
the fact that concurrent development has not taken place on the channel im- 
provement, the outlet to the gulf and the construction of other dams which are 
essential for the purposes of the project. All of these phases of development 
are integral parts of the approved project and are of paramount importance in 
assuring maximum realizable navigation and hydroelectric benefits which con- 
stitute the principal merit and economical feasibility of the approved project. 

Planning has been completed by the United States Corps of Engineers to the 
point that the construction now can be started on the Fort Gaines lock and dam 
and the Columbia lock and dam. Construction should be started within the 
coming fiscal year and no further delay should be tolerated by the Congress 
in making complete all aspects of this important waterway and utility. Only 
by so doing can we reap the rich harvest of hydroelectric power which is so 
keenly needed throughout the Southeast. Only by so doing can we make it 
possible for waterborne traflic to utilize the waterway. Only in this way can 
the Government recognize a return on its investment and, obviously, the more 
quickly the work is done, the more quickly the Government can recover its 
investment. 

Significantly this project provides an intersection of two rapidly developing 
waterways—the East-West Intracoastal Waterway and the North-South Apalachi- 
cola-Chattahoochee-F lint system. 

Surveys are now available which will make it possible to begin immediate 
improvement in the channel of the river from Apalachicola to Jim Woodruff 
Dam. Such channel improvements would tie in the tremendous volume of 
tratiic along the Intracoastal Waterway with the inland areas of the Southeast. 
It is estimated that a cost of $950,000 will be adequate to make the river navig- 
able to Chattahoochee and also to a number of cities and towns above the Jim 
Woodruff Dam. The first year’s increment of this work is estimated at $500,000 
and that amount should be included in this budget. It was not recommended 
by the Bureau of the Budget, but such a short-sighted failure to grasp the realities 
of this situation and the importance of making the waterway usable should not 
deter this committee from taking the necessary steps. At the moment, the fine 
locks of the Jim Woodruff Dam stand unreachable and unusable because of the 
failure to improve the channel at the same time the dam was under construction. 

The final step in making the project a usable one is the completion of a eut 
across St. George’s Island which will connect Apalachicola Bay and Harbor 
With the Gulf of Mexico. This is an authorized channel for which no Federal 
funds have been appropriated. The local community of Apalachicola in its zeal 
to promote the Apalachicola waterway borrowed and expended the necessary 
funds to cut the channel. However, they did not have sufficient money to put 
in jetties as recommended by the United States engineers. Therefore, the uses 
of the channel are decidedly limited. It is my hope that this committee will see 
the wisdom of including $418,000 for the island cut and for the necessary jetties. 
After that, we can, in fact, have a useable waterway as far as the Jim Woodruff 
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Dam at Chattahoochee. By proceeding simultaneously with the development 
of the two needed dams at Fort Gaines and Columbia, we will soon permit the 
southeast to enjoy the full benefits of this great project. 

I have talked only of the importance of trade in hydroelectric power. There 
are, of course, in addition, great recreational benefits which will be made avail- 
able by the impounding of water of the lakes above the dam. Then, in addition 
to the economical assets and recreational benefits, we must always remember 
that waterways are an important strategic asset. We need think back but a 
very few years to recall the submarine emergency which almost shut off shipping 
along our coast. 

Then, as war mounted toward its climax more and more or our shipping was 
required for overseas transportation and we became more and more dependent on 
barge traffic for our domestic waterways transportation. It is conceivable that 
history will repeat itself and we will again be greatly dependent upon coastal 
and waterways transportation for strategic and commercial uses. It has been 
testified again and again that this great Apalachicola network when connected 
with the Intracoastal Waterway will be of greatest strategic importance. 
Waterways give our Nation another transportation system which in time of 
emergency serves, in addition, alternatively to our other systems—railroads, 
highways, and airplanes. But, at the moment, and above all, is the importance 
of the item under present consideration. In this period of rising costs and in- 
creasing competition, water transportation provides a means of reducing ship 
ping expenses, expanding markets, and lowering cost to the consumers. 

For all of the reasons that I have outlined, I believe this project should be 
completed in all its phases at the earliest possible time and that the present 
Congress should approve the necessary appropriation of funds to begin the 
uncompleted links from Columbus to the gulf. 

R. L. F. SIkes. 

A. S. Herrone, Jr. 
DANTE B, FASCELL. 
Paut G. Rogers. 
CHARLES FE. BENNETT. 
JAMES A. HALEY. 
WILLIAM C. CRAMER. 
D. R. MATTHEWS. 


Mr. Stxes. I should like to say, by way of highlighting the state- 
ment. that we are urging the approval of the budget estimates on the 
Jim Woodruff Dam and the Buford Dam. In addition. Mr. Chairman, 
we are asking for the start of construction on all of the uncompleted 
units on the great Apalachicola Waterway. 

I should like to emphasize our interest in the uncompleted units 
of the three-river system. Let me repeat that they are the Fort 
Gaines Dam at Fort Gaines; the Columbia Dam at Columbia; the 
dredging of the channel from the Jim Woodruff Dam at Chatta- 
hoochee to Apalachicola; and the island cut across St. George’s Island 
to give access from Apalachicola Bay to the Gulf of Mexico. 

This project has been underway for a number of years. All of the 
items now awaiting development in the great project have been 
authorized by the Congress. 

We have heretofore followed the practice of building 1 or 2 units 
ata time. There is now under construction the Jim Woodruff Dam 
and the Buford Dam, both nearing completion. But the significant 
thing to me, Mr. Chairman, is that having spent a great deal of money 
on those projects we still find the actual utilization of the waterway 
system itself is far from an actuality. By building 1 or 2 units at 
a time we are failing to move the entire waterway along progressively. 
Only when the entire waterway is completed can we realize benefits 
from navigation, which is an important part of the nroiject. Only 
then can we realize in full the benefits from hydroelectric power. 
Only then will the returns to the Government be realized in full. 
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We feel that this is all one waterway and that we should begin or 

carry on all the uncompleted units at this time. If we move forward 
concurrently to the completion of all units, the Government will realize 
its benefits and the people of the Southeast— particularly the States 
of Georgia, Alabama and Florida—will realize the gr eat advant: ages 
for which the waterway was programed. At the moment the great 
$43 million dam at Chattahoochee is virtually isolated because the 
channel of the river does not permit access to the locks. 

Mr. Chairman, with that preface, I am going to ask the distinguished 
gentleman from Alabama, Mr. Andrews, to make a short statement 
and then to introduce the principal witness for this group, Mr. Jim 
ss Jr., the son of the great Southeastern businessman and 
developer who initiated this project originally and who now in his own 
right 1s ¢ arrying on that tradition in a very, very fine manner. 


STATEMENT BY MR. ANDREWS 


Mr. MarsHaLtL. We would be glad to hear from you at this time, 
Mr. Andrews. 

Mr. Anprews. Thank you, Mr. Chairman and members of the com- 
mittee. 

This project was authorized in 1945. In order to complete the proj- 
ect and make it possible for the Government to receive any benefits 
from this project it is necessary to complete two additional dams; at 
Fort Gaines and Columbia, Ala. 

At the present time, as you know, there are two dams under con- 
struction and almost completed. This is a multipurpose project. 

One of the benefits to be derived, and one of the biggest benefits, 
is from navigation. Unless we get the money, Mr. Chairman, to dredge 
out the Apalachicola River and to complete these other two dams it 
will be impossible for us to get any benefits from navigation. 

Now there is a dam, Mr. Chairman, almost completed right here 
at Chattahoochee, where the Flint River and the Chattahoochee form 
the Apalachicola River. 

The purpose of this project is hydroelectric and navigation. Most 
of the tonnage will come from Columbus, Ga. Unless we get these 
two dams here at Columbia and Fort Gaines it is impossible to have 
any navigation above this point here [indicating], where the Jim 
Woodruff Dam is about 95 percent complete. 

This dam, the Jim Woodruff, will produce 30,000 kilowatts of elec- 
tricity. It cannot be justified economically for 30,000 kilowatts. The 
big one at Fort Gaines will produce 80,000 kilowatts; and each needs 
the other to firm up the power. We have to have these two dams to 
get any navigation up the river. 

In other words, we have a “white elephant” in these 2 dams under 
construction today unless we get these other 2 dams. We have been 
trying for 8 or 10 years, as you recall, in our full committee. Last year 
we were confronted with a letter from the engineers, saying they had 
not completed the plans on these dams. 

Mr. MarsuHatu. I remember very well the plea that you made before 
our full committee. 

Mr. Anprews. Thank you, sir. 
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T am happy to say that this year we have a letter from the engineers 
saying: 


We have the plans completed and we are ready to go to work. 


I do hope that this committee will give us enough money to dredge 
out that river and start work on one of these dams. We respectfully 
ask that you give us $2 million. We are not in the budget for reasons 
that you well know. We cannot get a budget request. 

We have had a vicious circle. We have been running around here 
for about 10 years. We go to the budget and they say, “No.” We come 
to this committee and you say, “No budget request, no appropriation,” 

Mr. Marwauy. You know, it has been customary in the House in 
the years past to only include those items in the appropriation bill 
which have been included in the budget. 

Mr. Anprews. The question is: How do you get in the budget? | 
do not know of anybody who can get in the budget. They say you 
cannot get in with a new project. We are not asking for a new project. 
This is one project from Buford, Ga., down to the Gulf of Mexico. 
We need these two additional dams to ever get back any benefits from 
the money we have spent. 

Now I should like to present to you Mr. Jim Woodruff, from Co- 
Jumbus, Ga. 


STATEMENT BY MR. WOODRUFF 


Mr. MarsHatu. We would be pleased to hear from you, sir. 

Mr. Wooprurr. Mr. Chairman and gentlemen of the committee, i 
is a privilege to appear before you, partic ‘ularly this year, sir, because 
the support behind us, in addition to the very able C ongr essmen who 
are here with us, is a delegation from our area which we feel speaks, 
louder than any words can, the intense local interest that exists in 
the completion of this single project. 

Mr. Marswant. Your area is certainly well represented here in 
Congress. 

Mr. Wooprurr. Thank you very much. 

Mr. ANnverRSEN. There is no question about that, Mr. Chairman. 

Mr. Woopvrurr. We feel so, sir, 

Our delegation tod: Ly; which i is on record, consists of 5 mayors, | 
county commission chairman, and other interested citizens who have 
been working on this project for many, many years, some appearing 
before your committees since 1938. 

We also have in hand, sir, resolutions from 14 city governments, 9 
county governments, and 11 civic groups throughout “the watershed 
area, all attesting to enthusiastic local interest and support of our 
principal objective before you today. Rather than burden the record 
with these resolutions, which are in great part repetitious, I should 
like to ask the chairman’s permission to allow me to submit for the 
record the list of those cities, counties, and civic groups which have 
passed resolutions of this nature. 

Mr. Marsnatu. That will be accepted in the record at this point. 
I might add that we appreciate the manner in which you have handled 
this, because voluminous duplication adds cost, and this is fully as 
effective, we find. 

Mr. Wooprvurr. Thank you very much. 
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(The information is as follows:) 


RESOLUTIONS PASSED BY LOCAL INTERESTS IN SUPPORT OF APALACHICOLA-CHATTA- 
HOOCHEE-FLINT RIVER DEVELOPMENT, SPECIFICALLY URGING APPROPRIATIONS FOR 
Fiscan 1956 


1. BY ELECTED GOVERNING BODIES 


(a) Cities of— 

Abbeville, Ala. Columbus, Ga. Lanett, Ala. 
Albany, Ga. Cuthbert, Ga. Opelika, Ala. 
Apalachicola, Fla. Fort Gaines, Ga. Phenix City, Ala. 
Blounstown, Fla. Headland, Ala. West Point, Ga. 
Cairo, Ga. Lafayette, Ala. 

(b) Counties of— 

Calhoun County, Fla. Jackson County, Fla. Randolph County, Ga. 
Chambers County, Ala. Lee County, Ala. Russell County, Ala. 
Grady County, Ga. Muscogee County, Ga. Stewart County, Ga. 
2. BY OTHER CIVIC GROUPS 
3 Rivers Development Associatién, Columbus, Ga. 
Georgia Waterways Commission, Columbus, Ga. 
Muscogee Lions Club, Columbus, Ga. 
Rotary Club, Columbus, Ga. 
Exchange Club, Columbus, Ga. 
Chambers of Commerce of: Albany, Ga., Apalachicola, Fla., Columbus, Ga., Grady 
County, Ga., Headland, Ala. 
Merchants Association of Columbus, Ga. 

Mr. Wooprurr. I do not think it is necessary to review the history 
of the Apalachicola-Chattahoochee-Flint project. In the interest of 
time, in response to your wishes, we certainly intend to confine our 
testimony to the allotted half hour. 

We will pass over the review of the meritorious condition and ap- 
proval of the original project. We do want to mention, though, some 
statistical figures on two of the dams which are well underw ay, with 

95 percent of the total estimated cost alre: idy appropriated and placed 
into use on the Jim Woodruff Dam—and, if the recommended budget 
figure of $920,000 for fiscal year 1956 is approved by this committee 
and by the C ongress, 96 percent of the total estimated cost of the Jim 
Woodruff Dam will have been appropriated. On Buford Dam 56 
percent has been appropriated through the current fiscal year, and 
the reeommended budget of $11,830, 000 for fiscal year 1956 will bring 
it to 83 percent of the total appropriations for the estimated cost. 

I review those figures primarily to emphasize several points, one 
of which is the span of years required to complete these two dams; 
broadening the spread between those completions and the maximum re- 
turn from the entire project which will be required by completing the 
Fort Gaines and Columbia lock and dam. 

We urge approval of the budget recommendation on the two phases 
for fise: ub year 1956. 

We are asking today, in addition to that, a sum amounting to only 
114 percent of the total cost of the entire project to start Fort Gaines 
and to complete the dredging of the Apalachicola River and Bay and 
the St. George’s cut in fise cal year 1956. 

Broken down in figures, that is $945,000 for the Apalachicola River 
tnd Channel improvements; $2 million for Fort Gaines Dam start of 
construction; and a figure of $500,000 for the Apalachicola Bay and 
Channel cut through St. George’s Island. 
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Congressman Sikes and Congressman Andrews have emphasized 
the logic and commonsense of the request we make of you today, Mr, 
Chairman. The dredging is to provide the navigation to Chattahoo. 
chee, Fla., in order to put into use that portion of the waterway, in or. 
der that the Federal Government may realize return on its investment, 
As to the Fort Gaines start, that is to shorten the gap between the 
completion of the two existing structures because, as a single project, 
each phase is related to the other. Each supplements the efficiency of 
the other. Each brings greater return on the invested dollar. 

Mr. AnperseN. How many miles is it from the gulf up to the 
Woodruff Dam site ? 

Mr. Wooprurr. 285 miles. 

Mr. Anversen. As I understand it, there is a portion of that which 
has to be dredged; is that correct ? 

Mr. Wooprurr. That is correct, sir. The first 100 miles has to be 
dredged. 

Mr. AnprersEN. The first 100 miles from the gulf on up? 

Mr. Wooprurr. That is right, sir. From the Intracoastal Water- 
way at Apalachicola, Fla., the Apalachicola River is supposed to be 
maintained now at 6 feet, but a part of the Apalachicola-Chatta- 
hoochee-F lint authorization in 1946 authorized 9 feet. 

Mr. AnprrsEN. I do not have a map before me showing the portion 
from the gulf and up. What is the estimated total cost of dredging 
up to the Chattahoochee from the gulf? 

Mr. Wooprurr. $980,000. 

Mr. AnpErsEN. $980,000. 

Mr. Wooprvurr. $35,000 of which already has been spent on plan- 
ning, bringing it to 50 percent completion of planning. 

Mr. ANnpersEN. But none has been expended for actual dredging 
by the Government; is that right ? 

Mr. Wooprurr. That is right. 

Mr. Anversen. Yet that dam will be 96 percent completed at the 
end of this fiscal year? 

Mr. Wooprurr. That is correct, sir. 

Mr. AnperseN. At a cost of around $43 million? 

Mr. Wooprvurr. $46 million total ; $48 million already appropriated. 

Mr. Anpersen. Looking over the figures I notice that $5 million 
was appropriated in fiscal year 1955. ; 

Mr. Wooprurr. Yes, sir. 

Mr. AnpERSEN. Only $920,000 is asked for fiscal year 1956, leaving 
$1,696,000 thereafter. What was the purpose of the Bureau of the 
Budget in cutting this down so sharply? Why did they not put in 
the full amount to complete it? 

Mr. Wooprvurr. That is a question which we, too, wish could be 
answered. We cannot get to the Bureau of the Budget to find out. 

Mr. AnpersEN. Is there some delay in construction necessary, oF 
what? 

Mr. Wooprurr. No, there is no delayed construction on the dam 
itself. There is some delay or some extended work on the clearing. 
In our estimation it is purely and simply to coordinate the comple: 
tion of the Jim Woodruff Dam more nearly with the completion of 
the Buford Dam at the headwaters. 
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In that connection we feel that it is contradictory that the Corps 
of Engineers feel that necessity for coordinating those two dams on 
an effective date of completion when by the same token they have de- 
layed the start and the construction of Fort Gaines and Columbia 
Dams, because there will be an 8-year span between completion of 
Jim Woodruff and Buford and completion of Fort Gaines, even if 
we start today. 

Mr. ANDERSEN. What was the main purpose back of the construc- 
tion of the Jim W roodruff Dam? Was that hydropower ? 

Mr. Wooprvrr. Yes, sir. Well, I would not say that was the main 
purpose. It was a combination of hydroelectric and navigation. 

Mr. ANDERSEN. Evidently very little interest has been shown in 
the navigation end, Iam speaking about the budget now. 

Mr. Wooprurr. That is right. I do not think it could be justi- 
fied economically for nav igation alone, standing alone. It cannot be. 
Even though we will have testimony that will show that there are 
hundreds of thousands of tons now waiting ready to be brought 
through the locks, I think that is true. 

Mr. Anprews. Will the gentleman yield for just a minute? 

Mr. WoopruFF. Surely. 

Mr. Anprews. If you will look at that map, Mr. Andersen, you will 
see that there cannot be any navigation above the Jim Woodruff 
Dam without those other two dams. Most of the tonnage goes from 
Fort Benning at Columbus, Ga., down the river. They never con- 
templated any navigation above Columbus. Without those two other 
dams there you cannot get any navigation above Jim Woodruff Dam. 

Thank you. 

Mr. Wooprurr. Thank you, Mr. Andrews. 

I do not want to burden the committee further and consume time, 
but it would seem at this moment it might be appropriate to show 
very briefly just why this is a single project with four dams. 

Buford Dam at the headwaters is in the heavy rainfall area, to 
store the water for maximum waterflow control. It serves hydro- 
electric power and reservoir waterflow control for the succeeding dams 
downstream. It serves also as an improvement in hydroelectric pro- 
duction on the seven existing dams bahia the site of the Buford 
and the fall line at Columbus. 

Columbus will be the head of navigation under the present author- 
ized project with 3 dams dow nstream, all for navigation, 2 for multi- 
purpose of hydroelectric production and navigation. 

Fort Gaines Dam is fir st to be south of Columbus geographically, 
It is the large dam, the maximum production dam in navigation and in 
hydroelectric power. 

Columbia Dam is the small lockage dam only. You can see that by 
the profile on the map. 

The Jim Woodruff Dam is what they call a run of the river hydro- 
electric production dam and a navigation dam, south of the confluence 
of the Chattahoochee and Flint, forming the Apalachicola, to provide 
9-foot navigation to Bainbr idge, Ga., on the Flint, and Columbia, 
Alabama, on the C hattahoochee. 

The Apalachicola River dredging is an integral important part of 
the entire project because thereon will flow the hes avy barge traffic con- 
necting the east-west Intracoastal-Gulf Waterway connect ing with the 
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Mobile-Tombigbee-Warrior on out to the Mississippi to Brownsville, 
Tex., to the west and St. Marks, Fla., to the east. 

The access to the ocean through St. Georges Island at Apalachicola 
is an authorized project with manifested local interest supporting 
it, which is shown by the fact that the people of Apalachicola appro- 
priated funds of their own to make the cut; and the funds they are now 
requesting of Congress represent a reimbursement for that plus the 
recommended Corps of Engineers installation of jetties to eliminate 
shoaling. 

There is the entire project endorsed completely as a single project 
for maximum return and maximum efficiency for an open port of the 
gulf, the inland waterway in Columbus, the waterflow control all 
north of Columbus, improving hydroelectric production on existing 
dams, supplementing hydroelectric production with the multipurpose 
dams, as proposed. 

We are confident, gentlemen, that all planning has been done and 
is now completed and work can begin on Fort Gaines and Columbia 
and in the dredging of the Apalachicola this fiscal year. We would 
like vour permission to submit at a later time as-a part of the record 
at this time a letter from Maj. Gen. B. L. Robinson, Deputy Chief of 
Engineers in charge of civil functions. 

Mr. MarsHatu. We will accept that in the record at this point. 

Mr. Wooprurr. Thank you, sir. 

(The letter is as follows :) 


DEPARTMENT OF THE ARMY, 
OFFICE OF THE CHIEF OF ENGINEERS, 
Washington 25, D. C., September 17, 1954. 
Hon. Grorcre W. ANDREWS, 
House of Representatives, Washington, D. C. 


Drar Mr. ANDREWS: In response to your recent request, I am pleased to fur- 
nish the following information on the status of the Fort Gaines and Columbia 
lock and dam projects on the Chattahoochee River in Alabama. 

To date no funds have been appropriated for the construction of either of 
these projects. Our district engineer at Mobile. however, under the general 
supervision of the division engineer of our South Atlantic Division, has pro- 
ceeded with definite design studies on these works in order that construction 
may be promptly initiated when funds are appropriated by Congress therefor. 
To date, funds in the amounts of $603,000 and $41,700 have been made available 
for the Fort Gaines and Columbia projects, respectively. With these funds, the 
advance engineering and design work on the Fort Gaines project has progressed 
to the extent that construction could be initiated if funds were appropriated 
for this project for fiscal year 1956. For the Columbia project, however, fur- 
ther preconstruction planning would be required prior to the initiation of its 
construction. 

You may be assured that the Corps of Engineers realizes the benefits that will 
result from the construction of these projects and in the preparation of our 
budvet estimates for fiscal year 1956, careful consideration was given to the 
possibility of including a request for funds to initiate construction of the Fort 
Gaines lock and dam and to complete the preconstruction planning on the Co- 
lumbia lock and dam, subject to the criteria and limitations established by the 
Bureau of the Budget for the preparation of those estimates. The projects and 
amounts included in the President’s budget for the next fiscal vear for our 
civil works program will be made known when that document is transmitted 
to Congress early in January 1955. 

I trust that the above information will be sufficient for your present needs. 
Should you desire further particulars, however, please do not hesitate to call 
upon us. 

Sincerely yours, 
B. L. Rorrnson, 
Major General, United States Army, 
Deputy Chief of Engineers for Construction. 
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Mr. Wooprurr. That letter dated September 14, 1954, attests to the 
reactiness of the engineers to begin construction. 

Mr. MarsHatu. Have the engineers made any change in their benefit- 
to-cost ratio, Mr. Woodrutff 4 

Mr. Wooprurr. They have not advised us in any way on that, sir. 
I understand they have already testified. I may beinerror. I donot 
know whether they have covered that point or not. 

My guess is that the benefit-to-cost ratio would be a better picture 
today than.it was when first authorized or than it was in our previous 
testimony, in spite of the increased costs of construction today. 

| should like to submit for the record a letter dated April 29, 1955, 
from the South Atlantic division engineer, which will cover in statis- 
tical form the present status of the phases of the project. 

Mr. MarsHatu. Without objection we will insert that in the record 


at this point. 

(The letter is as follows :) 

CorPs OF ENGINEERS, UNITED STATES ARMY, 
OFFICE OF THE DIVISION ENGINEER, 
SoutH ATLANTIC DIvIsION. 

Refer to file No. SADGW 800.92 Apalachicola, Chattahoochee and Flint Rivers 

(Mob R. & H. O.) 
Mr. Jim WooprvurFrr, Jr., 

Keecutive Vice President, Three Rivers Development Association, 
Columbus, Ga, 

DEAR Mr. WoopruFF: Reference is made to your letter of March 24, 1955, by 
which you sent me a copy of a resolution of the Three Rivers Development As- 
sociation dated February 16, 1955. Your letter to the Chief of Engineers on 
the same date included a copy of the same resolution. At the request of the 
Chief of Engineers, and in accordance with his letter to you dated Mareh 31, 
1955, | am hereby furnishing a single report in reply on the status of the Apa- 
lachicola, Chattahoochee, and Flint Rivers project. 

The Jim Woodruff project was 82 percent completed as of April 1. The total 
estimated cost is $46,379,000. Funds received to date are $43,763,000, and $920,- 
00) is in the fiscal year 1956 budget request. Project completion is scheduled 
for about December 1956. The pool has been raised to elevation 65 recently and 
will be later raised to the full height, elevation 77, about August 1956. Construc- 
tion is proceeding satisfactorily at this time. 

The Buford project was 36 percent completed as of April 1. The total esti- 
mated cost is $40,700,000. Funds received to date are $22,981,000 and $11,830,- 
000 is in the fiscal year 1956 budget request. Project completion is scheduled for 
about June 1957. The first main power unit, is estimated to go into operation 
about December 1956. Construction of the earth dam is ahead of schedule and 
the powerhouse contract is to be let soon. Other phases of the work are pro- 
ceeding at a satisfactory rate. 

Of the projects in the planning stage the Fort Gaines lock and dam is the 
major item. The estimated cost is $86,400,000 and funds received to date are 
$603,000 of planning money. Of these funds a small unexpended portion is to 
he used to complete the construction plans and specifications for the earth em- 
bankment. Whenever construction funds are made available work can begin 
on that feature. About $2 million could be used advantageously for the first year 
of construction. No funds are included in the fiscal year 1956 for this project or 
for the others in the planning status. 

The channel improvement on the Apalachicola River and the Columbia lock 
and dam are the other items in the planning stage. The channel improvement 
is estimated to cost about $980,000. Funds of $35,000 available to date have 
been used to bring the planning to 50 percent completion. Additional funds are 
heeded to complete the planning and to initiate construction on this improve- 
ment which can be completed in a relatively short time after the funds become 
available. 

The Columbia lock and dam is estimated to cost $10,800,000. Funds of $42,000 
have been used for initial studies and about $300,000 more will be required before 
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construction is begun. Because of the small size of this project and its relatively 
short construction period it is believed logical to resume further planning about 
the time construction is started on the Fort Gaines Dam. 

This completes the outline of the present status of the development of this 
river system. Future progress on the projects depends upon the appropriations 
by Congress, which, as you know, are governed by the overall national funds 
situation and how these projects fit into the program along with others in a 
similar status. Beyond that statement of fact I am not in a position to advise 
the Three Rivers Development Association as to action it should take in further- 
ance of the project. 

I trust that the above fully responds to the request of your resolution and 
furnishes the information you desire. 

Sincerely yours, 
CHARLES G. Hore, 
Brigadier General, United States Army, Division Engineer. 


Mr. Wooprurr. On this point of your question, sir, according to 
our information the project originally was authorized as meritorious 
and economically feasible insofar as navigation is concerned with an 
estimated potential tonnage of less than a half million tons annually 
to Columbus, Ga., and thie ports inland on this waterway. We 
have tangible evidence to present in just a moment to show that the 
tonnage will be more than double and possibly triple that figure, even 


if the entire project were operative today. 

I should like to submit for the record a letter from a barge concern, 
the River Transit Co., which bears out that statement of mine, attest- 
ing to the amount of traffic which this organization will be able to 
put on the river. 

Mr. Marsuati. Without objection that will be inserted in the rec- 
ord at this point. 

(The letter is as follows :) 


River TrANstr Co., 
Columbus, Ga., April 12, 1955. 
Mr. Jim W. Woonrurf, Jr., 
Executive vice president, 
8 Rivers Development Association, Columbus, Ga. 

DEAR Mr. WoopruFF: It has really been a disappointment to me and to my 
prospective customers for the completion of the Apalachicola River dredging and 
the Jim Woodruff Dam to be put off again. I have spent considerable time and 
money developing tonnage comprised of molasses, phosphate rock, coal, and 
petroleum products, which approximates 700,000 tons annually. 

To prove the sincerity of our statement and urgency of the need of this river 
development, one of our customers has authorized us to make a trial trip up 
the Apalachicola River to the Jim Woodruff Dam, if we feel that there is a 
chance to be successful. We, of course, feel that there is a possibility that with 
a light draft we may complete this trip successfully and are making plans to 
start it in about 2 weeks. I will keep you posted as to the progress of this 
tow. The report of the difficulties that we encounter could indicate the extent 
of the work necessary on the Apalachicola River below Jim Woodruff Dam to 
make it a 9-foot navigable channel. 

I do not have an exact date as to the completion of the Jim Woodruff Dam 
and when the pool level behind the dam will reach its ultimate height, but it 
certainly does not make sense to have a 9-foot channel from’ Jim Woodruff 
Dam north on the Chattahoochee and Flint Rivers to Columbia, Ala., and Bain- 


bridge, Ga., respectively, and unable to reach the Jim Woodruff Dam from the 


south. 
The sooner this dredging work can be completed, the sooner the whole area 
adjacent to this river system will reap the benefits of water transportation. 
Sincerely yours, 
River Transit Co., 
THURSTON CRAWFORD. 
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Mr. Wooprvrr. I would like to briefly emphasize again the impor- 
tance of dredging of the Apalachicola and the start of Fort Gaines 
and Columbia as simultaneous projects, because the investment can 
vet its maximum return only upon the completion of all those. 
~ [ should like to present to the committee now gentlemen who repre- 
sent industries that are now able to and have contracted to put tonnage 
on the river as it now is constituted and as it now stands in the present 
state of construction. 


STATEMENT BY MR. PULLEY 


First I should like to present Mr. R. L. Pulley, vice president and 
operating manager of the Gulf Power Co., Pensacola, Fla. He has a 
brief statement, which can be filed for the record. 

Mr. MarsHauu. We would be glad to hear from you at this time, Mr. 
Pulley. ; 

Mr. Puntiey. Mr. Chairman and members of the committee, our in- 
terest in the improvement of navigation on the Apalachicola River 
can be stated very briefly. 

My name is R. L. Pulley. I am vice president and operating man- 
aver of Gulf Power Co. whose headquarters are at Pensacola, Fla. 

Gulf Power Co. is a public utility supplying electric service to that 
portion of north Florida lying west of the Apalachicola River. The 
company has two steam electric generating plants, one located at 
Pensacola and one on the west side of the Apalachicola River approx- 
imately two and one-half miles down stream from the point where 
U.S. Highway No. 90 crosses the river. These plants supply the re- 
quirements of the area served by the company and some power is sup- 
plied to neighboring companies through interconnecting lines. The 
plant on the Apalachicola River, know as the Scholz steam plant, uses 
coal as fuel. This coal is obtained from Central Alabama mines. 

The Scholz plant, as presently constructed, has installed two 40,000 
kilowatt units and, as presently operated, uses approximately 150,000 
tons of coal annually or 3,000 tons per week, all of which is presently 
transported by rail. Full load operation of this plant would increase 
the fuel requirements to 300,000 tons annually. 

This plant is designed for the future addition of two 60,000-kilowatt 
units which would increase the fuel requirements to approximately 
700,000 tons annually. 

The company is very much interested in the improvement of the 
Apalachicola River for navigation. We have a long-term contract 
with the Alabama Byproducts Co. for a minimum of 200,000 tons of 
coal annually, all of which is for use at the Scholz plant. This coal 
is available to the Warrior River in central Alabama and three firms 
operating barge lines have been contacted by us for proposals to trans- 
port a minimum of 100,000 tons annually. This movement would be 
by Warrior River south to Mobile, Gulf Intercoastal Waterway from 
Mobile east to the Apalachicola River and north on the Apalachicola 
to the plant site. We have been unable to obtain definite proposals 
from these firms because of the condition of the Apalachicola River. 
It is our understanding from contacts with these firms operating barge 
lines that the movement of this tonnage would require the use of 2,000- 
ton and 2,500-ton barges with continuous movement throughout the 
year. The Apalachicola River does not at present have, except in 
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periods of high water, sufficient depth for such barges which require 
a maintained ‘depth of at least 8 feet. 

The company desires to make arrangements, immediately upon the 
river being made navigable, for the movement by barge of a minimun 
of 100,000 tons of coal annu: illy. As increased oper ation of the plant 
and additions are made to the plant it is possible this movement will 
ultimately be 600,000 tons annually. 

Mr. Chairman, I thank you and the members of your committee for 
the privilege of presenting this information for your consideration, 

Mr. MarsHatu. Thank you for your statement. 


STATEMENT BY MR..KIRK 


Mr. Wooprurr. Mr. Chairman, another man who represents an in- 
dustry ready to put tonnage on the river is Mr. C. R. Kirk, represent- 
ing the-Florida Gravel Co., located at Chattahoochee. Mr. Kirk is 
also the attorney for the McCullough Industries, of Birmingham, Ala, 

Mr. Kirx. Mr. Chairman and gentlemen, I should like to present 
just a brief résumé of how Flor ida Gravel Co, came there. 

McCullough Industries is engaged in aggregate production through- 
out the southeast. A new company is the Florida Gravel C o., located 
at Chattahoochee. The Florida Gravel Co. has never been able to 
grow prior to this time, not because it lacked deposits of gravel nor 
because it lacked the business area, because business is there and the 
gravel is there; but they do not have assured nav igation year round, 

The Jim Woodruff Dam and its pool area has gu: laranteed the year- 
round navigation we require for our production “of gravel. We will 
ship into this market, south and southeast and to the e: ast of Chattahoo- 
chee, a minimum figure of 150,000 tons of gravel annually. Now, all 
this gravel has to go through the Jim W oodruft lock itself. 

We were the first commercial enter prise to use the locks, some 30 or 
40 daysago. However, when we got through the lock and tried to get 
downriver to our railroad sidings and push the barges down to 
Apalachicola we Seana we could not navigate the river. That was 
some contingency that had never occurred to anyone. It has ham- 
pered our operation. In fact, we are operating 25 percent of normal 
right now, and unloading above the dam and ‘trucking i in the imme- 
diate local area. 

Where we could get through the lock and down to our railroad 
sidings we would ship east on the Seaboard Line Railroad and north 
and northeast on the ACL and west on the L. & N, 

I would say there is 100,000 tons that will go by rail if we get down 
to the railroad. If we can ship down to Apal: ichicola by barge we 
will move 50,000 existing yards into that market area. We know that 
because we are now shipping from other areas and business is assured. 
There is 150,000 tons we have through your locks, but we cannot get 
it any farther. 

We strongly ask that this committee do whatever Mr. Woodruff 
wants it to do. 

Mr. Marsuaty, Thank you. 

Mr. Wooprurr. Thank you, Mr. Kirk. 

In conclusion, Mr, Chairman, I request your permission to allow 
us to submit for the record further evidences of the intense local in- 
terest in and support for this entire project. 
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The first of these is a memorial to the Congress passed by the F]orida 
State Legislature. 

Mr. MarsHati. Without objection that will be placed in the record 
at this point. 

(The information is as follows:) 


Senate MeMorRIAL No. 629, By SENATORS FLoyp, RAWLS, JOHNSON, AND TAPPER 
Adopted by the Senate May 2, 1955; Adopted by the House on May 38, 1955 


4 MEMORIAL TO THE CONGRESS OF THE UNITED STATES TO PROVIDE SUFFICIENT FUNDS 
FOR IMMEDIATE COMPLETION OF THE JIM WOODRUFF LOCK AND DAM AND CERTAIN 
OTHER PROJECTS ON THE CHATTAHOOCHEE, FLINT, AND APALACHICOLA RIVERS 


Whereas the Congress of the United States has authorized a public-works proj- 
ect to improve the Chattahoochee, Flint, and Apalachicola Rivers in Florida, 
Georgia, and Alabama; and 

Whereas two phases of this project are now under construction: The Jim 
Woodruff lock and dam on the Apalachicola River at Chattahoochee, Fla., and 
the Buford Dam on the Chattahoochee River at Buford, Ga.: and 

Whereas there are three additional phases of the project for which construe- 
tion funds have not been provided, namely, the channel in the Apalachicola 
River between the Intracoastal Waterway near Apalachicola, Fla., and the Jim 
Woodruff lock and dam, the Columbia lock and dam on the Chattahoochee River 
near Columbia, Ala., and the Fort Gaines lock and dam on the Chattahoochee 
River near Fort Gaines, Ga.; and 

Whereas @€ach phase must be completed in its entirety before maximum use can 
be realized and the cost-benefit ratio be obtained as established by the United 
States engineers, and 

Whereas the 2 million Americans living in the tririver valley will be greatly 
benefited if an accelerated construction program is adopted whereby all approved 
phases of the authorized project are placed on a simultaneous construction 
status: Now, therefore, be it 

Resolved by the legislature of the State of Florida, That the Congress of the 
United States be and it is hereby requested to provide sufficient construction 
moneys to continue construction of the Jim Woodruff lock and dam, the Buford 
Dam and to commence construction on the Apalachicola River Channel, the Co- 
lumbia lock and dam, and the Fort Gaines lock and dam, during the next fiscal 
year, July 1, 1955, to July 1, 1956: Be it further 

Resolved, That copies of this memorial be dispatched to the President of the 
United States; to the President of the United States Senate; to the Speaker of 
the United States House of Representatives; to each of the ablest congressional 
delegation in the United States Congress, the Florida delegation: to the Chief of 
Engineers, Corps of Engineers, Washington, D. C.: to each of the Governors of 
the States of Florida, Alabama, and Georgia; and to the president of the Three 
Rivers Development Association, the Honorable Jim Woodruff, Sr., Columbia, Ga. 

I hereby certify that the above and foregoing memorial is a true and correct 
copy of Senate Memorial No. 629, introduced in the senate by Senator C. H. 
sourke Floyd, Senator John Rawls, Senator Dewey M. Johnson, and Senator 
George G. Tapper, and unanimously adopted by the senate on May 2, 1955, and 
unanimously adopted by the house of representatives on May 3, 1955, as more 
fully appears from the journals of the senate and the house of representatives 
of said dates. 

W. F. Davis, 
President of the Senate. 

Attest : 

Rorr. W. DAvis, 


Sceretary of the Senate. 


Mr. Wooprvurr. The next is a copy of the original of a letter from 
the Honorable LeRoy Collins, Governor of the State of Florida. 

Mr. Marsuaui. Without objection that will be placed in the record 
at this point. 


62348—55—pt. 2——30 





(The letter is as follows:) 
STATE OF FLORIDA, 
EXECUTIVE DEPARTMENT, 
Tallahassee, May 6, 1955. 
CHAIRMAN, SUBCOMMITTEE ON CIVIL FUNCTIONS, 
House of Representatives, Appropriations Committee, 
Washington, D. C. 

GENTLEMEN : It has been brought to my attention that your committee has under 
consideration an appropriation in connection with a channel on the Apalachicola 
River from the Jim Woodruff Dam south. May I respectfully advise you that 
this is a project which I feel will benefit economically an important section of 
Florida and one that is most important to the full commercial utilization of the 
Jim Woodruff Dam. 

The State of Florida itself has a particular interest in promoting navigation 
aids to the town of Chattahoochee. At this point the State maintains its largest 
mental hospital with a present patient load of 6,600 patients and the potential 
saving in transportation costs on fuels, foods, and other items used at this hos. 
pital would be a vast benefit to the taxpayers of Florida. May I endorse the ap- 
propriation as recommended and urge your favorable consideration. 

Yours truly, 
LERoy CoLuins, Governor. 


Mr. Wooprurr. Next is a telegram from the Honorable James F. 
Folsom, Governor of Alabama. 

Mr. MArsHatu. Without objection that will be placed in the record 
at this point. 

(The telegram is as follows :) 

MONTGOMERY, ALA. 
C. R. Kirk, Jr., 
McCullough Industries: 

I am heartily in favor of your mission in Washington before the Appropria- 
tions Committee requesting money for the Corps of Engineers to dredge the 
Chattahoochee River from the Woodruff Dam to the Gulf of Mexico. The waters 
held by this dam touch the State of Alabama and will greatly aid us in our 
plans for industrial development. Please do everything you can and assure tlie 
committee that I as Governor of the State of Alabama am behind you all the way. 

JAMES E. Fotsom, Governor. 
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Mr. Wooprvrr. I also have 4 letters from industries and enterprises 
in and around Chattahoochee, Fla., attesting to their ability to employ 


the river. 

Mr. MarsHaui. Without objection, the letter will be placed in the 
record at this point. 

(The letters are as follows :) 

APALACHEE CORRECTIONAL INSTITUTION, _ 
Chattahoochee, Fla., May 7, 1950. 
CHAIRMAN, SUBCOMMITTEE, 
House Appropriations Committee, 
Congress of the United States, Washington, D.C. 

Dear Stir: As a user of coal, fuel oil, and other bulk materials which are 
more economically transported by water, we request that your committee col- 
sider favorably furthering the improvement of the Apalachicola, Chattahoochee, 
Flint River system to provide navigation chanels. 


Sincerely yours, 
PAauL J. EUBANKS. 
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STATE OF FLORIDA, 
BOARD OF COMMISSIONERS OF STATE INSTITUTIONS, 
May 7, 1955. 
CHAIRMAN, SUBCOMMITTEE ON CrviL FUNCTIONS, 
House of Representatives, 
Appropriation Committee, Washington, D. C. 

Deak Sir: The purpose of this letter is to urge you to give favorable consider- 
ation to a proposed appropriation to provide a channel for water traffic to the 
town of Chattahoochee, Fla. 

My job with the State is now, and has been for 26 years, purchasing agent and 
trafic manager for State institutions under this board. At Chattahoochee, 
Fla., the State of Florida maintains 2 State institutions, a rehabilitation prison 
caring for approximately 300 prisoners, and a State mental hospital, the largest 
in our State, caring for an excess of 6,500 patients. The transportation facilities 
which would be available to these State agencies, if water transportation can 
be provided at this point, would result in a substantial saving in the cost of 
operating these intsitutions to the State of Florida. 

We have already received proposals contemplating the movement of fuels, 
both liquid and solid, to this point from producing areas via barge if and when 
a channel is provided. There are other possibilities of substantial savings in 
the movement of foodstuffs and textiles and many other items if and when 
barges can be brought here. 

As you know, a substantial sum of money has been expended in the erection 
of the Jim Woodruff Dam, and without this channel providing water transporta- 
tion to this point, a full utilization of the manificent structure which is now 
under contract cannot be realized. 

Your favorable consideration of this appropriation can substantially help the 
State of Florida in its effort to care for the mentally ill located at this point. 
In the town of Chattahoochee the Florida State hospital is a substantial in- 
dustry consuming, as of today, in excess of seven carloads of merchandise and 
supplies each and every day, and to be able to operate this institution on a water 
rate would result in the State of Florida being able to provide better mental care 
for the patients treated at this institution. For your information the State of 
Florida owns riverfront property on which it is contemplated dock facilities 
will be constructed for the handling of freight needed by the institutions men- 
tioned above. Once we are assured of the possibility of freight movements via 
the Apalachicola River, the State will then undertake to build the necessary 
dock facilities to handle such shipments as can be developed by water at this 
point. 

Respectfully submitted. 

Dan W. D’ ALEMBERTE, 
Supply Clerk and Traffic Manager. 


SNEADS LUMBER Co., 
Sneads, Fla., May 7, 1955. 
CHAIRMAN, SUBCOMMITTEE ON CIVIL FUNCTIONS, 
House of Representatives, 
United States Congress, Washington, D. C. 

GENTLEMEN: We are at present exporting lumber, shipping by truck to Pen- 
sacola then by boat to Puerto Rico, also we are making heavy shipments to 
Tampa and St, Petersburg. 

The opening of the Apalachicola River for transportation would assist us 
tremendously in our operations, therefore, we respectfully urge your favorable 
consideration of funds for this purpose. 

Yours truly, 
J. C. GISSENDANER. 


ee ee 


Woop-CELLULOSE Propucts Co., 
Chattahoochie, Fla., May 6, 1955. 
CHAIRMAN OF THE SUBCOMMITTEE, 
House Appropriations Committee, 
United States Congress, Washington, D. C. 
HONORABLE SiR: In connection with the appropriation to make the waterway of 
the Apalachicola, Flint, and Chattahoochee Rivers properly navigable now that 
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the dam at Chattahoochee is nearing completion, the writer would say that it js 
very probable that, in the near future, this company will be interested in both 
logs and lumber coming by water from both the upper and the lower rivers: 
that is, the Chattahoochee and Flint Rivers above this, and the Apalachicol, 
River below. The predecessor company, the Jerome H. Sheip Co., Ine., of 
Apalachicola, had previously had an operation somewhat similar to this, and 
in that operation, had logged the lower 50 miles of the Apalachicola River for 
hardwoods and some pine. The time is now coming when this company wil] 
surely be faced by a growing shortage of the timber available to us by trucks, and 
we will then have to turn to the river again with which its operations have made 
it familiar over a past period of some 40 years. 

This company is now using about 5 million feet of lumber a year, all delivered 
by trucks and, as stated above, we will have to shift probably to some other 
source later. The fact that deep water might be had arount Chattahoochee was 
one of the factors that decided us to locate our plant here. 

It is only logic that now the Federal Government has spent such a large sum 
of money on the completing of the dam, which will be within a very short time, 
so it necessarily follows that, in order to make the dam usable, the river, particu. 
larly between here and Apalachicola, will have to be deepened to allow barge 
and boat traffic to use the river properly. We trust the Congress will not see 
tit to do as was done in Mobile after the completion of the locks and dams when 
they were not made usable for some 10 years after the locks had been finished 
because of low water in the rivers, which could have been dredged out and made 
usable at very small expense. 

We respectfully submit that this is a very necessary improvement, and the only 
logical thing to do, since the large expenditure on the dam. 

Yours most sincerely, 
Woop-CELLULOSE PRODUCTS CO., 
STANLEY 8. SHEIP, President, 


Ir. Wooprurr. Thank you, sir. 
STATEMENT BY MRS. SCHOTT 


In conclusion may we present Mrs. Marguerite Ewing Schott, who 
is the coordinator of the Georgia Waterways C ommission, a commis- 
sion created by act of the State Legislature of Georgia in December 
of 1953 to speak at State level in its liaison with the Congress for 
waterways development. 

Mr. Marsnaty. We would be glad to hear from you at this time, 
Mrs. Schott. 

Mrs. Scuorr. Gentlemen, I think that I will keep my remarks very 
brief. I do have just a very short statement to file. 

Weare grateful to Mr. W oodruff and the Three Rivers Development 
Association for letting us take part of the allocated time. We thought 
us a State agency that we, too, would be given a particular 30 minutes 
of time, and that our Governor would be able to come up and speak 
also, but with only a 10-minute segment we figured we would ask that 
maybe we be allowed to appear at ‘another time before the committee. 

Mr. Marsuau. Your statement will be printed in the record. 

(The statement is as follows:) 

My name is Mrs. Marguerite Ewing Schott, coordinator of the Georgia Wate! 
ways Commission, Atlanta, Ga. I have been authorized to speak for the group. 

This commission, gentlemen, was created by an act of the General Assembl) 
of Georgia, December 10, 1953, to serve and act as a liaison between the Federa 
Government and the State in matters pertinent to river basins, watersheds. 
navigable rivers and streams, flood control and waterway development. We 
are designated as the official State agency and represent the will and wishes of 
the Governor and the legislative branch of the State government. 

We wish to go on record as making a blanket endorsement of the individual 
statements by those groups interested in specific projects. It is my understand 
ing that you have heard from local groups from the Buford Dam area; the 
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Hartwell Dam delegation from South Carolina and northeast Georgia; the 
Savannah River turning basin and this morning you have heard the plea from 
the Three River Development Association and the mayors in that area on the 
Apalachicola-Flint and Chattahoochee territory. 

The large hydroelectric energy dams being constructed by the Federal Gov- 
ernment—such as the Jim Woodruff and the Buford Dams, are of vast importance 
to the future economic life of Georgia, the gulf areas of Alabama and Florida. 
Our State’s rapidly expanding industrial life calls, increasingly, for an abundant 
supply of water. Our 1954 $100 million crop loss in Georgia due to drought 
conditions has made Georgians extremely water-conscious. We realize that 
water conservation and waterways development has entered the era of big 
business. 

Consistency and justice calls for continued substantial development of our 
waterways in Georgia to take full advantage of the great opportunities for a 
vrowing economy they represent. 

Gentlemen, we have lived on hope for nearly a decade since Ft. Gaines and 
Hartwell were approved. We want several million dollars for beginning con- 
struction moneys for the approved project or we will face an arrested economic 
progress. We will welcome any amount, sirs, but do try to give our request 
sume financial encouragement by including us in your appropriations. 

It has been a very special privilege, gentlemen, to be allowed to represent the 
five-man commission. I hope I have contributed something to your thoughts 
which will bring our State funds for these dam projects which are so sorely 
needed. In conclusion let me thank you for your patience and assure you of our 
sympathetic understanding of the huge problem you face in trying to be fair 
to all sections of the Nation. 


Mrs. Scnorr. Frankly, the Georgia Waterways Commission is 
asking, I think, spec ifically for ree ommendations to the budget that 
we would be given approximately $5,450,000. 

I have been told that they can spend $2 million of that very easily 
at Fort Gaines ; $3 million at Hartwell; and $450,000 for the Savannah 
River turning basin, to help out our State’s authority. That is very 


necessary. We cannot get some of the boats in there. 

Gentlemen, without this money we have made a very bad investment 
nationally. It is like giving a hat and shoes, but giving no dress. 
We canot progress or go out very far on that, or travel anywhere. 
So we are asking that you do rec ‘ommend us to the budget, because 
we do not feel, particularly on the three rivers, that this is new. We 
feel like it is only a furtherance and a finishing of the project. We 
need it very much in Georgia. 

You are not only helping Georgia, but you are also helping Florida 
and Alabama in this request that they are making. 

Mr. Marsuaty. We thank you for your statement. 

Mrs. Scuorr. Thank you for letting me come, sir. 

Mr. Wooprurr. Mr. Chairman and gentlemen of the committee: 
let me express the deep appreciation ‘of this entire delegation for 
the privilege of appearing before you, and let me particularly urge, 
as you review the record, the recognition that this single project is 
vital as a completed unit so that the Government m: iy get back its 
investment, its proper channels of business and proper economic 
growth and progress in an area which we are very proud of and con- 
tinually seek to make the entire Nation proud of. We appreciate this 
opportunity of appearing before you and do appreciate your courteous 
hearing. 

Mr. Marswati. Thank you. Weappreciate your appearance before 
the committee. 

Mr. Anprews. Mr. Chairman, let me make one statement off the 
record, 
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Mr. Marswa.u. Surely. 
(Discussion off the record.) 
Mr. Anprews. Thank you. 
Mr. Marsnautyt. We appreciate your group coming before the 
committee. 
CatuMet RIver 


WITNESSES 


HON. WILLIAM E. McVEY, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ILLINOIS 
J. W. DELANTY, REPRESENTING THE GLIDDEN CO. 


Mr. Marsnatu. The committee will be in order. We are pleased 
to have before us Congressman McVey, our distinguished and able 
colleague from Illinois. 

Mr. MeVey. This is Mr. Delanty, Mr. Chairman, from the 
Glidden Co. 

Mr. Marsuaty. Who is appearing in connection with a problem on 
the Calumet-Sag, as I understand it. 

Mr. McVey. This is not exactly on the Calumet-Sag. It is a 
kindred situation that I wanted to spend a few minutes with, and 
Mr. Delanty would like to offer some remarks concerning it. 

I have a written statement here, and I will leave a copy for each 
member of the committee. I would like to make a few oral com- 
ments regarding it. 

Mr. Marsuatyi. We would be glad to insert your statement in the 


record at this point. 
Mr. McVey. Thank you, Mr. Chairman. 
(The statement is as follows:) 


STATEMENT OF CONGRESSMAN WILLIAM E, McVEY, Fourtru District, ILLINoIs 


In behalf of the Glidden Co., who operate a plant in my district, I should like 
to urge the Public Works Subcommittee to add an item approximating $60,000 
to the appropriation bill for fiscal 1956. This expenditure will be made under 
the supervision of the Corps of Engineers and will cover the cost of dredging 
a portion of the Calumet River. 

In October 1954, the Glidden Co. undertook a program which calls for the con- 
struction of a terminal grain warehouse on the Calumet River. This warehouse 
will have a rated storage capacity of 6,461,500 bushels, and will handle some 
15 million bushels of grain annually. The great need for grain storage facili- 
ties in the Midwest makes it imperative that such facilities be made available 
at the earliest possible date. It is expected that the warehouse will be com- 
pleted and ready for operation by no later than October 1, 1955, so that the 
grain harvest this fall may be stored there. The site on which this grain ele- 
vator is to be built lies on the west bank of the Calumet River near 116th and 
117th Streets, in the heart of the South Side great industrial region. A portion 
of the property projects into the river and is among several such projections that 
have been classified by the Corps of Engineers as hazardous to navigation. 

Legislation was enacted during the 74th Congress (Public Law 409) which 
provides that dredging should be done at Federal expense, on the condition that 
adjoining property owners furnish all rights-of-way for such widening, and 
either provide suitable bulkheads or release the United States from damage to 
the lands because of widening. The necessary commitments to this effect have 
been made by the Glidden Co., and no effort has been spared by them to expedite 
the acquisition of the property, the necessary construction permits, and the 
construction itself. 7 

If the completion of the necessary dock is to be made by October 1, 195°, 
it will be necessary for this dredging to be accomplished in sufficient time. | 
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therefore request that the Public Works Subcommittee favorably consider the 
Glidden Co.’s plea to add $60,000 to the 1956 appropriation bill, which will pro- 
vide the Corps of Engineers with the necessary money to cover the cost of 
dredging this portion of the Calumet River. House Document 494, 72d Con- 
eress, second session, consists of several reports and recommendations of the 
engineers as to the need for improving the navigation along this all-important 
Great Lakes waterway. 

Today the Calumet River and harbor handles over 22 million tons of shipping 
annually—grain, iron ore, coal, limestone, oils and fuels—more than three-fifths 
of the waterborne commerce in the entire port of Chicago. With the increase 
in shipping which the St. Lawrence seaway will undoubtedly bring, there lies 
the possibility of a serious bottleneck in the Calumet River unless steps are taken 
now to avoid it. The proposed dredging is one step in that avoidance. 

In support of the great need for this work to be done, I should like to in- 
clude in my testimony letters that I have received from the Licensed Tugmen’s 
Protective Association of America, A. F. of L.: Seafarers’ International Union 
of North America; Great Lakes District; and the Lake Sailors’ Union. Since 
these organizations represent a large segment of those who man the vessels 
which carry iron ore, coal, and grain cargoes on the Great Lakes, it is my feeling 
that they are in a position to recognize fully the desirability of this improve- 
ment. 

Thank you, gentlemen, for the opportunity you have given me to speak in be 
half of this request. 

Mr. MarsHatut. You may comment in any way you wish. 

Mr. McVny. Thank you. The Glidden Co. is planning to erect a 
terminal warehouse on the Calumet River, which of course enters 
into the Calumet-Sag Channel. The warehouse will have a storage 
capacity of about 614 million tons, and they expect to handle approxi- 
mately 50 million tons of grain each year in this warehouse. The 
warehouse is located at an important point in the river, but there 
is a projection which interferes with the landing of the barges and 
the right-of-way for the barges, and it is the hope of the Glidden 
Co. that in order to avoid a bottleneck this projection can be removed. 
Mr. Delanty I think will show you a picture of this projection out 
into the river. He hopes that the Federal Government will assist 
in dredging, which will remove the projection from the site. 

The 74th Congress passed Public Law 409, which makes it possible 
for the Federal Government to pay at least a portion of this expense 
for the dredging of the river. The total expense is supposed to be 
about $120,000, and the Glidden Co. proposes to pay $60,000 of that 
expense. 

This is an important part of the Calumet River and harbor, which 
carries approximately 22 million tons annually. It is the purpose 
of this dredging to avoid a bottleneck at the location of this terminal 
warehouse. It is to be located across from the Republic Steel plant. 

I have letters which have been sent to me by certain unions which 
are interested in this project. I have a letter here from the Lake 

Sailors Union which I should like to present for the record. 

Mr. MarsHauy. Without objection the letter will be placed in the 
record at this point. 


(The letter is as follows :) 
LAKE Satntors UNION, 
Cleveland 14, Ohio, April 18, 1955. 
Hon. Witt1amM FE. McVey, 
New House Office Building, Washington, D. C. 

My Dear Mr. McVey: I am writing you as president of the Lake Sailors 
Union which represents a large segment of the sailors who man the vessels 
Which carry iron ore, coal and grain cargoes on the Great Lakes. 
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I understand that the Senate and House of Representatives Appropriations 
Subcommittees on Public Works will have a chance this spring to authorize some 
dredging in the Calumet River at Chicago. I am referring to the widening 
and straightening of the river channel near 117 Street where a new grain elevator 
is being built. The boats our boys sail on often unload at points along the river— 
United States Steel Co., Republic Steel Corp., Youngstown Sheet & Tube, Norris 
Grain Co., General Mills, Cargill Elevators, and others. They know the important 
part the Calumet River plays in the Chicago area and the Midwest generally 
and the need which exists for its widening. Because of the twisting channe| 
course, the boats make slow passageway even today, and the bigger and more 
numerous they become, the greater the problem. The Calumet River now has 
most of the vessel traffic in the port of Chicago—better than 22 million tons per 
year—and in years to come when the St. Lawrence seaway is finished, it will 
become even worse unless something is done about the problem soon. 

The Lake Sailors Union has always supported and always will support the 
betterment of conditions on the Great Lakes. We want to go on record now as 
backing the program which will be placed before the committee. Your past 
demonstrated interest in maritime improvements in the Chicago area has not 
gone unnoticed by this union. We hope that we can count on it again. 

Very truly yours, 
LAKE SAILoRs UNION, 
JOHN EK, WERNER, 
President. 


Mr. McVey. I have a letter from the Licensed Tugmen’s Protective 
Association of America, which I should like to present for the record. 

Mr. Marsnatyi. Without objection the letter will be placed in the 
record at this point. 

(The letter is as follows :) 


LICENSED TUGMEN’S PROTECTIVE ASSOCIATION OF AMERICA, 
Chicago 18, Ill., April 15, 1955 
Hon. WILttAM E. McVey, 
New House Office Building, Washington, D.C. 

My Dear Mr. McVey: A new grain elevator is now under eonstruction near 
117 Street along the Calumet River in Chicago, II]., and inasmuch as it is to 
be a water elevator, a dock will have to be built. The Army engineers have 
condemned part of the property which juts into the river there, and it will have 
to be dredged. The dredging is part of the improvement program for the 
Calumet River which was considered by the Committees on Public Works and 
approved by Congress back in 1935. 

The grain elevator is planned to be in operation by this fall when this year’s 
grain crop is harvested. That means additional jobs for tugmen and other 
Great Lakes sailors, as well as longshoremen, grain scoopers, railroad employees, 
truckers, and many others whose jobs will be influenced by this new.industry. 
Naturally we are in favor of this. 

There is one problem, however. The builder of the grain elevator, the Glidden 
Co., did not buy the land until October 1954, which was too late to have the 
Army engineers include in their budget an item to cover the cost of the dredging. 
Because of this, the Subcommittees on Public Works of the Senate and House 
Appropriations Committees will be asked to add to the appropriations bill 
$60,000 to cover the cost of dredging. The owner will be paying all additiona! 
costs which will come to about another $60,000. 

The Licensed Tugmen’s Protective Association of America, A. F. of L. repre- 
sents all the tug captains and engineers on the Great Lakes. The writer, as 4 
tugman for 22 years and a tug captain for 17 years, most of which have been 
spent on Chicago waters, is thoroughly familiar with the Calumet River and 
the navigation problems which exist there. We cannot emphasize too strongly 
the need for the improvements for which this appropriation has been requested. 

Knowing your personal interest in this matter, I want you to know that our 
organization recognizes fully the desirability of this improvement and is fully in 
support of it. Will you see that the members of the subcommittees are informed 
of our backing of this matter. 

Very truly yours, 
LICENSED TUGMEN’S PROTECTIVE ASSOCTATION, 
By Patrick J. CULLNAN, Jr., Grand President. 
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Mr. McVey. I have a letter from’ the Seafarer’s International 
Union, Great Lakes district, which I should like to present for the 
record. 

Mr. MarsHati. Without objection the letter will be placed in the 
record at this point. 

(The letter is as follows :) 


SEAFARERS’ INTERNATIONAL UNION OF NoRTH AMERICA, 
GREAT LAKES DISTRICT, 
Detroit 26, Mich., April 18, 1955. 
Hon. CLARENCE CANNON, 
House Office Building, Washington, D. C. 

My Dear Mr. CANNON: The Seafarers’ International Union, Great Lakes dis 
trict, which is affiliated with the American Federation of Labor, represents 
many of the men who sail on the Great Lakes. As such it is interested in 
the welfare of these men and in the conditions under which they work. You, as 
chairman of the Subcommittee on Public Works of the Appropriations Com- 
mittee of the House of Representatives, will soon have an opportunity to improve 
those conditions by voting for a dredging appropriation in the Calumet River 
at Chicago, Ill. As you probably know, that river is a heavily navigated water- 
way serving the steel mills, grain elevators, coal yards and other industries in 
the South Chicago industrial region and is a link between Lake Michigan and 
the Cal-Sag Channel which is soon to be widened. Great Lakes bulk freighters 
carrying cargoes of iron ore, coal, limestone, grain, fuel, etc. use the river 
heavily. In doing so, they continually encounter bottlenecks which, little by 
little, are being cleared up. 

The appropriation for the dredging you will be asked to pass upon is for the 
purpose of removing one of those bottlenecks in the vicinity of 117 Street. Asa 
dredging project Congress approved it long ago—the only thing now is to pro 
vide funds so it can be accomplished this summer when it must be done. 

I hope your committee will make the funds available for this much-needed 
project. Please note in the record that our union favors this program. 

Very truly yours, 
FRED J. FARNEN. 

Mr. McVey. I will leave copies of this report, and if you have time 
I would be pleased to have Mr. Delanty make a statement to you. He 
represents the Glidden Co. 

Mr. Marsuatu. We would be very glad to hear from Mr. Delanty at 
this time. 

Mr. Detanty. My name is J. W. Delanty. I am appearing on be- 
half of the Glidden Co. in favor of the proposed appropriation. 

There are one or two points, I think, in addition to what Mr. McVey 
has very ably told you, which should be brought out. 

I have some photographs here, one of which I would like to attach 
to the record. 

rn . . . > 

(The photograph was submitted for the information of the com- 
mitttee.) 

Mr. Detanty. I have others which I think the members of the com- 
mittee would like to see. They show better than anything I could say 
just what we are talking about here. 

You will notice, as you are looking at the photograph, the direction 
of the river is running north and south. On the west bank there is a 
triangular projection of land which juts into the river. This is the 
area that has to be dredged. 

The dredging program was approved by act of August 30, 1935, 
as a portion of the overall Calumet River improvement program 
which resulted from a study made of the entire area by the Corps 
of Engineers back in the early 1930's 
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As Mr. McVey said, the total cost of dredging is approximately 
$120,000, of which everything over $60,000 will be assumed by the 
owner of the adjoining land, the Glidden ‘Co. 

This is a very important appropriation to us because of the timing 
involved here. We, the Glidden Co., obtained this land in October 
of 1954 and immediately began a construction program to build this 
61, million bushel grain elevator. It is set to be completed by Octo- 
ber 1 of this year, in time to receive the 1955 grain crop. As a result, 
of course, we w ill have to have the dredging done during the coming 
summer in order to be able to receive the approximately two-thirds 
of the grain which will come in by water, as near as we can estimate 
at this time. 

Calumet River, as you know, is an extremely important waterway 
in Chicago; in fact, one of the most important in the entire country. 
It handles over half—about three-fifths, I believe—of all the ship- 
ping that is done in the Chicago area, which is quite consider: 
Back in 1931 it was handling : about 13 million tons of shipping a ye 
At that time Col. E. M. Markham, who was the division engineer “of 
the Great Lakes division of the Corps of Engineers, made a state. 
ment which I should like to read into the record. 

Calumet River proper as to width is substantially deficient as its water com- 
merce now stands. It will become increasingly deficient as water commerce 
expands along this river and in this territory of undoubtedly great industrial and 
commercial potentialities. 

Since 1931 when that statement was made the tonnage handled 
along the Calumet River has almost doubled. 

In the period from 1950 to 1953 the Lake Carrier Association and 
the Corps of Engineer records tell us that they handle over 22 million 
tons a year. Of course, as an entry into the Cal-Sag Channel and the 
Lake Calumet industrial region, which is now undergoing extensive 
organization, it will be increased substantially. 

There is one more point I should like to make before closing. This 
is the improvement of a public waterway. The Glidden Co. ‘Teceives 
no direct benefit from the widening of the Calumet River. It is the 
result of a study that was made, which C ongress has approved, back 
in 1935. In looking this thing over they came to a realization, which 
is completely accurate, that the river does have to be widened at this 
point to take that bend out of the channel; and then the benefit will 
go to those who use the river passing the land site, those up and down 
the river. 

We could, if we were permitted, build a dock along the existing 
bank line and dock our boats there just as easily. Weare not per- 
mitted to do that. 

We are willing to pay the $60,000. We do not feel we should have 
to pay an additional $60,000, which is the portion by law that the Gov- 
ernment has agreed to assume. The problem is merely one of getting 
the appropriation into the present budget, so that the dredging can 
be done this summer and the elevator be made useful in the fall. 

I think the members of the committee know very well of the great 
need for grain-storage facilities in the Midwest. Last year there 
were over 41% million bushels of erain stored in cargo holds in Great 
Lakes iron-ore freighters right in the Calumet River. That is, of 
course, not ideal. The construction of this elevator should eliminate 
things like that. 
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I sincerely hope that the members of the committee will give this 
their earnest consideration. 

Thank you. 

Mr. MarsHauu. We thank you for your statement. 

Mr. Detanty. I should like to insert this statement in the record, if 
] may. 

Mr. MarsHati. We would be glad to incorporate the statement in 
the record at this point. 

(The statement is as follows:) 


DREDGING OF CALUMET RIvER, CHICAGO, ILL. 
PROJECT 


Widening and straightening Calumet River Channel and removing land which 
juts into navigation course from the west bank of Calumet River near 116th and 


| 117th Streets, Chicago, Il. 


AUTHORIZATION 
Act of August 30, 1935. 
REQUEST 


$60,000 appropriation to Corps of Engineers to cover cost of dredging. 
NECESSITY 


1. Need to eliminate difficult and hazardous navigation obstacle, thus making 


; river more accessible to larger vessels and evergrowing volume of shipping. 


2. To make possible the building of a dock and grain elevator by owner of 
adjoining land in time to receive the 1955 grain crop harvest. 


ESTIMATED COST OF PROJECT 


Approximately $120,000. Owner of adjoining land will pay for all dredging 


F cost over $60,000, will give the United States a perpetual easement in lands 


valued at approximately $5,000, will erect bulkhead to protect adjoining land 
against sloughing, and will hold the United States harmless from liability for 
damage to adjoining land due to or resulting from dredging. 


WORKING PERIOD 


Dredging will start when appropriation becomes law and must be completed 
enough prior to October 1, 1955, to allow dock to be in operation by that date. 


GROWTH OF TONNAGE IN CALUMET RIVER 


1931—18 million tons. 

1950-53—over 22 million tons per year. 

Future—With the completion of the St. Lawrence seaway and widening of 
the Cal-Sag Channel, there will undoubtedly be a substantial increase in shipping. 
All bottlenecks in the river should be eliminated by that time. 


BENEFIT-COST RATIO 
1.56 to 1 as estimated by Chicago District Engineer, Corps of Engineers. 
BENEFITS FROM PROJECT 


1. Benefits to the United States, port of Chicago and the communities, indus- 
tries, and farms served by the Calumet River, both at Chicago and along the 
titire Mississippi River Valley through increased navigability of the river, thus 
aking it accessible to more and larger vessels. With completion of the St. 
Lawrence seaway and the Cal-Sag Channel, this river will become a part of the 
sreatest inland waterway the world has ever known, extending from the Atlantic 
Ocean through the Great Lakes to the Gulf of Mexico with great prosperity 
potential to those areas. 

-. Reduce an existing bottleneck, thus avoiding shipping delays resulting when 
i Vessel must slow its headway to navigate this portion of the river or to allow 
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an approaching vessel to pass. A vessel moored at a dock built along the exist. 
ing bank line opposite one moored at the dock across the river would make vegse| 
passage through the channel between them extremely difficult. 

3. Reduce need for tugs to maneuver vessels along tortuous course of river. 

4. Such savings of time and expense are reflected in lower shipping costs, which 
are passed on to the public through lower steel prices (iron ore and limestone ¢ar- 
goes) ; lower food prices (grain) ; and lower fuel prices (coal, oil and gasoline), 
Such benefits are far in excess of the direct benefit-cost ratio established here 

5. The 6,461,500-bushel grain elevator to be ereeted on the adjoining land wil 
furnish storage facilities sorely needed throughout the Grain Belt and will mean 
employment and additional prosperity not only for those directly engaged at the 
elevator but for the many industries and workmen connected therewith. Ap- 
proximately 15 million bushels of grain will be handled annually, 60 to 70 percent 
moving by water. 

COMMENT 


The widening of the channel and the straightening of the water course at this 
point is part of an overall project, a recognition of the worth of which Congress 
has already demonstrated by its authorization therefor in the act of August 30, 
1935. Experience has proved that because of the heavy industrialization along 
the Calumet River, the program can better be accomplished piecemeal as adjoin- 
ing property owners seek to improve their riverfront holdings. 

The grain elevator construction program at the land site was undertaken after 
the 1956 budget was prepared. There is every reason to believe that an estimate 
would be included in a later budget, but there is no time to wait if the proposed 
facilities are to be available as required. Unless the dredging can be done and 
the dock in operation by October 1, 1955, a completed grain elevator could be 
rendered largely ineffectual for an entire year, resulting in a needless waste of 
badly needed storage facilities. 

Both the Bureau of the Budget and the Corps of Engineers have indicated that 
the dredging is economically feasible. The Corps of Engineers has stated that 
the dredging is required. Lake Carriers’ Association, representing owners and 
operators of 95 percent of the shipping on the Great Lakes; United Steelworkers 
of America—Great Lakes Seamen (CIO), Seafarers International Union (A. F 
of L.), Licensed Tugmen’s Protective Association of America (A. F. of L.) and 
Lake Sailors Union, representing substantially all the seamen on the Great Lakes, 
the Chicago Regional Port District and other civic and industrial organizations 
have all indicated their support of the dredging and requested appropriation. 

It is only fair and just that the landowner be spared the expense of improving 
a public waterway when such improvement is clearly for the good of the public 
Little benefit will be received by the landowner as a result of the widening of 
the river at its land site since, if permitted, it could as easily moor vessels at a 
dock along the existing bank line as at a dock along a set back line. The benefits 
resulting from the dredging will go to the public which uses the river in trans. 
porting cargo up and down the river past the land site. That being the case, it 
all fairness public money should be made available. That can be done only by 
inclusion of the requested $60,000 appropriation in the appropriations bill. 


SUMMARY 


Request for $60,000 appropriation for dredging of authorized navigation proj- 
ect in Calumet River. Owner of adjoining land to pay all costs over $60,000, esti- 
mated to be one-half of total, and will save Government harmless from liability 
for land damage caused by dredging. Appropriation must be forthcoming on or 
about August 1, 1955 in keeping with need for completion of dock on adjoining 
land prior to October 1, 1955 so grain elevator in connection therewith can re 
ceive waterborne fall grain harvest. Benefit-cost ratio 1.36 to 1. Benefits to 

Jnited States and public by increased navigability of Calumet River, decrease! 
shipping costs through saving of time and expense, and added employment and 
increased grain storage space by completion and operation of elevator. Suj- 
ported by all groups—both management and labor—affected. 


Mr. Anperson. I want to say for the record, Mr. Chairman, that we 
always appreciate it when Mr. McVey comes before us. He is always 
reasonable in his requests of this committee. 

Mr. Marsnali... | can second that. 
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Mr. McVey. Thank you, sir. 

Mr. Devanty. Thank you very much. 

Mr. Marsuaux. At this point I would like to introduce into the 
record two letters, one from the Lake Carriers’ Association, the other 
from the United Steelworkers of America, that pertain to this subject. 

(The letters follow :) 


UNITED STEELWORKERS OF AMERICA, 
GREAT LAKES SEAMEN, Loca 5000, 
Cleveland 13, Ohio, April 14, 1955. 
Hon, CLARENCE CANNON, 
House Office Building, Washington, D. O. 


Sir: We would like to call your attention to a section of the new appropria- 
tions bill involving the dredging of a part of the Calumet River between 116 
and 118 Streets at Chicago, Il. A request will be made of the Subcommittees on 
Public Works of the Appropriations Committees of the Senate and House of 
Representatives for funds to be made available to cover the cost of that dredging. 
As we understand it, the cost is not great; the need for the dredging is. 

As representatives of Great Lakes seamen, we feel it our duty to make our 
position known to you and to back this much-needed improvement along that 
important waterway. Will you please see that the hearing record shows our 
backing of this proposal. 

Very truly yours, 
JOSEPH R. CHROBAK, President. 


LAKE CARRIERS’ ASSOCIATION, 
Cleveland 13, Ohio, April 12, 1955. 
Congressman CLARENCE CANNON, 
House Office Building, Washington, D. C. 

DeaR Mr, CANNON: We have been advised that a request will soon be made 
for inclusion in the appropriations bill for fiscal year 1956 of an amount to 
permit dredging by the Corps of Engineers of a small section of the Calumet 
River at South Chicago, Ill. The dredging contemplated is part of an overall 
program for improvement of the Calumet River, which was approved by Congress 
20 years ago but on which almost nothing has been done. 

The portion of land for which the appropriation will be sought lies on the 
west bank of the Calumet River opposite the dock of the Republic Steel Corp., and 
near 117th Street. The owner of this property plans to erect a large grain 
elevator on his property and will need a dock to provide access to the ele- 
vator. The dock will be set back from the present dock line and the land be- 
tween the new dock line and the old dock line will need to be dredged away. 
This dredging is a responsibility of the Corps of Engineers. 

The willingness of the owner to set back his dock and elevator is highly com- 
mendable. This procedure will permit freer and safer navigation through this 
part of the river which presently is congested because of large vessels unloading 
iron ore on the opposite bank. The setback is in conformity with the new project 
for this area and will provide a much needed improvement. 

It is desired by this letter to advise you that the Lake Carriers’ Associa- 
tion heartily approves the inclusion in the appropriations bill of funds for the 
proposed work. The association has 26 member companies which operate a total 
of 320 large bulk cargo vessels on the Great Lakes. We feel sure that your 
committee will see the value of the proposed work and we sincerely hope that 
you will find it possible to include the necessary funds. 

It will be appreciated if this letter is included in the record of hearings by 
your committee, 

Very truly yours, 
l.YNDON SPENCER. 
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IMPROVEMENT OF FLY CREEK, FarrHopr, ALA. 
WITNESS 


HON. GEORGE GRANT, A REPRESENTATIVE IN CONGRESS FROy 
THE STATE OF ALABAMA 


Mr. Marsuauu. We are indeed happy to have as our next witness 
the Honorable George Grant, from Alabama. We will be glad to 
hear your statement. 

Mr. Grant. Thank you, Mr. Chairman. 

I unhesitatingly appeal to the members of this subcommittee to 
approve the requested appropriations for the improvement of Fly 
Creek, Fairhope, Ala. The Corps of Engineers has estimated the 
cost of these improvements at $14,000 for construction and $2,000 
annually for maintenance. 

Under title I of Public Law 516, 8ist Congress (River and Harbor 
Act of 1950), Congress provided authorization for this proposed 
project. The project was to be carried out in accordance with the 
plans and subject to the conditions recommended by the Chief of 
Icengineers in House Document No. 194, 81st Congress, 1st session, 

In this document the Chief of Engineers recommended— 
improvement of Fly Creek to provide a channel 6 feet deep and 80 feet wide 
from deep water in Mobile Bay to and including a turning basin 6 feet deep, 
130 feet wide, and 350 feet long, located near the first bend in Fly Creek, gen- 
erally in accordance with the plan of the district engineer and with such modifi- 
cations thereof as in the discretion of the Chief of Engineers may be advisable, 
and at an estimated cost to the United States of $14,000 for construction, with 
$2,000 annually for maintenance, subject to the provision that responsible loca! 
interests give assurances satisfactory to the Secretary of the Army that the) 
will (@) provide without cost to the United States all lands, easements, rights- 
of-way, and spoil-disposal areas necessary for the construction and subsequent 
maintenance of the project, when and as required; (b) hold and save the United 
States free from damages due to the construction and subsequent maintenance 
of the works; (c) provide at their own expense necessary mooring 
facilities, including a public landing with suitable supply facilities, parking 
areas, and an all-weather access road to the harbor facilities; (d@) maintain 
the existing timber jetty at the mouth of the creek; and (e) establish a com- 
petent and properly constituted public body empowered to regulate the use, 
growth, and free development of the harbor facilities with the understanding that 
all such facilities shall be open to all on equal terms. 

The Chief of Engineers concluded that there is an urgent need for 
a small-boat harbor on the east coast of Mobile Bay in the area of 
Fairhope, Ala., to provide suitable accommodations and refuge for 
the numerous recreational and fishing craft operating in that locality. 
He stated that he believed the benefits of the project would more 
than justify the expenditure of the necessary funds. 

In the report of the Board of Engineers for Rivers and Harbors 
the proposed improvement was enthusiastically recommended and the 
benefit-cost ratio favorably considered. 

Appearing at a hearing in Fairhope on March 19, 1946, city and 
county officials, local business concerns, small-craft navigation inter- 
ests, and owners of property adjacent to the creek advanced the fol- 
lowing reasons in justification of the projected improvement of Fly 
Creek: (a) It would serve as a base for recreational craft and fishing 
vessels now operating on Mobile Bay and vicinity; (4) it would serve 
as a harbor of refuge for all small craft in the vicinity (it was advised 
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that many recreational craft are caught off Fairhope in the numerous 
sudden squalls during the summer, resulting in considerable loss and 
damage); (¢) since Fly Creek is practically all fresh water, there 
would be no barnacles or other detrimental marine growth in the 
harbor. 

The report of the survey of Fly Creek conducted by the district 
engineer at Mobile, Ala., apprised that the improvement requested 
would provide substantially greater opportunity for recreational 
boating in the whole south Alabama area. It was pointed out that 
the waters in the vicinity of Mobile are not desirable for such activities 
and the risk of encountering squalls en route to more suitable waters 
discourages extensive use of small pleasure craft. For illustration, 
the report maintained that boats based at Mobile had to travel for 
at least an hour before reaching open water fitting for recreational 
boating and free from hazards encountered in the shipping lanes in 
the viemity of Mobile. 

I believe that interviews conducted by the Corps of Engineers in- 
dicated that recreational boating in the Mobile and Fairhope region 
would be increased 100 percent or more if a suitable harbor was made 
available, such as the Fly Creek project. 

Furthermore, the district engineer’s report concluded that the im- 
provement would afford a harbor of refuge for commercial fishing 
boats and other transient craft during the numerous squalls in the 
Mobile and Fairhope area. It was brought out that commercial fish- 
ermen operating in the upper Mobile Bay have been forced to use Fly 
Creek for temporary anchorage as there were no accessible harbors 
from that area. I think that the report reflects a very strong argument 
for the project solely on the basis of providing a harbor of refuge for 
commercial fishing craft. 

All in all, as far as tangible benefits can be estimated, the Corps of 
Kngineers believes that a comparison of benefits and costs would yield 
aratio of 1.25. And in view of additional intangible benefits, the en- 
gineers conclude that this favorable benefit-to-cost ratio represents 
a conservative estimate. 

In a communication dated March 17, 1949, Governor James FE. Fol- 
som advised the Chief of Engineers that based upon reports available 
to him he believed that the proposed improvement of Fly Creek would 
allow utilization of the harbor by commercial barges— 
as a storage terminal for pulp wood and as a waterway terminal for receiving 
and unloading fertilizer for the Baldwin County agricultural area. I can see 
how the Fly Creek project will be of vast benefit to the State as a whole and par- 
ticularly to southwest Alabama. 

The Governor wholeheartedly endorsed the report of the Chief of En- 
gineers and expressed the sincere hope that the proposal would receive 
the necessary funds for its completion. 

The Honorable E. B. Overton, mayor of the city of Fairhope, ad- 
vised me on January 28, 1955, of information which I think is strik- 
ingly pertinent to the imperative need for completion of this project. 
According to Mayor Overton, substantially all of the commercial fish- 
Ing boats on Mobile Bay presently use Fly Creek, and due to the shal- 
low channel a large share of them have considerable difficulty in nego- 
ating their return to the deep water of the bay. The mayor informed 
me that during the cruise of the United States power squadron last 
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year boats in excess of $1 million in value were anchored in Fly Creek 
Harbor while numerous others had to weigh anchor in the bay because 
of the lack of facilities. 

I believe that the record will show that the interested people and 
groups in the Fairhope area have contributed generously both in time 
and money to the realization of a suitable h: wbor in that locality. For 
instance the F airhope Yacht Club spent over $10,000 last year on the 
harbor, and since its organization has spent more than $30,000 on 
improvements. 

In face of the extensive reports on the project as submitted by the 
Corps of Engineers and the unanimous concurrence in the initial ree- 
ommendations, I propose that the project is deserving in every detail 
of the subecommittee’s approval of the necessary funds. T hope that 
action by the subcommittee will make possible the completion of this 
authorized project during the next fiscal year. 

Mr. Marsnany. Thank: you very much for an excellent statement. 

Mr. Grant. Thank you for affording me the opportunity to present 
this matter to your committee. 


Miuis CREEK AND CHANNEL AND Harreras To ROLLINSON CHANNEL 


WITNESSES 


HON. HERBERT C. BONNER, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF NORTH CAROLINA 

M. L. BURRUS 

F. L. PEELE 

DONALD ODEN 


Mr. MarsHari. The committee will be in order. 

We shall be very pleased to hear our distinguished and able colleague 
from North Carolina, the chairman of the Committee on Merchant 
Marine and Fisheries, Congressman Bonner. 

Mr. Bonner. Mr. Chairman, I appreciate very much your courtesy. 
I am Congressman Herbert C. Bonner, and I represent the First Dis- 
trict of North Carolina. I certainly do not want to cause any ill 
arrangement of your committee procedure, but I have two projects in 
which we are interested. One of the projects is the side channel from 
the authorized channel in Public Law 516, 81st Congress, a side channel 
from the existing channel from Manteo to Oregon Inlet. The side 
channel known as Mill Creek. 

This side channel goes to Wanchese. 

I am informed by the Office of the Chief of Engineers that it is 
merely necessary for the committee to mention this project in the 
committee report. 

The authorization is for a depth of 12 feet. However, we desire 
only 6 feet. The existing channel from Oregon Inlet to Manteo is 6 
feet depth. Therefore only 6 feet is needed in the side channel of Mil 
Creek. 

The Chief of Engineers states that all projects of a small nature, 
and this project is for $46,500, which can be completed in this amount, 
can be built under the existing general allotment of $2 million which 
the engineers have for projects of this nature, and if the committee 
or the chairman of the committee were to write the Chief of Engineers 
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and say that this project is within the scope of the projects which were 
to be built under the $2 million lump sum appropriation, that it could 
go ahead with it. ; 

I merely ask that this project be mentioned in the report, or that a 
letter be directed in regard to this to the Chief of Engineers. 

In other words, instead of asking for 12 feet, as it is authorized, we 
realize that 6 feet is sufficient. 

I would like to show you, Mr. Chairman and gentlemen of the com- 
mittee, the nature of this project. There [indicating] is the little 
harbor, and here is the general area. 

Mr. Marsuatu. Mr. Bonner, this project is commonly referred to as 
the Mills Creek project ? 

Mr. Bonner. Yes, sir; it is the Mills Creek Side Channel listed in 
this document here. Document 310, 81st Congress, 1st session. 

One of the reasons why we are asking for this is that the Park Serv- 
ice has gone there and opened up this national seashore park. The 
park, in addition to other things in the area, has made this necessary 
for a small yacht basin, and fishing port basin. 

So, the project, Mr. Chairman, can easily be taken care of, and it is 
authorized in Public Law 516, 81st Congress 2d session, and described 
in House Document No. 310. 

Here is the House Document, and I will leave them both with you. 

Would the committee desire to have us answer any questions ? 

Mr. MarsHauu. It appears that this is pretty much of a natural 
harbor there. 

Mr. Bonner. It is; but it must have at least 6 feet of depth to afford 
necessary benefit. 

The reason it is so economical to dredge out is because it has a soft 
bottom, and these boats going in and out stir it up, and help to increase 
the depth, but they need more depth than presently exists. 

They need something of a reconstruction. It is a trivial matter for 
the benefits which will be derived. There are around 75 yachts 
and fishing boats, and so forth which use this basin. There is one 
picture here which shows the harbor when it is empty, and this pic- 
ture shows it pretty well filled up. 

Are there any questions the committee would care to ask at this 
time ? 

Mr. Marswatt, I believe not. 

Mr. Bonner. I will leave those pictures with you. 


HATTERAS TO ROLLINSON CHANNEL 


There is an additional project which is carried in Public Law 780, 
and it involves a breakwater known as the channel from Hatteras 
Inlet to Hatteras-Rollinson to provide a breakwater. 

The location is on the sound side of the town of Hatteras. Hat- 
teras is located between the Atlantic Ocean and Pamlico Sound. It 
is 30 miles, approximately, across Pamlico Sound from the location of 
the project. There is a little harbor here at this point [indicating] 
which you can see from these pictures. 

This project provides a breakwater on Pamlico Sound in front of 
the harbor in order to protect the harbor from the storms which 
come from the various directions across the sound southwest distances 
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are as great as 50-75 miles. A storm from any direction across 
Pamlico Sound builds up tremendous wave action. 

There are about 210 fishing boats and yachts which use this basin, 
The National Park Service owns all of this area, and they have built 
this park in here. With the construction of the park and the build- 
ing of a highway down this beach by the State, they have brought in 
over 200,000 visitors a year, in addition to the advertisements in regard 
to the areas as to fishing around Hatteras inlet. With the com- 
mercial fishing by trawlers in this area coming in and unloading 
at these docks at Hatteras, the facilities there in the harbor are not 
adequate to take care of the use which is being made of it, and to 
protect the boats. This breakwater will enlarge the harbor to a great 
extent to protect the sea trawlers and sport fishing yachts and other 
yachts from the turbulent waters arising in Pamlico Sound. 

Mr. Botanp. Is that water pretty turbulent, there Congresman 
Bonner { 

Mr. Bonner. Well, I will show you a picture of a Goast Guard sta- 
tion which was washed away in the storm Hazel. This [indicating} 
is the Coast Guard station known as Hatteras Inlet Station. Down 
here is where the boats land, and this was all washed out by the storm. 
The word “Hatteras” means stormy, in itself. 

In the House document which accompanies this document, 411, you 
will note that the benefit-to-cost ratio is outstanding, and noticeable. 

Mr. MarsHati. What is the cost-benefit ratio? 

Mr. Bonner. It is about 1 to 1.50 and has increased since United 
States engineers made report in 1951. 

Mr. Chairman, I have three gentlemen with me; I have Mr. Burrus 
over there, who handles petroleum and fish; he owns one of the docks 
at Hatteras, and I would like for Mr. Burrus to make a statement. 

Mr. MarsHaui. We would be glad to hear from Mr. Burrus. 

Mr. Bonner. Mr. Burrus is a native of Hatteras, and was born and 
raised there. 

Incidentally, he played first base for the Athletics once. 

Mr. Burrus. Mr. Bonner, that was a long time ago. 

Mr. Chairman, since these figures have been compiled, we have been 
working considerably trying to get a breakwater at Hatteras to pro- 
tect our fishing industry, our town, and also our sport fishing indus- 
try, as well as commercial shipping, which up to the time these figures 
were prepared, was normal. 

With the advent of the National Seashore Park and a large aged 
ment by the Navy, we found that our facilities and also the docks 
and the lack of a breakwater was a great hindrance, we felt that some- 
thing should be done about it. So, we worked on that, but since then 
many things have happened. We do not have outstanding wealth in 
our area, but private citizens have spent many thousands of dollars 
dredging and generally improving our harbor. We have had the 
National Park Service to take over the greater part of that portion of 
the coast from Oregon Inlet all the way back to Ocracoke Inlet, which 
includes Hatteras Island. 

As Congressman Bonner just mentioned, last year we had over 
250,000 visitors down to our place, and we would have had consider- 
ably more, I assure you, but we did not have the facilities. 

The State has not yet provided the facilities sufficient to handle the 
traffic to come across Oregon Inlet. 
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In 1950 we had the greatest total tonnage, when the average was 
1231 tons from 1936 to 1951, and 1950 it reached its peak of 2,650 
tons. I am now just speaking of petroleum coming to Hatteras. 
However, in 1954 we had 3,500 tons just of petroleum. Now, this 
represents three times as much as the annual tonnage up to 1951. 

The tankers which haul this product come from Norfolk, Va., and 
\anteo, and other areas, and they make approximately 50 trips from 
those points to Hatteras Inlet. It is actually dangerous for them to 
spend unnecessary time in our harbor due to lack of protection from 
storms. 

Since the coming of the port, we have built at Hatteras, in our 
harbor, two marinas at a cost of approximately $150,000, and these 
facilities have already attracted many fishermen from this city, and 
even all the way down including Florida, because they have found 
that at Hatteras, where we are only 13 miles from the Gulf Stream, 
they can catch just as many fish in and around dams and shoals and 
asmany of a variety at they catch in Florida. 

Naturally, therefore, it is an attraction to fishermen up and down 
the Atlantic coast, both commercial and for pleasure. 

So, in addition to the 65 boats that we would have, including our 
trawlers, and not counting the many trawlers that come from other 
points during the season, we have many yachts which are coming to 
our place. 

As I pointed out, in 1951, we did not have sufficient protection there 
for the boats which we had at that time. So, you can imagine what 
itisnow with that many boats increase. 

Frankly, during the shrimping season, which gets under way about 
the latter part of this month, the fishing fleets come out of Pamlico 
Sound and points north and south, but they cannot get into the harbor. 
They have to lay out beyond in the sound, and discharge their cargo 
there to what they call “run boats” and they take off in various direc- 
tions to Meedliced and other points, which affords no protection and is 
dangerous. 

Some, of course, do find their way into our docks. 

The documented tonnage of the boats, and this is an accurate esti- 
mate, runs around 100,000 tons annually. This is a considerable in- 
crease over anything that there is any record of now. Of course, that 
. - to the many changed conditions which have come about since 
951, 

According to table 6 in House Document 411, there is approximately 
800 tons of seafood which was discharged at our docks as an annual 
amount up to 1951, but in 1954 there were 750 tons which was dis- 
charged at our docks. 

Those are about all the figures which I have on petroleum and 
ish, but I would like to point out that our place there is subjected 
to storms, as everyone knows—not too bad—we manage to survive 
them, but we do it under considerable handicap. 

[have recently spent $2,000 on my dock, and in September it may 
hot be there. We cannot get insurance against those things, because 
they will not give you any insurance on anything which is moved by 
Water, and the only thing we have to look foward to is to shell out. 
igain when the next storm comes. 
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So, we are very anxious to do whatever we can to get: some pro. 
tection there, not only for our immediate purposes, but to take car 
of the potential that certainly is coming to our point. 

Mr. Botanp. Thank you very much. Do you have someone els 
who desires to speak ? 

Mr. Bonner. Mr. Burrus is here representing the dock people, and 
there are other docks in addition to his. He neglected to say that 
private interests have built two marinas at this dock area which need 
to be protected by this breakwater, and both marinas will hold about 
six yachts each. 

Mr. Burrus. I think I did say that, did I not? 

Mr. Bonner. Yes; I believe you did. 

Mr. Cairman, I now have Mr. Peele, who operates a ferry from the 
village of Hatteras to Ocracoke Island, across Hatteras Inlet, and he 
carries on the ferry the United States mail, also passengers and 
automobiles. 

T would like for Mr. Peele to make a statement. 

Mr. Boianp. We shall be glad to hear from Mr. Peele at this time, 

Mr. Pree. Gentlemen, in the stormy season we have to move our 
equipment out from Hatteras, and sometimes we will often run 3 to} 
days when we cannot use the harbor. We cannot have any insurance 
written on our equipment for the reason of not having a safe harbor 
to put in. 

Within a close distance of our place, and I believe it was in 1944, 
we lost a boat right in the harbor which was valued at $40,000, which 
broke up during the storm. We sure need some protection down 
there, to carry on our work. 

Mr. Bonner. Mr. Chairman, I have Mr. Oden, of Hatteras, who 
would also like to say a word, 

Mr. Botanp. We would be glad to hear from Mr. Oden at this 
time. 

Mr. Open. I do not have much to add to what Mr. Peele and Mr. 
Burrus have already stated, but we have, as you might know, our 
shrimping industry in North Carolina, and it is getting to be quite 
a thing. 

Most of the shrimp are caught right in our section, and our boats 
have to take the catches other places because of the lack of a harbor 
to get in, and we feel that it would be a great help to us to have this 
project completed. ' 

Mr. Bonner. Mr. Chairman, that concludes the local interests 
presentations. 

I again call your attention to the location of the breakwater. It 
would be right across the mouth of this harbor here. 

I have just learned today that the Navy is building some sort of 4 
project there which would require the stationing of 75 to 100 mel, 
and their families. It is a secret project, but they got the land from 
the Park Service. The Navy advises me they will have a permanelt 
personnel of 80 or more officers and men and that they are interested 
in Hatteras Harbor. 

In addition to this, 75 people which the Navy has there, the Coast 
Guard has 3 stations which are supplied through this little harbor 
other than the supplies which come down the highway. The highway 
has been cut once or twice by storms, and then this is the only source 
for bringing material and supplies into the area. 
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Many editorials have been written in the local papers, as to why 
a project of this type, costing so little, and which has been authorized, 
could not find Federal funds with which to construct it. 

] realize that you have a system of requiring that projects be budg- 
eted. I visited the Corps of Engineers, and asked that they recom- 
mend this project to the Bureau of the Budget. 

I also called on the Bureau of the Budget, and the Director of the 
Bureau of the Budget, but it was not budgeted. However, I do feel 
that where the Congress finds meritorious projects of this type exist- 
ing, even though they are not budgeted, that we have the authority to 
provide funds for them and should do so. I might, incidentally, say 
that there has never been a river and harbor project in my district 
since I have been in Congress—funds provided for it. There are many 
which have been authorized, but there has never been, during the 15- 
year period I have been here, one nickel spent for rivers and harbors 
projects, other than the Inland Waterway which goes through my dis- 
trict, and a project to correct an error made by the engineers during 
the construction of the Inland Waterway. 

The State and local interests have spent a good deal of money pro- 
viding small harbors. 

I hope very much that your favorable consideration would be given 
this request, and I thank you, sir. 

Mr. Marswati. Thank you for your statement and for bringing 
your fine group before us, and I want to say that your recommenda- 
tions have considerable weight with this committee, because of your 
knowledge of merchant marine and fishery problems. 

Mr. Bonner. Thank you very much, Mr. Chairman. I appreciate 
vour courtesy and kindness. 


Norro.tk Harsor Brivce 
WITNESSES 


HON. PORTER HARDY, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF VIRGINIA 

E. H. WHITEHURST, VICE PRESIDENT AND GENERAL MANAGER 
OF THE CURTIS BAY TOWING CO. OF VIRGINIA, INC., REPRESENT- 
ING HAMPTON ROADS MARITIME ASSOCIATION 

THOMAS W. S. DAVIS, VIRGINIA STATE PORTS AUTHORITY 

G. A. MASSENBURG, PRESIDENT, VIRGINIA PILOT ASSOCIATION 

J. A| MONROE, VICE PRESIDENT, SMITH-DOUGLAS CO., INC., AND 
PRESIDENT, ELIZABETH RIVER TERMINAL 

W. B. SAWYER, REPRESENTING THE TEXAS CO. 

F. J. KNUDSEN, PILOT CITIES SERVICE OIL CoO. 

J. T. CARDWELL, MANAGER, McALLISTER BROS. 

H. M. THOMPSON, EXECUTIVE VICE PRESIDENT, HAMPTON ROADS 
MARITIME ASSOCIATION 

HERBERT R. O’CONOR, REPRESENTING THE AMERICAN MERCHANT 
MARINE INSTITUTE, INC. 


Mr. Marsuatn. We are pleased to have before our committee our 
distinguished and able colleague from Virginia, the Honorable Porter 
Hardy, Jr. We will hear you at this time, Mr. Hardy. 
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STATEMENT BY CONGRESSMAN HARDY 


Mr. Harpy. Thank you, Mr. Chairman, and I shall be very brief, 

As you can see, we have present some very able supporters of th: 
project that I am immediately interested in. 

I shall not go into the merits of this question to any extent, except 
I do want to call your attention to what seems to be, perhaps, th 
basis for some misunderstanding concerning the urgency of this 
project at this time. ; 

There was an appropriation for this project prior to the Korean in. 
cident. That appropriation was not permitted to be spent; the project 
was not permitted to be started. _ 

The Navy has never withdrawn its support for the bridge. It ha 
never declined to express the urgent need for it, but the Navy withheld 
the approval of priority for this project because of the critical ma- 
terials which would be needed for it, and they took the position that 
we could defer construction of the bridge until steel and the other con. 
struction materials were in more plentiful supply. 

In that connection, I have a copy of a communication which is ad- 
dressed by the Chief of Naval Operations to the Chief of Engineers of 
the Army dated in September of last year. I am not sure whether 
the committee has seen this communication, or whether it is in the 
record. If it isnot, I would like very much, Mr. Chairman, to make it 
a part of the record 

Mr. Marsuauu. Without objection, it will be placed in the record 
at this point. 

(The matter referred to is as follows:) 

7 Sept. 1954. 

From: Chief of Naval Operations. 

To: Chief of Engineers, U. S. Army. 

Subj: Project for relocation of Norfolk and Portsmouth Beltline Railroad 
Bridge over the Southern Branch of the Elizabeth River, Norfolk Harbor, 
Virginia 

Ref: (a) CNO Itr Op—-403B/ent ser 1887P40 of 7 Nov 1950 to Chief of Engrs 
1. By reference (a) the Chief of Naval Operations advised the Chief of En- 

gineers that the Navy Department’s views were unchanged on the need for eli: 

ination of the obstruction to navigation presented by the present Beltline Rail: 
road Bridge. At that time it was recommended that a new drawspan be cor 
structed as soon as the diversion of critical materials from higher priority jobs 
could be justified. The critical materials required for the new bridge construc 
tion are no longer in short supply and the project will provide a stimulus to the 
construction industry and will increase employment in the Hampton Roads area. 

2. The Navy Department has consistently taken the position that this con 
struction is highly desirable and of considerable importance to the safe naviga- 
tion of vessels passing through the bridge. It is understood that the Army bas 
included an item in the 1956 Civil Functions Program in the amount of $800,000 
as a first increment of the Government share of the project. 

3. The reconstruction of the bridge would be an important improvement t0 
navigation conditions in the vicinity of the Norfolk Naval Shipyard and, there 
fore, the Chief of Naval Operations considers that every effort should be made t 
obtain the necessary funds for accomplishment of this highly desirable project. 

R. F. Goon, 
VADM, USN, 
DONO Log. 
Copy to: 
COMFIVE 
Orig. by: Lt. R. O. Jones, OP-403B1, Ext. 54970 
Typed by: Ida 8S. Barkner, 3 September 1954 
Op—40 R/S NOs 0831-12 and 0818-8 (85275 
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Mr. Harpy. That letter states the Navy’s full support of this project. 

| do want to call your attention to this aspect of the Navy’s need. 

There is located upstream from this bridge a Navy ammunition de- 
pot. The Navy ammunition depot, however, does not use large ships 
in the transportation of ammunition, and neither does it load any 
Navy capital ships with ammunition at the ammunition depot. I 
think there are safety factors other than the consideration of the 
bridge which enter into that situation. 

However, the Navy does send some rather large ships up above the 
bridge, and you can understand why, because that bridge bisects the 
Navy yard, and part of the yard is upstream from the bridge, and 
part of it is downstream from the bridge. It has a good many idle 
ships there, I suppose they are probably classified as laid-up ships, 
above this bridge now. They cannot put those ships through the draw 
with a tug alongside of them because it is not possible to navigate that 
channel 

The problem is not the width of the drawspan entirely. The prob- 
lem partly is the curvature in the channel which has to be negotiated 
between these two bridges. 

A ship of any considerable size cannot make the turn and go through 
one draw and make the second draw. 

We have at least one case where a ship hit the highway bridge and 
knocked the drawspan into the channel, and effectively closed that 
channel up for a considerable period of time until they could get the 
drawspan out. 

If that should happen during an emergency, or in wartime, then we 
would be in a sad situation because the Navy has petroleum storages 
located upstream from that bridge. 

I have some other members of the group here who would like to make 
brief statements, but personally I would like to ask the committee to 
express any questions that they may have in their minds because I 
feel sure that we can clear them up, and clear them up very quickly. 
If there are any questions in the minds of the committee in connection 
with this project it might be more expeditious to proceed in that 
manner, 

Mr. ANpERSEN. What is there above the bridge that will require a 
longer length boat that cannot navigate up there today ? 

Mr. Harpy. We have a large number of oil storage facilities up 
there above that bridge. 

Mr. AnpERsEN. Can they not be supplied by the smaller ships? 

Mr. Harpy. The oceangoing tankers that supply those terminals 
upstream have to be partially unloaded before they can navigate that 
channel today. 

Mr. Anpersen. I wish you would enlarge on that. 

Mr. Harpy. I will ask Mr. Knudsen, representing the Cities Service 
Co. to answer that. 

Mr. Knupsen. I can answer your question easily, Congressman. 
The cost of operation of the tankers today does not warrant using the 
smaller vessel any more. 

Every one of the major oil companies has gone into the use of the 
larger type vessels. At the present time we are up toward the terminal 
the 562-foot length type of tanker with a 68-foot beam. 

Mr. AnperseEN. Is that the size of the oceangoing tankers ? 
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Mr. Knupsen. Yes, sir; but it is now fast becoming obsolete. That 
was your wartime built tanker, which was built during the war. 

The Cities Service Co. has now under construction 3 new tankers 
of the 661-foot overall length type, 90-foot beam, and 32-foot draft 
which we shall put up to this dock. With this bridge here the pilots 
have said that they would not attempt to do it. 

My own personal experience from handling ships is that if they try 
that they are going to have their hands full. I have handled ships all 
my life. I was born in the business. 

There is a distance of 900 feet between that railroad bridge and the 
highway bridge. You have to go through that bridge the full length 
of your ship before you can make your turn. When you do so you 
are taking 661 feet of that 900 feet. In that situation how are you 
going to make the turn to make the other bridge ? 

Mr. Anpversen. Off the record. 

( Discussion off the record.) 

Mr. Anversen. On the record. 

Mr. Knupsen. At present we are able to go up there in daylight 
only. With a T-2 tanker you can figure the expense at approximately 
$120 an hour, or, for an average of 6 hours delay for each vessel you 
‘an figure it roughly at $700 on each ship because we cannot go through 
this bridge at night. With the larger type ships you are going to run 
into $200 or $300 an hour for the delay time, and you can see it is 
almost double. 

With this bridge removed they will be able to proceed up there at 
any time, and with this bridge in its proper location the ships can go 
up there any time. 

Mr. Harpy. Mr. Chairman, in the interest of saving time, in con- 
nection with the traffic upstream by oceangoing tankers, I have a 
letter from the Colonial Oil Co. of Norfolk, which company owns a 
large storage facility up that channel. I would like to submit that 
for the record. 

Mr. Marsnatt. If there is no objection, it will be inserted in the 
record at this point. 

(The letter referred to is as follows :) 
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Norfolk, Va., May 6, 1955. 
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Hon. Porter Harpy, Jr., 
House Office Building, Washington, D. C. 


DEAR PorTER: I am advised that you and a committee from the Hampton Roads 
Maritime Association are going to appear before the House Appropriations Com- 
mittee, Congressman Fred Marshall of Minnesota presiding, on Monday, May 9 
at 1:45 p. m., daylight saving time, with reference to the Belt Line Bridge re- 
placement project, and particularly with reference to the inclusion in the bud- 
get of an item of $800,000 to initiate work on this project during the fiscal year 
1956. 

The mass of evidence which has heretofore been compiled and presented to 
the committee, showing the amount of large-vessel traffic on the Southern Branch 
of the Elizabeth River which use this bridge and the considerable hazard in- 
volved in its use by large vessels, is a matter of record. I would like to call 
to your attention that, since this project was first brought to the attention of 
Congress, an additional factor has been added. As you know, we have a termi- 
nal on the Southern Branch of the Elizabeth River, upstream of the bridge, 
which has a capacity of some 6,700,000 gallons for the storage of refined pet- 
roleum products. During the past 2 vears, the Armed Services Petroleum Pur- 
chasing Agency has been using better than 6 million gallons of this storage for 
the terminaling of jet fuel for the use of the Air Force. Arthur Hitch has 4 
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petroleum terminal immediately adjoining ours, at which he has a storage ca- 
pacity of some 5 million gallons, which is also used in jet- -fuel service by the same 
agency, for the handling of jet fuel for the Navy. The jet fuel that is delivered 
to both of these terminals is brought to us by large T-2 tankers. As you know, 
it is hazardous for T—2 tankers to pass through this Belt Line Bridge, and were 
the channel to be blocked because of an accident, it would be an extremely serious 
matter for the continued operation of the jet planes of the Air Force and the 
Navy. During these days, when so great an emphasis is being placed on na- 
tional security, it occurs to me that this phase of the problem should quite prop- 
erly be brought to the attention of the House Appropriations Committee. 
Very sincerely yours, 
S. P. McConNeELL. 


STATEMENT BY MR. DAVIS 


Mr. Harpy. Now, Mr. Chairman, we have a representative here 
from the Virginia State Ports Authority, who, I believe, would just 
like to file his statement—Mr. Thomas W. S. Davis. 

Mr. Davis. Mr. Chairman, I have a statement which I would like 
to submit in behalf of the Virginia State Ports Authority. 

Mr. MarsHauL. We will place your statement in the record at this 


oint. 
(The matter referred to is as follows :) 


STATEMENTS OF THE VIRGINIA STATE Ports AUTHORITY 


The Virginia State Ports Authority is required by the code of Virginia to 
seek to secure the improvement of navigable tidal waters within the State 
where, in its opinion, such improvements are economically justifiable. 

Pursuant to these responsibilities, the Authority respectfully requests the 
Appropriations Committee of the House of Representatives to approve an ap- 
propriation for the project to replace the present Norfolk-Portsmouth Beltline 
Railroad Bridge of the southern branch of the Elizabeth River, near the Norfolk 
Naval Shipyard. 

The present bridge is a hazard to navigation and navigation is a hazard 
to it. This bridge has been determined to be an unreasonable obstruction, and 
an order has been served on the bridge owners to alter its bridge to provide a 
drawspan with at least 300 feet clearance between fenders. The bridge owners 
have plans and specifications prepared, and for a number of years have been 
ready to advertise for bids when funds are available for the Government por- 
tion of construction eosts. 

The bridge is a much greater obstruction to navigation today than in 1946 
when the district engineer at Norfolk held a public hearing to determine if this 
bridge constituted an unreasonable obstruction to navigation. Ships are larger 
and the bridge owners have justifiably reduced maintenance to the minimum 
requirements in anticipation of the building of a new bridge. 

The record before your committee contains conclusive evidence of the diffi- 
culty with which commercial and naval vessels negotiate the river channel be- 
cause of the placement of the bridge, and the size of the draw itself. Serious 
interruptions to traffic both on the river and the bridge have resulted from 
ships striking the draw and knocking the span into the river. The present sit- 
uation constitutes a serious detriment to waterborne commerce on the Elizabeth 
River and in the port of Hampton Roads. 

The Norfolk-Portsmouth Beltline Railroad Bridge project has been supported 
in detail by the commercial and military services concerned. This support 
includes that the Hampton Roads Maritime Association, the Norfolk Port Au- 
thority, the Chief of United States Engineers, and the Chief of Naval Opera- 
tions, including, of course, the commander of the United States naval base at 
Norfolk, Va. 

With the commercial and military requirements for the completion of this 
project now being fully demonstrated, the Virginia State Ports Authority urges 
your earnest and favorable consideration of this project. There is no doubt but 
that a new bridge would make a real contribution to world and intercoastal 
commerce as well as to usefulness of the Norfolk Naval Shipyard. 
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STATEMENT BY MR. MASSENBURG 


Mr. Harpy. We have with us also Mr. G. A. Massenburg, president 
of the Viriginia Pilots Association who would like to make a state- 
ment. 

Mr. Massenzurc. Mr. Chairman, I have no prepared statement. | 
simply want to discuss briefly the navigation difficulties which are en- 
countered in going through this very limited drawspan. 

At the present time we only have 109 feet of horizontal clearance 
through a swing span, and that narrows down in maneuvering to 
about 85 feet. 

The present tankers which go up there are 68 feet in width, and some 
of the larger tankers are 560 feet long, and 75 feet wide. They are 
contemplating navigating that river. 

I have been advised by a gentleman, Mr. Sawyer, who is here to- 
day, Mr. Sawyer of the Texas Co., that in 1954 they had as many as 
17 tankers that had to be lightened in Hampton Koads before pro- 
ceeding through this drawbridge. 

If you have a very deeply loaded vessel, and you take that vessel 
drawing as much as 32 feet and go up a 35-foot channel she does not 
maneuver very well. It is true that there is plenty of water there to 
float that vessel, but when it comes to maneuvering that vessel through 
that draw and making that 29 degree turn after she is clear and lining 
up for the other draw it is a question of having to get that vessel in a 
position where she will answer her helm engines properly in order to 
navigate safely through that draw. 

It is one of the great hazards that we have in the Hampton Roads 
area. 

From an economic standpoint both to shipping and to the United 
States Government in maintaining that southern bridge at a saving 
of $100,000 a year it seems to me that this project is certainly worth- 
while, and one that I hope you gentlement will see fit to include in this 
recommendation for the budget. 

Mr. Marsuauy. Thank you for your statement, Mr. Massenburg. 
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STATEMENT BY MR. SAWYER 


Mr. Harpy. We also have with us Mr. W. B. Sawyer of the Texas 
Co. If he has anything that he would like to add I would appreciate 
it if you would hear him briefly. 
Mr. Sawyer. I will make it very brief. 
In connection with these 565-foot tankers that were sold and built 
in 1953 and 1954, they are in the coastwise business, calling in the port J 
of Norfolk. We had 27 of them, I believe. both 
I believe Captain Massenburg said that last year we were required FF Si 
to lighter these ships in the harbor. y _ 
These ships are limited to docking during the daylight hours of the a 
day at high-water stages on the tide. Of course, if we get it there [> 6 in 
just before high water and we have to lighter the ship and delay 24 FT 
ours, we figure that it costs in the neighborhood of $3,000 a day to Fy} 
delay a ship for that time. Also we have a delay in our barge equip- Fat, 
ment and it goes in lightering the ships. und 
Mr. MarsHatt. What percentage of this oil is delivered to the higt 
United States Navy ? g Sou 


5 pres 


UNIVERSE? UF MICTHLAN LIDRATICS 


$saeit fF 





489 


Mr. Sawyer. Sir, I would not know that. We are in the marine 
business, and we just do not have those figures. They could be ascer- 
tained, I believe. We do have contracts with the various departments 
of the Government and, of course, in wartime if we had an emergency, 
if something happened to this bridge we would just be back in there, 
we would not be able to serve anyone on the outside of this bridge. 
Most of our products move in through this bridge by small tankers 
to points in ome Bay, to Richmond and Maryland. 

During the year 1954 we had 51 ships that came in there. Twenty- 
) seven of them were the larger type ships. Of the smaller type ships 
we had in there they were the 9,331-ton ships. Then we had this 
larger type ship, the 12,789-ton ship. 

That shows the increase in the size of the ships, but as was told 
before, I believe the reason for building these new ships was predicated 
on the use of these harbors. This project was programed some time 
ago, and we felt we would be able to use these ships to advantage. 
So, we would like very much to see this bridge removed. 

In fact, it was our ship in 1943 that knocked this bridge down. 
It was above the Belt Line Railroad bridge, because of this bend in 
the river. 

That is all. 


STATEMENT BY MR. WHITEHURST 


Mr. Harpy. Mr. Chairman, Mr. Whitehurst, of the Curtis Bay 
Towing Co., has a statement he would like to present. 

Mr. MarsHatu. Without objection it will be placed in the record 
at this point. 


(The matter referred to is as follows :) 


MEMORANDUM SUBMITTED BY HAMPTON ROADS MARITIME ASSOCIATION RE 
REPLACEMENT OF THE NorrorK & PortsMoutTH Bett LINg RAILROAD BrInGE 
Across THE SOUTHERN BRANCH OF THE ELIZABETH RIVER, NORFOLK Harpor, VA. 


The Norfolk & Portsmouth Belt Line Railroad bridge across the Southern 
Branch of the Elizabeth River has a horizontal clearance of 109 feet through 
a swing span. The bridge crosses at an angle to the axis of the channel and 
the effective width of the drawspan is only 85 feet. There is a highway bridge 
located about 1,350 feet above the Belt Line Railroad bridge, An angle of 29 
degrees must be turned to pass through both bridges. The close proximity 
of the bridge makes this turning maneuver difficult and dangerous to the many 
larger vessels now using this waterway. 

In order to rectify this condition, it is necessary to provide for adequate draw 
openings and improve the alinement of the drawspan in the bridge to eliminate 
the abrupt change in channel direction just above the bridge which is necessary 
to line up for the drawspan opening of the highway bridge. The inability to 
line up in this channel already has been the cause of two major accidents and in 
both instances, navigation and highway traffic were blocked for several months. 

Since that time, the channel in the Southern Branch of the Elizabeth River 
has been deepened to 35 feet and widened, and following World War II, the size 
of all vessels has been increased materially until today, we find tank vessels 
up to 524 feet in length and 68 feet in beam and drawing as much as 31 feet 
6 inches of water navigating this waterway. 

The Chief of Naval Operations, Department of the Navy, has recommended 
that the Belt Line bridge be altered since the present bridge crossing restricts 
the handling of large naval vessels which now can navigate this channel only 
at certain stages of the tide. In addition, there is an ever-present possibility, 
under existing conditions, of a major accident involving this bridge and the 
highway bridge next upstream. The existing navigational hazards in the 
Southern Branch, plus the possibility of operational failure of vessels or tugs, 
present a serious situation which could cause a major accident. If such an 
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accident should occur, it would have far-reaching effects. It would result jp 
the temporary halting of naval vessels to and from important Navy terminals 
upstream from the Belt Line bridge, including the operation of ammunitiop 
barges to and from the St. Julian Ammunition Depot, which would Seriously 
hinder the defense effort and the blocking of the 35-foot channel in the Southern 
Branch which would be very detrimental to the economy of the Hampton Roads 
area through the stoppage of commerce handled by water and rail. 

It has been estimated that upon alteration of the Belt Line Railroad bridge, 
the total annual savings which would be realized by five major oil companies 
located above the bridge in the movement of petroleum products and by several 
fertilizer firms would be substantial. 

Another important benefit which can be realized through the alteration of 
this bridge pertains to the inability of hopper dredges to perform maintenance 
dredging of the 35-foot channel of the Southern Branch because of the hazards 
of operating large hopper dredges through the narrow and misalined drawspan 
of this bridge and due to the absence of suitable shore area for disposal by 
pipeline methods requires that this maintenance dredging be performed with 
a bucket dredge until the bridge is replaced. It has been estimated that based 
upon average annual channel fill of 146,200 cubic yards, the annual cost to the 
Federal Government for this maintenance of bucket dredge with scow disposal 
would be $182,500. On the other hand, with the alteration of the Belt Line 
bridge, hopper maintenance would be possible at an annual cost of approximately 
$83,000, or an annual saving of nearly $100,000. 

In summarizing the situation regarding the need for altering the existing 
bridge, it is indicated that the navigational difficulties now experienced by major 
oil and fertilizer companies operating on the Southern Branch, who handle an 
average of 5 million tons of commerce annually, and the indicated savings on 
maintenance dredging are sufficient justification for initiating the alteration of 
the bridge immediately. 


Mr. Wnirenvrst. I want to confirm what Mr. Porter Hardy said 
about knocking the bridge down. Our tugs happened to be handling 
both ships when it happened. 

Mr. Harpy. I want to express the appreciation, Mr. Chairman, and 
gentlemen of the committee, of our entire group for the courtesies of 
the committee in hearing us. 

I do want to answer one question you asked of Mr. Sawyer. 

The Navy does not own any fuel storage above these two bridges. 
We submitted for the record a letter from the Colonial Oil Co. whieh 
points out that the Armed Services Petroleum Agency does lease from 
private owners 11 million gallons of jet fuel storage and they have 
tankers going up to those facilities. 

Thank you very much, Mr. Chairman. I hope the committee will 
include this in its recommendations. 

Mr. Marsuatn. Thank you, gentlemen. 


STATEMENT BY MR. 0’CONOR 


Mr. Marsuauy. We shall now be glad to hear from Mr. O’Conor. 

Mr. O’Conor. Thank you very much, Mr. Chairman. 

I appreciate very much indeed your courtesy, which is always ex- 
tended, and my part will be rather brief, because I had the opportunity 
previously of submitting to your committee in conjunction with other 
proposals this item and your very efficient staff gave attention to it. 

With your permission, I would like to read this four-paragraph 
statement. 

Mr. Marsuaty. You may proceed. 

Mr. O’Conor. The American Merchant Marine Institute, Inc., 
through its counsel Herbert R. O’Conor, entered an appearance before 
this committee on the 26th of April and presented a statement on the 
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fund requirements for navigation improvements and maintenance for 
the fiscal year 1956. Included in that statement the institute recom- 
mended the appropriation of funds for the Norfolk Belt Line Railroad 
bridge project. 

We understand there is presently under consideration by this sub- 
committee, an item in the amount of $800,000 for the initiation of the 
construction of a new bridge to replace the present Norfolk Belt Line 
Railroad bridge which has been declared obstructive to navigation. 
The order for the alteration of this bridge was issued by the Secretary 
of the Army as long ago as October 1947, 

The American Merchant Marine Institute is a trade association 
representing a majority of the United States oceangoing ships— 
passenger, dry cargo, colliers and tankers operating in both our do- 
mestic and foreign trades. ; 

We urge the approval of the sum under consideration. This appro- 
priation is urgently needed to make an early beginning in the elimina- 
tion of the obstruction to navigation presented by this bridge. 

Mr. Marsuaui. Thank you very much, Mr. O’Conor. 

Mr. O’Conor. I am very much obliged to you indeed, sir. 


STATEMENT BY MR. THOMPSON 


Mr. MarsHauu. We shall hear next from Mr. ‘Thompson. 

Mr. THompson. Mr. Chairman and gentlemen, I am here to repre- 
sent the Hampton Roads Maritime Association, and we have here 
today a group of persons who are interested in the reconstruction or 
replacement of this Norfolk-Portsmouth Belt Line Railroad bridge, 
from a practical standpoint. 

We are here to try to answer any questions and to discuss the need 
for this replacement. 

This bridge is a bridge over half a century old and at the time it 
was constructed no one could foresee the type of vessels which would 
be in operation today. Of course, since that time that channel has 
been deepened to 35 feet, and it, therefore, permitted the navigation of 
that waterway by a relatively large vessel, if you can get through this 
bridge. However, the bridge itself and the draw span and the open- 
ing fit at a tangent to the axis of the channel. 

In other words, the axis of the channel is not fair with the opening 
of the bridge, and beyond that, for a distance of about 1,500 feet 
south of this bridge, 1s another bridge, and the two draw openings 
are almost in opposite directions. It is almost impossible for a large 
vessel to get through those two draws. 

At the present time, one of the major oil companies has taken ves- 
sels up there which are 567 feet in length and 75 feet in beam, and 
which drew 31.3 feet of water. 

I have been informed today by a representative of one of the oil 
companies that next April a tanker 660 feet in length and 90 feet in 
beam will be used, or oe will want to use it in that waterway, if it 
is possible to get in through that draw opening. 

Mr. Marsuaui. As I understand it, at the present time a tanker 
of that length cannot use this channel / 

Mr. Tuompson. That 660-foot vessel is not completed. The largest 
vessel which goes up there today, to my knowledge, is 565 feet, and 
that is where we have the trouble with vessels of that type. 
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We have to wait for the proper wind and tide conditions there. Of 
—— otherwise, they would probably run into very dangerous con. 

itions. 

Mr. MarsHaty. We had some previous testimony before this con- 
mittee several years ago, calling our attention to the fact that the 
channel there was not too inadequate, unless there was a change in 
the size of ships needing to use it. . 

Mr. Tuompson. Sir, the difficulty already has occurred. 

That area served by what we call the southern branch of the Eliza. 
beth River, which is the main Elizabeth River, as you know, between 
the Norfolk Navy Yard and this bridge, bisects the navy yard, and 
that is another angle which is important. 

That area is the industrial area in the Norfolk-Portsmouth con- 
munity. All of the major industries require deep water. Rail trans. 
portation is located on that waterway. It is served by the Norfolk 
& Portsmouth Belt Line Railroad, which gives it rail transporta- 
tion, and it has highway transportation as well as waterway trans- 
portation. 

It is ideal for the location of industry, but we are running into 
trouble constantly. 

This photograph will show you the angle which a vessel has to 
use going through the Belt Line Bridge, the bridge which I am 
oe of. The bridge in the distance is the highway bridge. That 
ship has to get clear of this draw and then come up and make the 
other opening in the other bridge. 

We have some other photographs here which are not maybe as en- 
lightening as that, but which would give you some idea of the cir- 
cumstances and conditions there. 

These photographs were made by the United States Army engi- 
neers. ey are not official photographs, but there is no reason to 
think that they are not authentic. 

The traffic on this waterway is considerable. The estimates are 
that it will run in the neighborhood of 6 million tons annually of 
cargo traffic. 

There is another thing that is important from the standpoint of the 
Government’s interest in it. The maintenance of that channel can- 
not be performed by hopper dredge because of this draw being there, 
and it is estimated that the increased cost of keeping that channel 
open for maintenance purposes, for taking the fill out and putting 
it in a scow, and towing it to a dumping area runs nearly $100,000 
additional, or it would be, if you could get a hopper dredge in there. 

Of course, we have pursued this matter for a number of years. 
It has been said here today by Senator O’Conor that this matter had 
been considered back as far as 1947. 

As you may remember at one time ee committee approved this 
project, and it was held up because of the Korean situation, where the 
administration said that there should not be any new starts, and that 
there should be no material used which was considered critical or 
necessary for the war effort. 

At that time the Navy would not support this project. Since that 
time the Navy has indorsed and supported this. We have a copy of a 
letter submitted by the Chief of Naval Operations which will be pre 
sented later by Congressman Hardy on that. 
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I do not think there is anything further that I want to say. 

Mr. MarsHatu. Thank you, Mr. Thompson. 

(Nore.—The following letter was subsequently received and in- 
serted in the record at the direction of the committee :) 


SMITH-DoveLass Co., INC., 
Norfolk 1, Va., May 10, 1955. 


Re Norfolk-Portsmouth Belt Line Railroad bridge. 


Hon. Frep MARSHALL, 
Chairman, House Appropriations Committee, 
Washington, D. C. 


Dear Six: My name is J. A. Monroe, and I am president of Elizabeth River 
Terminals, Inc., and vice president of Smith-Douglass Co., Inc. The facilities of 
both corporations are located to the south and beyond the bridge in question, and 
affected by the hazard it presents. 

I apologize for my interruption and unscheduled statement at the conclusion 
of the meeting. I had not planned to participate in the discussion, principally 
because of the limited amount of time allotted the group. It was so evident to 
me, however, the committee might be led to believe there was no industry being 
affected beyond the bridge other than oil companies that I was forced to inter- 
vene. The oil companies located in the affected area are numerous and I do 
not intend under any stretch of the imagination to minimize their problems and 
the importance they play in our defense and/or American way of life. There 
are, your honor, other industries of strategic importance which are being seri- 
ously affected—cement plant, road building material centralization points, creo- 
soting plants and several fertilizer plants owned by the largest fertilizer pro- 
ducers in this country. Most of them have their privately owned deepwater 
terminals. 

First, let me state the position of Smith-Douglass Co. I have been a member 
of this firm since December 1927. At that time we had a channel leading from 
Norfolk Harbor to our pier that was supposed to be 24 feet in depth, however, I 
have known ships to go aground on 20-foot draft. We had 18 feet of water at our 
berth, therefore, the channel, the bridges and privately owned berths were de- 
signed and were accommodating World War I steamers measuring 275 to 325 
feet in length and transporting from 2,500 to 5,000 ton cargoes. 

Following World War II the size and type of ships which the channel, the 
bridges and our facilities were suitable to, were obsolete. Either they were lost, 
junked, or converted to barges because cost would not permit them to operate 
in competition with Libertys, C-1 or C-2 class steamers carrying 10,(00-ton 
cargoes. As a result we spent thousand of dollars dredging our berth to a min- 
imum of 25-foot depth and subsequently to 32 feet. The Government spends a 
million dollars increasing the depth of the channel from 24 to 35 feet and alter 
the channel’s course to conform with the proposed location and construction of a 
new belt line bridge. All of this was necessary to accommodate the only type 
and size vessels available. 

I was impressed with your committee and feel confident they will give all of 
these factors serious consideration in their deliberation. 

Elizabeth River Terminals, Inc., has been in existence a little over 3 years. It 
is the only bulk fertilizer material handling facility in Hampton Roads and has 
economical discharging and handling facilities, with adequate storage. Fertilizer 
materials are received by steamer from abroad in substantial quantities and dis- 
tributed to fertilizer manufacturers owning inland plants. 

I estimate during the fiscal year June 1, 1954, to May 31, 1955, a minimum of 
750,000 tons up to 1 million tons of fertilizer and fertilizer materials will be 
received by fertilizer manufacturers located on the southern branch of Elizabeth 
River and distributed to American farmers. I cannot emphasize too strongly the 
need for the improvements that will result from rebuilding of this bridge. 

Very truly yours, 
J. A. Monrog, Vice President. 
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Pupsxiic Works Progects In CONNECTICUT 
WITNESSES 


HON. PRESCOTT BUSH, UNITED STATES SENATOR FROM THE STATE 
OF CONNECTICUT 

HON. ALBERT W. CRETELLA, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF CONNECTICUT 

HON. JAMES T. PATTERSON, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF CONNECTICUT 

HON. ALBERT P. MORANO, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF CONNECTICUT 

HON. HORACE SEELY-BROWN, JR., A REPRESENTATIVE IN CON- 
GRESS FROM THE STATE OF CONNECTICUT 

HON. T. J. DODD, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF CONNECTICUT 

ARTHUR H. GOSSELIN, CHAIRMAN OF HARBOR DEVELOPMENT, 
NEW HAVEN CHAMBER OF COMMERCE 

HON. JOSEPH A. BORAQUISTO, SENATOR, CONNECTICUT GENERAL 
ASSEMBLY 

HON. MATTHEW J. COYLE, HOUSE OF REPRESENTATIVES, CON- 
NECTICUT 

MARK HAGLE, WESTBROOK, CONN., GENERAL ASSEMBLY 

ROBERT P. STACY, VICE PRESIDENT, CONNECTICUT LIGHT & 
POWER CoO. 

WILLIAM S. WISE, DIRECTOR OF CONNECTICUT STATE WATER 
COMMISSION 

NORMAN K. PARSELIS, MAJORITY LEADER, HOUSE OF REPRE- 
SENTATIVES, CONNECTICUT GENERAL ASSEMBLY 

HON. J. A. McADAMS, HOUSE OF REPRESENTATIVES, CONNECTICUT 
GENERAL ASSEMBLY 


Mr. Marsuatx. The committee will be in order. We will be very 
pleased at this time to hear from our distinguished colleague, Con- 
gressman Cretella. 

Mr. Crerecta. Mr. Chairman, and members of the committee, I 
have here the Connecticut delegation, and the first man I should like 
to call is Senator Bush, who has other commitments, and must leave. 

Mr. Marsuauu. We will be very glad to hear from Senator Bush. 


STATEMENT BY SENATOR BUSH 


Senator Bus. I will make my statement as brief as possible, Mr. 
Chairman. Hurricanes have taken a heavy toll in lives and property 
damage in Connecticut and other North Atlantic States. The 
occurrence of three of these terrible sea storms—*Carol,” “Edna,” and 
“Hazel”—in 1954, coupled with the previous history of destruction and 
loss of lives in 1938 and 1944, salficates strongly that these coastal 
States lie in a new and perhaps permanent hurricane path. 

Congress has an urgent responsibility to act before a new hurricane 
season is upon us. 

A program providing for maximum protection against the effects of 
these storms falls into three parts: 

First, the provision of an adequate hurricane warning system. I 
am informed that the Weather Bureau has requested an additional 
appropriation of $5,000,000 to get this system into effective operation 
before the hurricane season of 1955. I earnestly solicit the support of 
the Appropriations Committees of the House and Senate of this 
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request. Failure to provide adequate warnings may cost lives, and 
cause suffering and distress among families in the coastal regions and 
unnecessary loss of property. 

Second, the preparation of detailed plans and specifications for 
permanent breakwaters, seawalls, dikes, dams and other protective 
works against the tidal flooding resulting from these storms. A survey 
by the Army engineers, as proposed by my bill, S. 414, and a number of 
bills introduced in the House of Representatives will be required. The 
cost has been estimated between $2,000,000 and $3,000,000, and may be 
more if the scope of the survey is broadened. I urge the two Appro- 
priations Committees to provide the required funds. 

Third, the immediate provision of funds to underwrite the Federal 
share of all beach erosion control and other projects useful in meeting 
our shore protection problems. 

This is the immediate concern of the hearings being held today. 

In a letter to the Honorable Clarence Cannon, Chairman of the 
House Committee on Appropriations, I submitted a detailed list of 
projects in Connecticut which have been authorized by prior Con- 
gresses. I ask that that letter be included in the record of these 
hearings, and urge the Appropriations Committees of both House and 
Senate to fulfill the moral commitment made by the Congress to 
provide the required funds. 

The State of Connecticut is preparing to go forward with a shore 
protection program. Here today, representing the Governor of Con- 
necticut, is the Honorable William S. Wise, director of the State water 
policy commission, and, representing the Connecticut General Assem- 
bly are the Honorable Norman K. Parsells, majority leader of the 
house of representatives, and the Honorable Matthew J. Coyle, rep- 
resentative of the town of West Haven. Also present are representa- 
tives of a number of the towns and cities of our State which are vitally 
interested in this matter. These gentlemen are prepared to inform you 
of the plans being made by the State of Connecticut and the several 
municipalities. I know you will accord them every courtesy and give » 
serious consideration to the information they present. 

We all realize the heavy schedules faced by the Appropriations 
Committees and the time limitations which, of necessity, must be ob- 
served. We will try to be brief. To save the time of the committee, 
I ask permission to include in the record following these remarks 
excerpts from the report on hurricanes prepared by the New England- 
New York Interagency Committee which give a vivid picture of the 
destruction resulting from these storms and suggest protective meas- 
ures; and also a number of letters in support of specific projects which 
I have been asked to present to you. 

May I respectfully seek to impress upon you the urgency of this 
matter. We in Connecticut are firmly convinced that the problem of 
protecting the shoreline which is such an invaluable asset to our State 
is one which must be met by all levels of government. The time for 
action is now. The Federal Government has an obligation to do its 
share. 

(The letter to Chairman Cannon, referred to above, follows :) 

UNITED States SENATE, 
April 12, 1955. 
Hon. CLARENCE CANNON, 


Chairman, Appropriations Committee, 
House of Representatives, Washington, D. 0. 


Deak CHAIRMAN CANNON: I am advised that the Public Works Subcommittee 
of the Appropriations Committee of the House of Representatives will, in all 
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probability, begin hearings in the near future on appropriations for projects ree. 
ommended by the Army engineers. 

This is to inform you of the deep interest of the State of Connecticut in the 
provision of sufficient funds to underwrite the Federal share of beach erosion 
control, flood control and navigation projects in our State which have already 
been authorized by the Congress and for which plans have been completed. 

As you know, Connecticut and other States in the Northeast were struck by hur. 
ricanes Carol, Edna and Hazel in 1954. These terrible storms took many lives, 
caused widespread distress and suffering among families living in the coastal 
areas, and resulted in property damages in excess of $240 million. The occur. 
rence of three hurricanes in a single year, coupled with the previous history of 
hurricanes in 1938 and 1944, indicates strongly that the New England States may 
now be considered as being in a new hurricane path resulting from some chance 
in weather patterns, 

A program which will provide maximum protection against loss of lives and 
property damages resulting from hurricanes will entail further study by the Army 
engineers. For that reason, I have introduced S. 414, to authorize a survey of the 
coastal and tidal regions of the New England States, New York, and New Jersey, 
to determine possible means of preventing loss of lives and damages to property 
due to hurricane winds and tides. An identical bill, H. R. 5354, was introduced 
recently in the House of Representatives by the Honorable Horace Seely-Brown, 
Member of Congress, Second District, Connecticut. 

It is my hope that the survey proposed by these bills will result in detailed rec- 
ommendations by the Army engineers for breakwaters and other protective works 
which will provide maximum security for the many thousands of families and 
business establishments in areas now exposed to the full fury of hurricanes. 

In the meantime, however, there is pressing need for proceeding with maxi- 
mum speed to completion of projects which have already been authorized by the 
Congress. I have been assured by Col. Robert J. Fleming, Jr., division engineer 
at Boston, Mass., that the construction of authorized projects will not interfere 
in any way with an overall protective plan which would result from the proposed 
survey. In fact, many, if not all, of the authorized projects would be dovetailed 
into such a plan without difficulty. 

It would be desirable to coordinate the presently-authorized projects so that 
the maximum amount of restoration of our beaches could be accomplished. For 
example, projects involving the dredging of harbors or river channels furnish 
large quantities of sand which can be placed at areas where the beaches have 
been washed away, leaving only rocks and mud behind. 

At a recent conference on shore protection, called by Gov. Abroham Ribicoff of 
Connecticut, and attended by approximately 1,000 persons, including State of- 
ficials, legislators, and officers of the affected municipalities, there was general 
agreement that the time for coordinated action on all levels of government has 
arrived. The State and the towns are preparing to furnish their fair share of 
the cost. There is strong feeling that the Congress, having authorized the proj- 
ects, should fulfill at once its implied promise to provide the required Federal 
funds. 

For your ready reference I list below the Connecticut projects which have been 
authorized by the Congress in prior years, with the latest available cost estimates 
of the Army engineers: 


Beach erosion control 


Estimated Federal Non-Federal 


Location first cost ! share share 


Jennings Beach and Ash Creek, Fairfield 2 

Sasco Hill Beach, Fairfield 

Southport Beach, bE me 

Burial Hill Beach, Westpo! 

Sherwood Island State Dark, Westport 

Compo Beach, Westport 

Hammonasset. Beach, Madison 3 

Middle Beach, Madison 

Prospect Beach, West Haven 

Woodmont Shore, Milford 

Gulf Beach, Milford 

Silver, M yrtle, Walnut, Laurel, and Cedar Beaches, and 
Meadows End, Milford 

Short Beach, Stratford 


ES 
s 


$14, 700 $29, 300 
000 42, 000 
28, 000 

16, 000 

316, 700 

110, 000 

333, 000 

41, 000 

197, 400 

139, 500 

26, 200 


2825rse 
3235383338 


Bo 
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530, 700 
. 000 


£23 g 
833 § 


1 1953-54 cost estimates. 
* Work completed. Appropriation authorized by Congress. 
* Work in progress. No appropriation aut.\orized, 
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The only appropriation as yet made by Congress is that of $14,700 for the 
work at Jennings Beach and Ash Creek, Fairfield. 


ActivE AUTHORIZED NAVIGATION IMPROVEMENTS IN CONNECTICUT 


Projects on which no construction has been accomplished 


Estimated 
Project | Federal 
cost 


Estimated 
Local cash lineal coat 


| contribution (other) 
| 





Connecticut River below Hartford: | 
Dredge North Cove at Old Saybrook ates $353, 000 $67, 500 $10, 000 
Dredge Eightr ile River-------- i 52, 000 | 18, 000 5, 000 
Guilford Harbor: Dredge 6-foot channe] and anchorage _ 110, 000 | 25, 500 |....-.-- ii 
Mystic River, channel widening, anchorage and turning basin 101, 000 14, 000 20, 000 
Patchogue River, channel work and jetty construction. 135, 000 | TR iiainsnetemunes 
Stonington Harbor, dredge 6-foot poebersge 5 and remove Pen- 
quin * hoal_.----- pan daes ‘ 85, 000 5, 500 8, 000 
Wescott Cove, dredge 8-foot channel. . 49, 000 21, 000 8, 000 
Westport Harbor and Saugatuck River: ‘Dredge 9-foot channel]. 113, 000 37, 500 


Projects on which construction has been partially completed 


Estimated Funds to Local cash 
Project Federal cost date contribution 


Housatonic River, channel 18 feet deep wide to Culver’s Bar.. $1, 350, 000 $400, 000 $200, 000 
Connecticut River below Hartford, 15-foot channel 539, 000 464, 000 
New Haven Harbor, 35-foot channel and 22-foot Quinhipiac 

Sitvett CNN 2 adi est sags Se els sntln ces | 8,367,000 2, 857, 000 


| 
' 


NoTE.—$510,000 to complete Quinnipiac River Channel completes this project. 


Active authorized flood-coniro! projects in Connecticut 


Estimated 


Funds to Balance to 


Project | Federal cost | date complete 


Hartford (Folly Brook): Construct 700 feet of earth dike and 
extend existing pressure conduit 1,900 feet ‘ $40, 000 $263, 000 
Norwich Channel improvement i: 240, 000 1, 013, 000 227, 000 


Of the above listed projects, three are included in the President’s budget 
request for 1956. They are: 


Housatonic River, balance to complete 
Folly Brook at Hartford, completion of project 
Hammonasset Beach, Federal share 


These projects, of course, have passed the detailed scrutiny of the Bureau of the 
Budget and appropriations have been recommended as fully justified. 

It is my strong belief that justification for appropriating the Federal share 
of the remaining projects at the present time can be found in the emergency 
conditions created by the 1954 hurricanes, and the need for proceeding as rapidly 
as possible before a new hurricane season is upon us. 

We in Connecticut are, of course, fully aware of the many requests for appro- 
priations which are received by your committee, and of the need to keep the 
Federal budget within reasonable proportions. As Federal taxpayers in a State 
which, per capita, contributes a much larger amount to the Federal treasury 
than do many other States, we are fully conscious of the desirability of avoiding 
unnecessary expenditures. However, we feel strongly that the problem 
of protecting our Connecticut shorefront, an invaluable asset to our State, has 
reached emergency proportions requiring action on all levels of government. As 
we in the past have not hesitated to suport Federal assistance to meet emergen- 
cies in other parts of the country, we now feel that we are fully entitled to ask 
the Congress to keep the implied promise to appropriate the required funds for 
projects it has authorized, projects whose construction is needed to help us meet 
the emergency we face. 
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For the foregoing reasons, I earnestly request the sympathetic consideration 
of your committee, and hope for favorable action. I would appreciate it if 
you would advise me in advance of the dates on which the hearings will be 
held so that I may give ample notice to those in Connecticut who are deeply inter- 
ested in this matter. 

Respectfully yours, 
Prescott BusH, 
United States Senator. 


Norre.—Following are the conclusions of the report on hurricanes 
referred to above. Additional details of this report as well as nu- 
merous letters and statements regarding this subject and public works 
projects in Connecticut were submitted for the use of the committee. 


CONCLUSIONS 


163. Of the three hurricanes which entered the New England-New York region 
in 1954, Hurricane Carol was by far the most destructive in the region and caused 
the largest number of fatalities. Rhode Island and Massachusetts suffered by 
far the heaviest losses. Carol was comparable in intensity and destructiveness 
to the hurricane of September 1938, but, due to better preparedness, the number 
of lives lost was small as compared to over 500 lives lost in 1938. 

164. The losses in the region from 1954 hurricanes, as given herein, total 
$305,818,900 with incomplete estimates for damages in interior areas. About 75 
percent of this figure is attributable to Hurricane Carol. The major portion of 
the total of losses was sustained in coastal areas of New England and Long 
Island from the combination of wind, rain, and tidal flooding. Rhode Island 
and Massachusetts, which have southern coasts susceptible to tidal flooding, suf- 
fered about 70 percent of the 1954 hurricane damage recorded for the region. 
Table 100 summarizes 1954 hurricane experience. 
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TABLE 100.—Summary of 1954 hurricane experience, New England-New York region 
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Path and area affected Damage by State 1954 hurricane damages by type! 


Hurricane Carol (Aug. 31, 1954).—Cen- | Connecticut_....| $28, 168,750 | Loss of life | Between 
ter crossed eastern Long Island, | Rhode Island__-- 97, 965, 900 | 77 and 8% 82 
moved northward into southern New | Massachusetts - - 92, 992, 900 
England passing just west of Worces- | New Hampshire. 4, 128, 750 | Public property...| $53, 822, 200 
ter, Mass., and continued on | Mai 5, 675, 000 | Shipping 12, 881, 000 
through New Hampshire. Area | New York 6, 312, 500 | Utilities__.__--_- 39, 193, 900 
affected—principally eastern Long ——_--—- Transportation.._- 2, 800, 000 
Island and Connecticut, Rhode 235, 243, 800 | Commercial_......} 55, 167, 500 
Island, eastern Massachusetts and ===} Industrial 38, 074, 500 
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New Hampshire, and western Maine. 


Hurricane Edna (Sept. 11, 1954).—Cen- 
ter crossed Martha’s Vineyard and 
Cape Cod, then northeasterly off- 
shore passing close to Eastport, 
Maine. Area affected—principally 
Cape Cod and eastern Maine. 


Hurricane Hazel (Oct. 15, 1954).—Cen- 
ter entered southwestern part of 
region passing between Buffalo and 
Syracuse and on over Lake Ontario. 
Area affected—principally New York 
State, south of Lake Ontario. 


Connecticut 
Rhode Island... 
Massachusetts 
New Hampshire. 
SI coacrachas sista aol 
New York 


pte os. cgencs aia 
New York. 


Connecticut __-_- 
New England. -- 


Combination of 31, 877, 000 
storms or 
States. 


Grand total.| 305, 818, 900 


1 Estimates incomplete for damages in interior areas. 
2 Inseparable combinations of two or more types of damage. 





Agricultural.......| 29, 285, 100 
Foods and drugs_ - 7, 278, 800 
Fisheries 3, 786, 900 
Private property__| 59, 670, 000 

3, 859, 000 


| 305, 818, 900 


| 


165. Hurricane experience in the New England-New York region has not beet 


sufficient to suggest any probable frequency of occurrence. The record of hur ri- 
canes which have involved the region points to a seasonal concentration of 0¢- 
currence in the months of August, September, and October, but does not show 
any recurring pattern. It can be noted that hurricanes have occurred in suc 
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cessive months and in successive years and that periods of concentration have 
occurred. However, these interesting parallels do not exhibit an overall pattern 
of occurrence. To evaluate the chances of hurricane occurrences or probable 
frequency at a given site for the New England-New York region would require 
continuing research. Until a determination of prebable hurricane frequency 
is made, a meaningful estimate of average annual damage at a particular location 
cannot be made. 

166. The greatest damges from hurricanes in the whole region occur as a result 
of the tidal flooding which accompanies hurricanes in coastal areas. Protective 
measures against tidal flooding might be justified in coastal areas with high 
property value. Other preventive, protective, and rehabilitation measures include 
improved hurricane warning systems and dissemination of warnings to the pub- 
lic, evacuation and shelter plans coordinated by responsible State and local 
groups, coordinated plans for the employment of auxiliary communication and 
power facilities, zoning and building code revisions and provisions for easing 
the financial burdens occasioned by hurricane losses. 

167. In general, the floods which often result from the heavy rainfall accom- 
panying hurricanes would be protected against to a high degree by the flood- 
control measures already authorized in the major river basins in New England. 
On the other hand, there are essentially few practical measures other than the 
stiffening of building codes which can be employed to prevent widespread dam- 
age from abnormally high winds. 

168. The following plan of measures to cope with hurricanes is suggested : 

(a) Wider and more expeditious distribution of hurricane warnings and ad- 
visories. 

(b) Research to determine the risk of extreme hurricane wind or tidal effects 
at definite locations, whether or not they have in fact been subjected to the ex- 
perience. 

(c) Information programs to familiarize the public with the nature of hurri- 
canes, existing warning services, and possible protection measures. 

(dq) Radar installations for precise tracking of hurricanes on a radio fre- 
quency of about 2,800 megacycles with a peak power output of about a million 
watts, in a system with units at Eastport, Maine; Nantucket, Mass.; Atlantic 
City, N. J.; Hatteras, N. C.; Charleston, 8. C.; and Daytona Beach, and Miami, 
Fla. 

(e) Studies to determine the economic feasibility and desirability of under- 
ground placement of power and telephone lines. 

(f) Studies to determine the desirability, and economic and engineering feasi- 
bility of providing protection against tidal flooding in areas which have experi- 
enced heavy losses. 

(7) Studies of individual areas subject to the devastation of tidal flooding 
to determine what zoning measures might be enacted. 


Mr. MarsHatt. Thank you, Senator. 
Senator Busn. I thank the committee very much for its courtesy. 


STATEMENT BY CONGRESSMAN MORANO 


_ Mr. Creretia. Now, Mr. Chairman, the next man I should like to 
introduce is Congressman Morano. 

Mr. Morano. Mr. Chairman, and members of the committee, first 
of all I want to call your attention to the $750,000 budget item in the 
President’s budget which provides for the completion of the Housa- 
tonic River project. 

There was $400,000 appropriated for it last year. It would be com- 
pleted with the appropriation of $750,000. I urge its inclusion in the 
vill being presented to the House. | 

In addition to that, there are four projects in my district that are 
not budgeted. These projects have been authorized, as pointed out by 
Senator Bush, and I wish to call your attention to them specifically 
because all of them are in the path of the hurricanes and they have 
been damaged quite extensively by the last three hurricanes. 
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The first of these is Seaside Park project. The first estimated cost 
of this project was $357,000. The Federal share of this project was to 
have been $119,000, and the local share $238,000. 

The next is the Southport Beach project in Fairfield. 

The estimated cost of the first survey was $42,000. The Federal 
share was to have been $14,000, and the local share $28,000. 

This next project is a State project, the Sherwood Island State Park 
project. While this item is not in the budget, I urge most vigorously 
that, if possible, you depart from the President’s recommendation 
and include this item in the appropriation bill. 

The estimated cost of the project is $475,000. The Federal share 
was to have been $158,300, and the local cost which, in this case, 
means the State and local cost combined, was $316,700. I think Mr. 
Norman Parsells, the majority leader of the House of Representa- 
tives of Connectitcut will, perhaps, speak to that point. 

Then we come to the Campo Beach project at Westport, Conn. 
The estimated cost of that project is $165,000. The Federal share 
is $55,000 and the local share is $110,000. 

The last one is the Sassco Hill Beach project in Fairfield. The esti- 
mated cost of that project is $63,000. The Federal cost is $21,000, 
and the local cost $42,000. 

As the Senator has so ably pointed out, we are, particularly, in Fair- 
field County, right in the path of the hurricanes that have occurred in 
the last three seasons. We need relief, and we must have it. 

We realize that these projects I speak of, or, most of them, have 
not been budgeted, and, therefore, are not recommended by the Bureau 
of the Budget to the Appropriations Committee. There is a great 
need for them, and I think that while we understand the committee 
has a backlog of projects that have been authorized, I think that some 
start in the direction to give us some relief in New England, and, 
particularly in my district, in the State of Connecticut, ought to be 
adopted by this committee. I urge you, Mr. Chairman, and gentlemen 
of the committee, to give this full consideration. 

Thank you very much. Are there any questions? 

Mr. MarsHatu. The local contribution in all of these projects is 
comparatively high. Do you have any indication why they were 
not included by the Bureau of the Budget ? 

Mr. Morano. No; I have no indication why they were not included. 
It seems in some cases the local contribution is twice as much as the 
Federal Government is asked to contribute. 

In Sherwood Island State Park, for example, the local contribution 
is twice as much as the Federal contribution would be. I do not 
understand that. 

Senator Busn. I think that information is contained in the records 
which I have supplied the committee. 

I am sorry, Mr. Chairman, I cannot answer the question as to why 
the President did not include them. 

Mr. Morano. Of course they did not include them because they felt 
that some of the other projects had a higher priority, but what I am 
trying to point out is that because of these hurricanes these projects 
should have priority. 

Senator Busx. It could be that the authorizations were adopted 
very late in the session last year, and that might be the reason they 
did not get in. I think it would be the only logical reason. 
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Mr. Morano. Do you have the House document here which would 
show these authorizations ? 

Mr. Creretia. House Document 517 is the number of it. 

Mr. Boranp. How many proje¢ts in toto are you interested in? 
Every section of the United States comes to this committee asking 
funds for authorized projects, many of which were authorized years 
back in prior Congresses. 

Mr. Morano. These four projects I spoke of, the unbudgeted ones, 
are roughly $1 million, and the amount of Federal contribution is 
much less than the local contribution. 

Mr. Crerenta. We know and realize that there are any number 
of projects under consideration. One of the bills submitted is one 
providing that there should be a complete resurvey of this whole pro- 
oram in our State, by the Army engineers. 
~ Mr. Boranp. I think that Connecticut and Massachusetts have met 
the problem locally very well. The expenditures of Federal money 
in our area have been very small compared to other sections of the 
United States. Our problem here, as you can well appreciate, is that 
as an Appropriations Committee we deal with and evaluate so many 
hundreds of projects which have been authorized. 

Mr. CreTetia. You are a very distinguished member of this com- 
mittee, Mr. Boland. 

Mr. Botanp. Thank you. It is very difficult to determine what the 
best projects are for a particular area and, as the chairman has 
questioned, in a case where there is a very high part of the cost borne 
by the State and local communities, why are they not in the budget? 

Mr. Morano. I hope you get an answer from the budget authorities 
on that, Mr. Chairman, and I would like to see a copy of it too. 

Senator Busu. Of course, the advent of the 1954 hurricanes came 
after the adjournment of the Congress, and that pointed up the neces- 
sity for some of these projects very much indeed. 


STATEMENT BY MR. GOSSELIN 


Mr. Creretia. I would like to call Mr. Arthur H. Gosselin up here 
as our next witness. 

Mr. Gossetin. Mr. Chairman, and members of the committee, I am 
chairman of the Harbor Development Committee, New Haven Cham- 
ber of Commerce, subchairman of the Harbor Development Com- 
mittee of the Citizens Action Committee, and vice president for 
Connecticut of the National Rivers and Harbors Congress. 

_ In 1945, in House Document 517, 79th Congress, funds were author- 
ized for the deepening of the main harbor in New Haven and the 
Quinnipic River. Funds were appropriated in the amount of $3 
million for the main harbor, but no funds were appropriated for the 
Quinnipic River. 

_ The reason I am asking that this be put in the appropriation bill 
1s because of the urban redevelopment of the city of New Haven, 
which the Federal Government is going to take part in. 

The first year after the completion of the main harbor the savings 
Were $1,661,000 against estimated savings of $726,000, and the oil 
companies plan on increasing their volume by 30 to 40 percent in 
the next 5 years based on the restudy, and we want to make a survey. 
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There has been $3 million spent on the harbor already by private 
capital. The city has reassessed and raised the assessment on prop- 
erty by $3 million, so that we feel if we can get this $510,000 in this 
appropriation bill it will enable us to have this work done in 1956, 
The State expects to complete this new Killingly-Greenwich High. 
way and have an entry into the center of New Haven, which is q 
part of the urban redevelopment. 

Therefore we want to have this filled to take care of the area we 
did not complete when we dredged the main harbor at New Haven. 

This is my statement on that, sir. 

I also have a statement from the mayor of the city and one from 
the New Haven Citizens Action Committee formed by the mayor to 
work on all of this type of work. This gives you a complete history 
of that particular case. 

There is a statement from the citizens action committee and one 
from the mayor. 

Mr. Marsuaru. Without objection, that will be inserted in the 
record. 

(The information referred to is as follows :) 


New HAVEN CITIZENS ACTION COMMISSION, 
New Haven Conn., May 5, 1955. 
House COMMITTEE ON APPROPRIATIONS, 
House of Representatives, Washington, D. C. 


GENTLEMEN: On behalf of the New Haven Citizens Action Commission, I have 
the honor to submit a copy of a resolution which was passed by this commis- 
sion on December 15, 1954. 

It relates to the deepening of the Quinnipiac River which was authorized by 
the 79th Congress, 2d session, (H. Doc. 517), which is a project of great interest 
and substantial economic benefit to the people of southern New England, not 
only in the New Haven area but throughout the region. 

Mr. Arthur H. Gosselin, who has kindly agreed to present this letter and 
its attachment on our behalf, will explain to you the great benefits which have 
resulted from the 35-foot channel in New Haven harbor and will project the 
further substantial advantages which will be obtained from finishing the 
work in this area as was authorized in the House document cited above. 

On behalf of the New Haven Citizens Action Commission, I respectfully 
request that you include in the budget now under consideration, sufficient funds 
to carry out this important project recommended by the Corps of Engineers and 
authorized by the 79th Congress. 

By enabling our people to take full advantage of natural resources, lasting 
benefits are assured, yielding a high rate of return to both State and Nation. 
We submit that this is a fitting investment of Federal funds and ask for your 
favorable action. 

Yours very truly, 
Cart G. FREESE, 
Chairman. 


New HAvEN CITIzENS ACTION COMMISSION MEETING, DECEMBER 15, 1954 


RESOLUTION 


Whereas the 79th Congress, 2d session, has previously authorized the deepening 
of the Quinnipiac River from 18 to 22 feet at mean low water, generally 25! 
feet wide, from the Tomlinson Bridge to the Ferry Street Bridge and thence 250 
to 400 feet wide to a point about 1,000 feet above the Ferry Street Bridge. 
with a turning basin of the same depth 200 to 800 feet wide and 700 feet long 
at the mouth of the Mill River (H. Doc. 517) ; and 

Whereas the earliest possible execution of this project has now become essential 
to the further progress not only of the New Haven waterways, but also for the 
coordinated development of the harbor as a whole, and the industrial and com 
mercial growth attendant thereon; and 
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Whereas experience with the deepening of other parts of the harbor has demon- 
strated the substantial benefits to be derived from completing the present equally 
important portion of the entire program (1) to private enterprise in greater 
port tonnage and diversification of products; (2) to the municipality of New 
Haven in carrying out its redevelopment program—particularly in providing 
fill to create some 150 acres of prime industrial property; (3) to the State of 
Connecticut in increased trade throughout the region by greater port activity, 
in increased tax revenue, and in the provision of fill for the new State through 
way; and (4) to the United States in providing a more versatile port, better 
qualified for service in case of national emergency, and in providing substantial 
savings of shipping costs, thereby encouraging and rendering more competitive 
the commerce of this region both here and abroad: Now, therefore, it is, upon 
motion duly made and seconded, unanimously 

Resolved, That the Citizens Action Commission of New Haven support and 
actively work toward the appropriation by Congress in 1955 of sufficient funds 
to undertake and complete the aforesaid dredging and deepening project as 
rapidly as possible, and that the appropriate officers and committees of the 
Citizens Action Commission be and they hereby are authorized and instructed 
to initiate and carry out whatever program they may deem desirable and 
effective to achieve this end; and it is further 

Resolved, That the executive director be and he hereby is instructed to forward 
with appropriate covering letter copies of this resolution to the Governor, to 
Connecticut’s Senators and Representatives in Congress, and to the proper 
officers of the Corps of Engineers, and of the Bureau of the Budget in Washington. 

Attest : 

H. Gorvon Sweet, Ezecutive Director. 


OFFICE OF THE MAyor, 
City or NEw HAVEN, 
New Haven, Conn., May 3, 1955. 

DEAR Mr. CANNON: Through the good offices of Mr. Arthur Gosselin, I should 
like formally to place on record the support of the city of New Haven for the 
dredging of the Quinnipiac River Channel in New Haven from 18 to 22 feet. 
This project has been authorized for some years and requires an appropriation 
of $510,000 to complete. 

During most of its long history, New Haven has been a major seaport trading 
with other ports all over the world. We did not make the shift to steam suc- 
cessfully and our port fell into what was almost disuse for quite a period of 
time. 

In the period since the end of the war, thanks in major part to channel work 
authorized by the Congress, New Haven has again become a significant port with 
over 6 million tons of cargo. 

We in New Haven are determined to regain our place as the major distribu- 
tion center and port for southern New England and western Massachusetts. We 
have spent our own money developing our plans and programs and we expect to 
begin their implementation this year and next. The improvements already au- 
thorized for the harbor are necessary if we are to take full advantage of the 
opportunities we now have. 

New Haven taxpayers contribute far more in Federal taxes than they have 
received over the years in Federal grants. We recognize the need for economy 
in the Federal budget but we do believe that public improvements of the kind 
we are seeking benefit not only our community and our State but improve the 
resources of the whole Nation. 

We shall be most grateful for the favorable consideration by the committee of 
our request. 

Sincerely, 
Dick LEE. 

Mr. Gossetin. The growth of New Haven Harbor shows that within 
the next 5 years the harbor will expand by 30 percent. Congressman 
Cretella put in a resolution on that, and also H. R. 4057 appropriation 
bill, which calls for restudy of New Haven Habor, a resurvey. That 


will not take a lot of money. However, it will do a big thing in this 
respect : 
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When we eventually get this additional water we are asking for in 
New Haven, which will not be for 4 or 5 years, we will be able to do 
as we did last time, prevent beach erosion in the town of West Haven 
where we put in a 400-foot beach one and a half mileslong. We saved 
the Federal Government and the State and people in West Haven 
approximately $5 million as a result of that. 

We want to do the same thing with Kast Haven which is badly 
eroded since the last storms. 

If this goes through we realize this project will take some time, but 
we would like to have the money. 

I have given you here a complete history, and copies of letters from 
the oil companies showing how they will expand their business within 
the next 5 years. That is why we feel that the depth of the water at 
45 feet is not sufficient. 

Mr. Botanp. Have any Federal funds recent]y been expended on 
the channel in the Quinnipiac River ? 

Mr. Gosse.tn. No. 

Mr. BotaNnp. How deep is the river there now? 

Mr. Gosse.in. 18 feet. We want it 22 feet. 

At that time the Army engineers saved considerable money in 
dredging the harbor. It was $300,000. The money has not been ap- 
propriated. 

Mr. Bouanp. Is there any authorization for the dredging of the 
Quinnipiac ? 

Mr. Susnnar: It was authorized in House Document 517. It was 
in 1946, the 79th Congress. 

I have a complete history here of the entire harbor showing the 
savings and the entire thing. This New Haven Harbor benefits the 
entire State. 

In 1954 we made New Haven a world port. We brought Captain 
Carlson in there of the Isbrandtsen Steamship Co. It is saving a lot 
of money. The city is building a new terminal which will take care 
of other steamship lines. So New Haven gained one and a half 
million tons since we dredged the harbor in 1948, 1949 and 1950. We 
are asking for a restudy. It will not take a lot of money for the 
restudy, probably fifteen or twenty thousand dollars. The only 
money I am asking for is for the Quinnipiac River, to have that 
dredged. I would like to have this restudy of New Haven. 

I will leave the brief here with you. 

Thank you, gentlemen. 
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STATEMENT BY CONGRESSMAN CRETELLA 


Mr. Crereia. I have a statement, Mr. Chairman. This will incor- 
porate what has been said and what will be said from my own observa- 
tions on this matter. 

I should like to submit it for the record now. 

Mr. Marsuauu. We will be glad to have that placed in the record. 

(The statement referred to follows :) 


STATEMENT OF ALBERT W. CRETELLA (REPUBLICAN OF CONNECTICUT) 


Mr. Chairman, thank you and the members of the committee for permitting 
me to appear in support of projects which are vital for the progress and pros 
perity of Connecticut and her citizens. 
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Testifying before your committee today is Mr. Arthur H. Gosselin, chairman 
of the harbor development committee, New Haven Chamber of Commerce. Mr. 
Gosselin Has earned wide respect as an eager, hard-working and extremely able 
citizen on problems pertaining to harbor development, beach erosion and flood 
control in our State of Connecticut. For the past 20 years, he has displayed 
a keen sense of leadership and imagination in bringing to the attention of the 
people of our State the need for more adequate facilities for harbor improve- 
ment, prevention of beach erosion and the like. 

it is my intention here today to just make brief mention of existing and pro- 
posed projects in my district more or less as a supplement to the more detailed 
testimony of Mr. Gosselin. Our purposes, however, are identical, and that is 
to bring out as concisely and accurately as possible the need for Federal funds 
to match State and local moneys to provide for the expanding and progressive 
nature of New Haven and the need for a deterrent to the forces of nature which 
are denuding our shorelines. 

During the 79th Congress there was appropriated $3 million in Federal funds 
for the deepening of the New Haven Harbor which has been completed. Since 
1950, however, harbor traffic has increased by over 1 million tons. The Is- 
brandtsen Co. last year made New Haven an international port of call, adding 
to the activity. A recent survey shows those companies utilizing New Haven 
Harbor intend to increase their volume by as much as 80 percent in the next 
10 years. There is an obvious need then for improvements above those made by 
the 79th Congress appropriation, with the advent of increased tonnage and 
deeper draft ships. A bill I submitted to the House Appropriations Com- 
mittee this Congress would provide $3,460,000 for modification of the existing 
project for New Haven Harbor, including construction of a channel in the 
Quinnipiac River with a turning basin at the mouth of the Mill River. Since 
the Federal Government began work on the harbor in 1882, no question can be 
raised as to the increased shipping and economic conditions. I strongly urge, 
therefore, that this committee approve this appropriation of $510,000 for dredg- 
ing the Quinnipiac River authorized in House Document 517, 79th Congress, in 
1945 to meet the great strides made recently by the city of New Haven and 
her need for adequate shipping facilities. 

New Haven has detailed plans for urban redevelopment. The dredging of 
these waterways will have a profound and beneficial effect on the speed with 
which this plan is carried out. Swamplands can be made usable by housing 
and industry with filling by dredged materials. All the cooperation necessary 
will be given by State and local authorities and citizens in complying with all 
Federal regulations. 

Another real problem facing Connecticut is the erosion of her beaches. Last 
Congress, the omnibus rivers and harbors bill was passed authorizing in part 
for $469,500 to be appropriated for beach erosion control in areas 2, 3, and 7 
in Connecticut. At that time I pointed out to the Public Works Committee the 
disheartening damage dealt to our shoreline. 

Although relatively few beach erosion projects have had authorization in Con- 
necticut thus far, I am confident that as soon as surveys and reports by the 
United States Army Corps of Engineers are made on other areas, legislation to 
correct these conditions will be favorably acted upon. 

Areas 2, 3, and 7 in Connecticut contain some of the most picturesque and 
beautiful shoreline scenery in the entire New England area. Beaches such as 
State-owned Hammonassett Park attract thousands of visitors yearly. This 
and other recreational shore facilities are in grave danger of becoming extinct 
due to the denuding of our shoreline and the disappearance of our beaches. The 
amount authorized for these areas by the Public Works Committee is indeed 
modest for the return it will yield to Connecticut, her residents, and her visitors 
I strongly urge rapid and favorable consideration of this measure. 

Many of my colleagues representing the State of Connecticut have exerted 
much effort to present this Congress with measures which would protect our State 
from certain forces of nature. There are now pending before the Committee 
on Public Works several bills to authorize surveys in the New England area for 
the control of hurricane damage. Among them is my bill, H. R. 3206, and more 
inclusive legislation as introduced by Senator Bush of Connecticut. In 1954 
Hurricanes Carol, Edna, and Hazel took many lives in the Northeast area, caused 
widespread hardship among the coastal regions, and resulted in property dam- 
ages amounting to $240 million. I hope the surveys made by the Army Corps 
of Engineers will result in steps being taken to provide more adequate protection 
for those areas exposed to the force of these hurricanes. 
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I am advised your committee has received a complete and detailed listing of 
the Connecticut projects authorized by prior Congresses, with estimates of cost 
by the Army engineers. This includes the categories of beach erosion control in 
13 shoreline locations, improvements for navigation, including the projects I 
mentioned above on the New Haven Harbor and the Quinnipiac River, and active 
flood control projects. 

With our shores and our waterways unattended to in past years due to the lack 
of Federal funds, we in Connecticut are faced with what might be called an 
emergency situation. Further delay in effecting the necessary construction 
projects will only involve increased expenditures by local, State, and Federal 
Governments as the damage gets progressively worse. 

As has been pointed out to your committee, Connecticut contributes a sizable 
amount to the Federal Treasury in proportion to other States, and has willingly 
lent support to Federal assistance for relief in other sections of the country. 

I, therefore, believe Connecticut should be given a fair return for her past 
efforts and that sufficient Federal funds be appropriated so these gravely im- 
portant projects can be completed. 

Mr. MarsHatu. We will be glad to hear next from Congressman 


Patterson. 
STATEMENT BY CONGRESSMAN PATTERSON 


Mr. Parrerson. I am here to testify in favor of the Housatonic 
project. Last year the sum of $400,000 was appropriated by the 
Congress to start this project. This year there are $750,000 included 
in the budget. 

It is not just a factor of asking for this amount of money but in 
completing this project. The people in the State of Connecticut will 
benefit greatly due to the savings that they will receive from the 
Connecticut Light & Power Co., in their electric light bills, and also 
in the event of war we will at least have a harbor in which barges 
‘an come in immediately and will not just be out on the island sound 
and blocking up that small area. 

I urge this committee to authorize $750,000 as necessary for the 
completion of this project. 

Here today, gentlemen, is Mr. Robert P. Stacy, vice president of 
the Connecticut Light & Power, who will testity in favor of this 
project, also. 

I am sure Mr. Stacy in his position will be able to justify the entire 
project. 

I would like to present Mr. Stacy. 

Mr. Botanp. The utility rates in the area are adjusted to the cost 
of the fuel and the cost of the manufacture of the energy is an im- 
portant point. If this in some way enables the consuming public of 
the State of Connecticut to get cheaper rates it would seem to me 
to be a worthwhile project. 

Mr. Parrerson. That is right. 

Mr. Boranp. You have spent. $400,000 and you are now asking 
$750,000 to complete the project ? 

Mr. Parrerson. That is right. 

Mr. Botanp. Is there a guaranty that the consuming public of 
Connecticut will benefit from this? 

Mr. Patrerson. It is guaranteed by the public utilities order. 


-_ - ob ee 2 a ee ee ee ea ee 


Sa. ==. = 





a we YS OY OS 


507 


STATEMENT BY MR. STACY 


Mr. Sracy. I am Robert P. Stacy, vice president of the Connecticut 
Light & Power Co. 

I would like to file this statement. I will not take your time to 
read it. 

Mr. MarsHa.u. Without objection, that will be placed in the record 
at this point. 

(The statement referred to is as follows :) 


STATEMENT BY RosBerT P. STACY, VICE PRESIDENT, THE CONNECTICUT LIGHT & 
Power Co., BERLIN, CONN., HOUSATONIC RIVER DREDGING Prosecr (H. Doc. 449, 
70TH CONG., 2D SEss., 1928). 


My name is Robert P. Stacy and I am a vice president of the Connecticut 
Light & Power Co. whose general office is located in Berlin, Conn. 

I appeared before your committee in February of last year and urged the ap- 
propriation of funds for the Housatonic River dredging project. The statement 
which I filed with your committee last year is attached hereto for ready reference. 
The essential facts contained in that statement apply today with the general 
observation that the company has grown, added more customers, and now pro- 
duces more power which necessitates the burning of more coal. The reason why 
my company is interested in this project is that its largest and most important 
steam powerplant is located on the Housatonic River about 4 miles from its 
mouth, and the dredging of the river to a depth of 18 feet will enable it to receive 
coal at this plant at a cost of approximately 50 cents less than has been the 
case heretofore. During 1954 a total of 563,220 tons of coal were consumed at 
this plant. There is now being constructed at this plant a new 100,000 kilowatt 
generating unit which will be the largest and most efficient on the company’s 
system. When this new unit is in service at the end of this year additional ton- 
nage of coal will be consumed. Therefore, it is estimated that the savings will be 
substantially more than $300,000 a year. 

These savings in the delivered price of coal do not accrue to the Connecticut 
Light & Power Co. but are passed on immediately and directly to its 281,000 
electric customers by virtue of a fuel adjustment clause included in its rates 
to household, commercial, and industrial power customers. A statement was 
filed with your committee last year by the Public Utilities Commission of Con- 
necticut attesting to the fact that such savings are passed on directly to the 
customers of the company. 

Last year the sum of $400,000 was appropriated ‘by Congress to begin this 
project and this year there is included in the President’s budget the sum of 
$750,000 to complete it. 

The original authorization by Congress (H. Doc. 449, 70th Cong., 2d sess., 1928) 
provided that the Connecticut Light & Power Co. would make a contribution 
of $150,000 toward the cost of this project and that the adjoining towns would 
contribute $50,000 in the event that suitable bulkheaded areas were not provided 
for the deposit of dredged material. It is my understanding that through the 
efforts of the State of Connecticut and of the New England division of the Corps 
of Engineers suitable arrangements have been made for disposal areas. How- 
ever, notwithstanding this fact and in order that the Connecticut Light & Power 
Co. may fulfill its obligation, two checks have been paid to the United States 
Treasurer, one in the amount of $150,000 and the other in the amount of 
$50,000. These checks were mailed to the New England division of the Corps of 
Engineers on March 28. It is assumed that if it actually develops that suitable 
disposal areas are provided, the latter amount of $50,000 will be returned to the 
company. 

We urge you, therefore, to appropriate the additional amount of $750,000 so 
that this project may be carried to completion. 


Mr. Marsway. Thank you, Mr. Stacy. 
Mr. Botan. Will you give us your next witness, Mr. Cretella ? 
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STATEMENT BY MR. WISE 


Mr. Crereia. Yes, sir; we have Mr. William S. Wise, representing 
the Governor of the State, the Honorable Abraham Ribicoff. 

Mr. Wise. I am sorry the Governor could not be here. Beach ero- 
sion is one of the problems in which the Governor is vitally concerned 
because the beaches are one of the great assets of the State of 
Connecticut. 

The State, of course, has not been sitting idly by waiting for some- 
body to take hold of this problem. In 1947 the State of Connecticut 
set up a cooperative program of the Army engineers and it was the 
first one in the country studying the entire shoreline of a State to 
determine the problems on beach erosion and how they could be con- 
trolled. Asa result of that the State was in good shape so far as a 
program is concerned, and in controlling these problems. 

We are getting these hurricanes much more frequently and _ this 
problem is becoming much more urgent. Two years ago the State 
appropriated a half million dollars just to take care of two State parks, 
one of which now is under construction, and the other one is in the 
planning stage. 

The Governor is most hopeful that the Federal share of the Ham- 
monasset project, which is now under consideration, will be appro- 
priated. It is in the present budget, so we naturally hope that that 
one will come through in due time. 

In addition to that the Governor would also like to get the Federal 
share of the Sherwood Island Park so that we can go ahead with that 
as soon as the previous one is completed. 

Mr. Botanp. I hope we can assist vou in this Sherwood Island 
project as well as Hammonasset, Mr. Wise. I agree that sometimes 
in New England we do not get as much as we should. 

Mr. Wise. You are probably quite familiar with the fact that Con- 
necticut has always tried to solve its problem and has made its local 
appropriations and things of that sort. 

Mr. Boranp. It certainly has. 

Mr. Wise. In addition to the beach erosion there are a number of 
other small harbor improvement and navigation projects which have 
been authorized for many years and for which local appropriations 
by towns and local communities have been made years ago, and the 
money is available for starting those projects, so that the Governor is 
most anxious to see to it that serious consideration is given these other 
projects so we can carry on harbor improvement and beach erosion 
control. It very often can be coordinated to great advantage to both. 
At the present time we are building up beaches which have been eroded, 
by sand which is being dredged from the Housatonic River and other 
harbors. If these projects can go ahead and be coordinated we can 
certainly save and doa lot for the people. 

Mr. Botanp. The committee is grateful, Mr. Wise, for your present- 
ing the views of Governor Ribicoff. Weare grateful to the Governor 
for indicating he has a deep and abiding interest in the problems 
affecting Connecticut and, might I say, New England generally. 
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(The prepared statement of Mr. Wise is as follows :) 


STATEMENT BY WILLIAM S. WISE OF CONNECTICUT, DIRECTOR, CONNECTICUT STATE 
WATER COMMISSION, SECRETARY, CONNECTICUT FLOOD CONTROL AND WATER 
PoLticy COMMISSION 


The Governor of Connecticut, Hon. Abraham A. Ribicoff, sincerely regrets that 
he is unable to appear here today, not only to discuss a problem which is of deep 
concern to our State, but also to meet his many friends in Congress. He is ex- 
tremely sorry that due to other commitments with the Connecticut General As- 
sembly in session he is unable to be here today. 

Problems of beach erosion and harbor improvements are handled in our State 
under the direction of the State water commission of which I am the director. 

At the Governors’ Conference held in this city last week, Governor Ribicoff was 
asked “What are the most pressing problems in Connecticut?’ The Governor’s 
reply was: schools, roads and beach erosion. The Governor wanted me to as- 
sure you that we in Connecticut are moving forward on a bipartisan basis in 
meeting the beach erosion problem. However, there are larger and more serious 
problems facing us because of recent hurricanes—and uncertainty over future 
hurricanes—which require Federal appropriations to assist in the solution of 
these most urgent problems which we face in Connecticut. 

The 253 miles of Connecticut shoreline with excellent harbors, constitute one 
of the State’s greatest assets. Our shore front serves large numbers of persons 
engaged in industry and commerce, as well as providing recreation facilities and 
homes for persons who enjoy the ocean. Unfortunately, our beautiful shore 
changes constantly, varying from place to place and time to time. In the past 
it used to erode at an average rate of about 1 foot per year. Hurricanes have 
hastened the rate of erosion. Obviously, unless corrective measures are ap- 
plied, our valuable beaches will not long continue to serve the growing needs of 
our people and our State. 

The great problem confronting us is taking immediate and affirmative protec- 
tive measures to preserve and develop this beautiful and valuable portion of 
our State. An adequate solution is going to be complex because public and 
private interests are involved, and it is going to be costly because of the 
character and magnitude of the work. 

There are many persons and agencies involved in this undertaking—private 
owners, beach associations, town, State, and Federal Governments—and it is 
most important that all of the efforts should be coordinated to avoid duplication 
and confusion, and to promote the most effective and economical protective works. 
Connecticut has already lost many miles of beautiful sandy beaches, which have 
turned into unattractive muddy or rocky areas. The reclaiming of these areas 
and the rebuildings of other beaches will bring many benefits to our people 
and our communities. 

A study of the reports of the Army engineers shows the actual dollar benefits 
accruing as a result of expenditures to improve beaches. Among the benefits are: 

1. The estimated increase in real value of shorefront property ; 

2. The estimated increase in recreational benefits; 

3. The higher tax returns on the increased value of privately owned property ; 

4. The actual value of the area of land which would be eroded and flooded 
yearly if the improvements were not made; 

5. Lower maintenance costs for seawalls and other shore structures, which 
will receive better protection. 

The most rapid development of the Connecticut shore occurred between 30 
and 50 years ago when it became accessible by trolley and automobile. Struc- 
tures were generally built about 50 feet back from high water. The present 
conditions arise chiefly from the fact that normal erosion has been greatly 
aggravated by severe hurricanes, and the shoreline has been eroded back to 
these structures. A chronology of the seven severe hurricanes and storms follows: 
1938, September 21: Hurricane—severe tidal flooding, erosion and damage; 

1944, September 14-15: Hurricane—minor tidal flooding but serious erosion 
damage; 

1950, November 25-27: Severe storm—tidal flooding, severe erosion and damage; 

1953, November 6: Severe storm—tidal flooding, substantial erosion and damage; 

1954, August 31: Hurricane Carol—severe tidal flooding, erosion, damage; 

1954, September 11: Hurricane Edna—minor tidal flooding, severe erosion and 
damage; 

1954, October 15: Hurricane Hazel—damage slight. 
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At the recent beach erosion conference called by Governor Ribicoff and held 
in Clinton, Conn., town officials, property owners, and representatives of beach 
associations told of the tremendous damage to their homes and property. In 
one town alone, the town of Milford, erosion of the shoreline has become go 
serious that hardly a year goes by without the necessity of exacuating 12,00 
residents, one-third of the town’s population, each time there are abnormally 
high tides. 

As just one example of the testimony at this meeting, may I refer to q 
gentleman from Westport, Conn., who stated that since 1933, 38 feet of shore. 
line had disappeared. Normal beach erosion during this 22-year period would 
have been approximately 22 feet, so that it is fair to state that an additional 
16 feet had been eroded due chiefly to hurricanes. In fact, the severest damage 
has been during the last few years and at a greatly increased rate. 

Ten years ago the people of Connecticut initiated local action which culmi- 
nated in the first comprehensive beach erosion and shore protection study in 
the country covering the entire shore of a State. This action followed two 
destructive hurricanes—in 1988 and 1944 and again indicated Connecticut's 
efforts in trying to solve its own problems insofar as this is possible. As a result 
of this action the legislature in 1946 enacted a statute authorizing the use 
of public funds for beach erosion control work. In 1947 the legislature appro- 
priated $75,000 as its share of the cost of the beach erosion study to be made 
eoperatively with the United States Army engineers. In 1949 the State appro- 
priated $22,000 as its share of the cost of carrying out the first beach erosion 
project in the State in accordance with the recommendations in the study. In 
1953 the State appropriated an additional $500,000 to start construction work 
on beaches located in Hammonasset and Sherwood Island State Parks. This 
briefiy illustrates the interest of the people of Connecticut in beach erosion 
control and their willingness to do their part to correct the serious beach 
conditions. 

A number of public beaches in Connecticut and particularly the State-owned 
ones are unrestricted as far as their uses are concerned. Sherwood Island in 
Westport, Hammonasset in Madison, and Rocky Neck in East Lyme regularly 
attract tens of thousands of persons during the summer, not only from Connecti- 
cut, but from the Metropolitan New York area, from Rhode Island and Massachu- 
setts. As a matter of fact, people from many other States also utilize these 
facilities. These recreation facilites, therefore, are useful to the public living 
great distances from Connecticut. In asking for Federal appropriations to 
improve these beaches, we are requesting Federal funds for projects in which 
there is a substantial public interest not only to the people of Connecticut but 
to people from many other parts of the country. 

The 79th Congress recognized the growing need for Federal participation in 
public problems of this nature and Public Law 727 authorized Federal partici- 
pation in beach erosion projects “with the purpose of preventing damage to 
publie property and promoting and encouraging the healthful recreation of the 
people.” The law continues: “It is hereby declared to be the policy of the United 
States to assist in the construction, but not the maintenance, of works for the 
improvement and protection against erosion by waves and currents of the shores 
of the United States that are owned by States, municipalities or other political 
subdivisions.” 

The cooperative beach erosion study which Connecticut undertook with the 
United States Army engineers was expected to be completed in 1951. However, 
due to delays because of the Korean war and for other reasons, reports have 
been completed on only 7 of the 11 areas comprising the entire Connecticut shore. 
Four of these areas have been authorized by Congress and the studies indicate 
that protective works for these areas will cost in the neighborhood of $3 million 
to construct. The present session of the Connecticut General Assembly is con- 
sidering legislation which would authorize the expenditure of State funds for 
these and other projects. 

The Hammonasset Beach erosion control project is now under construction at 
a cost of $500,000. It is estimated that the public interest here would entitle the 
State to a Federal appropriation of $167,000 on this project. This sum is in- 
cluded in the President’s budget for 1956. The Sherwood Island State Park 
project is now in the stage where detailed plans are being prepared and it |s 
estimated that the Federal share of this project would amount to $158,300 based 
on in estimated construction cost of $475,000. 
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The remaining 11 projects in the 4 areas authorized by Congress are estimated 
to cost $1,844,000 and the public interest involved would justify a Federal appro- 
priation of $422,300 to complete these projects. : 

In order to provide the emergency protective works for the authorized por- 
tion of our shore, Gevernor Ribicoff, with bipartisan support, strongly urges a 
Federal appropriation of $747,600 to include the three items mentioned above: 


Hammonasset Beach—under construction $167, 000 
Sherwood Island Park—detailed planning 158, 300 
11 other authorized projects 22, 300 


747, 600 

The legislature is endeavoring to provide the necessary State funds to carry 
out the projects, not only in the presently authorized areas but also to carry 
out the necessary projects in the other areas where studies are not yet com- 
pleted. As in the past our State is taking the initiative in the correction of 
these problems. 

Since 1945 a number of projects involving navigation improvements and flood- 
control works have been authorized by Congress and adopted by the Army engi- 
neers. These projects are listed in the Army engineers report dated January 1, 
1955, Water Resources Developments in Connecticut. They are as follows: 
Connecticut River below Hartford: 

Dredge North Cove at Old Saybrook 
Dreage Eightmile River 
Guilford Harbor: Dredge 6-foot channel and anchorage 
Mystie River: Channel widening, anchorage, and turning basin 
Patchogue River: Channel work and jetty construction 
Stonington Harbor: Dredge 6-foot anchorage and remove Penquin Shoal 
Westcott Cove: Dredge 8-foot channel] 
Westport Harbor and Saugatuck River: Dredge 9-foot channel 


The estimated cost of these navigation improvement projects is $1,338,000. 
The estimated Federal cost is $998,000. It is interesting to note that the local 
contributions te some of these projects have been available for the past 8 years. 
It would seem, therefore, that these projects should be adopted and carried out 
at the earliest possible date. It is urgently requested, therefore, that the Fed- 
eral appropriation of $998,000 be made available for immediate construction of 
these projects. 

The Housatonic River dredging project will require $750,000 to complete. 
This amount is in the President’s budget request for 1956. The Folly Brook 
flood-control project at Hartford has been authorized and the sum of $263,000 
necessary to complete this project is also in the President’s budget for 1956. 

The additional sum of $227,000 is necessary to complete the Norwich Channel 
improvement project on the Thames River, and $510,000 is needed to complete 
the Quinnipiac River Channel. 

Governor Ribicoff, therefore, very strongly urges appropriations on these 
various projects so that the beach erosion, navigation improvement, and flood- 
control projects which have been needed for many years can be carried out in 
the very near future. The Governor assures you that the State of Connecticut 
will, as always, bear its share of the cost of these projects. 


Mr. Crereita. I think if all of this is synchronized in one 
survey 

Mr. Botanp. The whole problem which occurs as the result of the 
hurricanes we have experienced up there? 

Mr. Creretta. Yes; hurricanes, floods, beach erosion. We get it 
and you get it. 

I have Mr. Parsells here. 


STATEMENT BY MR. PARSELLS 


Mr. Parsetis. My name is Norman Parsells. 

_T have a prepared statement I will file covering the general situa- 
tion and also covering the situation in the town of Fairfield, listed 
for several projects. 

62348—55—pt. 2 33 
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Mr. Botanp. At this point we will incorporate your statement into 


witl 


the record. , of a 
(The statement referred to is as follows:) B 
fun 

PARTIAL REMARKS BY NorMAN K. PARSELLS T 

stro 

I am Norman K. Parsells, the majority leader of the House of Representatives hav 
of the Connecticut General Assembly. Fortunately for our State, representative $77 
of both political parties are working closely together to prepare appropriate by ¢ 
legislation to correct the immense erosion which our Connecticut beaches have N 
suffered. dre¢ 
As a Republican, I am happy to be here today with my Democratic friend E 
Mr. Matthew Coyle, so that we may together urge you in the strongest terms mea 
to approve the necessary Federal appropriations which will assist us in Con. A 
necticut to move forward with the shorefront and waterway projects which S 
are so desperately needed to save our beaches and the property behind them, SL 
We are in the last month of our legislative session in Connecticut, and | E 
think that you can judge the importance with which we in Connecticut view this | 
matter when I took time off at this particular point to come down to speak to it is 
your committee. ( 
I reside in Fairfield, Conn., in area 1 of the 11 areas covered by the cooperative wor 
studies of Connecticut made under the authority of section 2 of the River and he a 
Harbor Act of 1930, as amended. (. 
Fairfield is the first town where a beach erosion project was actually carried of t 

' out under that study. This project is the Jennings Beach project and, becaus rece 
E of the danger to the lives and property of our people and the rapid rate at which late 
we were losing one of our public beaches, it was necessary to carry out this if 


project at an early date. Consequently, the town of Fairfield and the State of for¢ 
Connecticut appropriated the necessary funds, and the project was completed to | 
in 1951. The Congress only last year authorized the appropriation of Federal pow 
funds for this project. The fact that the work was carried out prior to the — | 
devastating hurricanes last fall prevented much damage to adjoining property, O 
and by the completion of this project, one of our beaches is being restored. Stat 

In Fairfield we also have a serious problem in the area in back of our floo 
beaches due to tidal flooding. In the hurricane of November 1953, over a million It x 
dollars of damage was done and the lives and health of 4,000 people were in func 
jeopardy. prin 

The town, again, has taken the initiative in the making of preliminary studies to I 
to correct these conditions. It has been found that this project must be coor. for 
dinated with the beach erosion control projects in Fairfield, recommended by G 
the Army engineers in 1949, but for which no money has been made available COO] 
by the Congress. for 

All along our Connecticut shore from Greenwich to New London, we are long 
faced with the destruction of our beaches and the loss of recreational areas, that 
business and industrial property, and homes unless prompt, effective, and plan 
coordinated action is taken, man 

On April 2 of this year we had a large shore erosion and flood control meeting larg 
in Clinton, one of our shore towns. Our Senators, Congressmen, and Governor, W 
and many State representatives were present to hear the problems of the I 
shore towns to arrive at an idea of the size of problems to be met and to se 
how to meet it. Approximately 1,000 people were present. I wish that all of 
you gentlemen could have been there, for it would have brought home to you, far 
better than I can, a realization of the size of the problem and the need for meet- 
ing it promptly, on an “emergency” basis. All of our shore towns were repre 
sented, and I should like to mention the needs of a few of them. 

Stamford has such a flooding problem that it has hired a firm of New York 
engineers to prepare a plan of dikes, walls, tide gates, and a pumping plant to 
protect large areas from flooding. The estimated cost is $1,778,000. 

Norwalk wishes to follow out the plans devised by the Army engineers for 
the protection of its beaches. 

Westport, which comes under the area I report, has 114 miles of beaches. It 
has lost 13 feet of beaches in the last 2 hurricanes. It feels that the projects 
recommended in the area I report are vital and should be completed just 4s 
soon as possible. 

Fairfield would like to see the balance of the recommendations in the area 
I report, affecting Sasco Beach and Southport Beach completed and coordinated 
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with the project to protect the areas behind the beaches, at an estimated cost 
of at least $500,000. ; 

Bridgeport has a project at Seaside Park, approved by Congress, but with no 
funds appropriated. 

The Milford area has been particularly hard it. Many homes have been de- 
stroyed, beaches have been almost completely eroded away, roads in some areas 
have been undermined. This is in area 3 where projects estimated to cost 
$770,200, of which the Federal share is estimated at $73,800 have been approved 
by Congress, but no funds have been appropriated. 

“New Haven, which has been helped greatly by the result of the harbor 
dredging, needs a $300,000 bulkhead. 

East Haven has lost 12 feet of beach in its south end and feels that emergency 
measures must be taken. 

All along the shore the story is the same, with local variations. 

Stonington lost 3 dozen homes in the last big storm, damage estimated at 
$1 million was done to its one large industrial plant. 

Everyone who spoke emphasized one or more of the following points: 

(1) The emergency feature of the situation; that help must come now, before 
it is too late. 

(2) That private property and public property are so interdependent that 
work must be done on both to protect both. I hope that the Federal law will 
be amended to reflect this concept. 

(8 That the job to be done is so large as to require the coordinated efforts 
of the Federal, State and local governments, and that Connecticut has not been 
receiving enough Federal help. It has been a case of “too little and tov 
late.” 

In Connecticut we are moving forward. Westport, Fairfield, Stamford, Mil- 
ford have plans drawn. Fairfield has pending in the State legislature a bill 
to permit it to set up a flood and erosion control commission, armed with the 
powers which such a body needs. 

I have introduced a similar bill as a general enabling act. 

On a bipartisan basis, a bill has been worked out and introduced to make 
State funds available to local municipalities, on a matching basis, to carry out 
flood and erosion control projects. I have copies of this legislation with me 
It recognizes that all must participate jointly in this program, and that the 
funds must be made available aud the work started now. It recognizes the 
principle that private property, as well as public property, must be protected 
to mutual advantage. This bill calls for a State appropriation of $2 million 
for the biennium. I am confident of its passage. 

Gentlemen, we in Connecticut are prepared to do our share. We ask that you 
cooperate with us by making available on an emergency basis the funds ealled 
for as the Federal share of the projects worked out by the Army engineers and 
long since approved by Congress for Federal participation. The knowledge 
that these funds are available would make it possible for us to coordinate and 
plan the various protective works and corrective measures in a comprehensive 
manner, not only for the benefit of our own citizens, but for the people from a 
large area around Connecticut who enjoy our recreational facilities. 

We trust that you will help us. 

I thank you. 


BriEr HISTORY OF EROSION AND FLOOD OF FAIRFIELD BEACH 


lorty years ago, there was an ample sand barrier protecting the shorefront 
properties from damage, and the rear area from flooding. At that time there 
were few houses north of Fairfield Beach Road. 

Beginning in 1920, concrete bulkheads were constructed here and there, to pro- 
lect individual property. Today, except in a few spots, the whole beachfront is 
composed of bulkheads. These bulkheads are repaired repeatedly by the owners 
who can no longer prevent the damage of flooding of the area. 

‘ he first minor flooding began with the Northeast storm of March 6, 1930 
Every storm thereafter caused more flooding and damage than the previous ones 

The climax was the storm of November 25, 1950, November 7, 1953, and Hurri- 
‘ane Carol, August 30, 1954, which took away a 20-foot wide beachfront. The 
estimated damage of these storms exceeds $1 million. The estimated assessed 
value of Fairfield Beach area property is in excess of $10 million. 
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Ten days ago, on March 22, the concrete seawalls of Samuel Kunin and Harry 
Carr were broken, and the new $4,000 seawall of Hazel Davenport was danger. 
ously undermined. We are now at the point where any medium storm Causes 
damage and floods. The cause is the disappearance of the beach sand barrier, 

The shorefront property owners can no longer sustain such an enormous 
economical drain year after year. Besides the financial setbacks, we also lost, 
according to location, between 50 and 75 feet of shorefront by erosion. 

The assumed position that part of the beach is private property, therefore no 
public funds should be spent on it, is an erroneously grievous assumption. 

Private funds were spent continuously in the past to protect public and in- 
shore property. These assumptions do not help solve our community problem, 
The erosion problem has to be solved soon before the whole beachfront is washed 
away with great loss of life and property. 

We take the position that the shorefront is also a town, State and Federal 
problem, and should be treated as such by all. Our beach residents spend about 
a million dollars with the town merchants during the summer. 

The town realizes a substantial amount of taxes free and clear from educa- 
tional expenses, and the State derives its share of publicity and goodwill from 
the out-of-State summer residents. 

Therefore, due to the urgency and immensity of the job, which cannot be un- 
dertaken by any association or a group of associations, we recommend the fol- 
lowing: 

(1) That, the town and State undertake the restoration of the shorefront and 
the alleviation of the floods, and use their credit to finance the project. 

(2) That, the town assess property owners, who may directly or indirectly 
benefit from such restoration and flood alleviation, a just share of the expense, 
payable in an equal annual installment over a period of years. 

(3) That, no time should be lost for a new survey. The survey and report of 
the United States Army engineers of 1949 includes maps and recommendations 
in detail for the Fairfield Beach area. This report is known as House Document 
No. 454, Slst Congress, 2d session, entitled “Beach Erosion Control Study, 
Area 1, Ash Creek to Saugatuck River, Conn.” 

(4) That, our Senators and Representatives use their efforts to have the shores 
of our State recognized as a Federal project, in order to get a contribution from 
the Federal Government. 

FAIRFIETD BEACH IMPROVEMENT ASSOCIATION, 
THEODORE STREIBER, President. 


Mr. Crerecta. Mr. McAdams. 


STATEMENT BY MR. M’ADAMS 


Mr. McApams. I am James McAdams, member of the State legis 
lature, representing the town of Guilford. 

I have a prepared statement. 

(The statement referred to is as follows :) 


IMPROVEMENT OF GUILFORD HARBOR 


The full reports of the Chief of Engineers, Board of Engineers for Rivers and 
Harbors, division engineer and district engineer are printed in Rivers and 
Harbors Committee Document, House of Representatives, Document No. 149, 
77th Congress, 1st session. 

The reports review a preliminary examination authorized by the River and 
Harbor Act approved September 22, 1922. The report of the Chief of Engineers, 
dated January 31, 1923, was submitted to Congress by the Secretary of War under 
date of February 5, 1923, but improvement of Guilford Harbor was deemed 
inadvisable at that time. 

In 1941 the letter of the Secretary of War transmitting said report to the 
Speaker of the House of Representatives indicated that the Bureau of the Budget 
advised that the project recommended by the Chief of Engineers would not be 
in accord with the program of the President at that time. Said letter ws 
dated March 17, 1941. 

The volume of Project and Index Maps of River and Harbor Projects, Nev 
England Division, United States Army Corps of Engineers, Boston, Mass., Juné 
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30, 1949, shows the improvement of Guilford Harbor as an existing project 
adopted in 1945, but work on the project had not begun on June 30, 1949. 

The report of the Board of Engineers for Rivers and Harbors dated Decem- 
her 2, 1940, included the following : 

“The Board recommends the improvement of Guilford Harbor, Conn., to pro- 
vide an entrance channel 100 feet wide and 6 feet deep from that depth in Long 
Island Sound to an anchorage basin of the same depth, 200 feet wide and 1,500 
feet long, in East River; and a branch channel in Sluice Creek 60 feet wide and 
§ feet deep from the entrance channel to Whitfield Street. all as shown on the 
accompanying map, at an estimated first cost of $51,000, with $1,500 annually 
for maintenance; subject to the provisions that local interests furnish free of 
cost to the United States suitable spoil-disposal areas for new work and sub- 
sequent maintenance when and as required, hold and save the United States 
free from claims for damages resulting from the improvement, and contribute 
in cash 50 percent of the initial cost, but not to exceed $25,500.” 

The town of Guilford stands ready to complete and comply with the provi- 
sions contained in the above recommendation. A suitable spoil-disposal area can 
he made readily available. Town meeting of April 26, 1955, passed an appro- 
priation of $25,500 in accordance with the following resolution: 

“Resolved, That the sum of $25,500 be and hereby is appropriated for channel 
dredging, jetty construction, and necessary work thereto, all in accordance with 
studies and recommendations of the Corps of Engineers, United States Army, 
at the sluice basin, and that said appropriation be financed by funds from the 
reserve fund for capital and nonrecurring expenditures, such appropriation to 
be expended only if the Federal Government furnishes sufficient funds to com- 
plete the project.” 

Since the reports of 1941 the increased interest in amateur navigation, recrea- 
tional boating, and salt-water sports fishing has quadrupled the potential use of 
the harbor. The tax records disclose that during the years 1953 and 1954, based 
on valuation there were as many boats harbored in Guilford and owned by non- 
residents as by residents, so that benefits of harbor improvements tend to become 
more generalized. It is to be noted that Coast Guard personnel from Faulkners 
island Lighthouse use Guilford as their closest port, and the proximity of Guil- 
ford to such lighthouse provides as accessible port for boats plying Long Island 
Sound. Despite the aid to navigation provided by Faulkners Island Lighthouse, 
Guilford has become the base for numerous rescue operations. Its ready acces- 
sibility to deep water and its position approximately midway hetween New 
Haven and Saybrook provides a ready storm refuge port. 

Since 1941 the population of Guilford has more than doubled. A yacht-club 
association has been organized to promote yachting interests in Guilford. Ad- 
jacent to and in the immediate vicinity of the sluice three large restaurants have 
been established. Numerous owners of outboard-motor boats patronize the 
sluice and local motor and boat dealers. Two new boat yards with marine rail- 
ways have been established. A residential area has been developed close to the 
sluice. A town bathing beach has been created adjacent to the harbor. A pro- 
posed Greenwich-Killingly Throughway will facilitate overland travel and is 
expected to enlarge the town’s population, commercial and maritime interests. 

With the above benefits accruing even though there is gradual filling of the 
present harbor and sluice, it is expected that the completion of the project would 
readily repay the town for its portion of financial participation and the general 
benefits gained would substantiate the Federal expenditure. 

The attached letter from Gordon E. Perry, first selectman of the town of 
Madison, is indicative of the general benefits to be gained by completion of the 
project. 

The commissioner of the Connecticut State Police has had need to use officially 
the Guilford Harbor from time to time and recommends the completion of the 
project. 

It is respectfully submitted that completion of the project to improve Guilford’s 
Harbor is worthwhile and will generally benefit Guilford and all shore points 
along Long Island Sound. 

Respectfully submitted. 


LESLIE I. Dubey, First Selectman. 
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Town OF MApISON, 
OFFICE OF BOARD OF SELECTMEN, 
Madison, Conn., May 7, 1955 
LESLIE I. DUDLEY, 
First Selectman, Guilford, Conn. 

DEAR Mr. Duptey: I understand that the dredging project for East River is 
again under consideration. If this would create an anchorage basin it would 
certainly be an aid to navigation as a refuge harbor, and be beneficial to many 
boatowners in Madison. 

IT am very much in favor of the appropriation necessary to complete this project 
und feel sure I am also expressing the wish of all Madison residents. 

As Madison borders on the east of Guilford and has insufficient harbor facilj 
ties, I believe this would be a great advantage to our town. 

Very truly yours, 
Gorpon F. Perry, First Selectinan 

Mr. McApams. Improvement to the Guilford Harbor was approved 
by the Congress and Army engineers in 1941. I have some pictures 
showing the harbor, gentlemen. 

rn : : Ys. * ‘ ‘ ° 

lhe commissioner of State police of the State of Connecticut recom- 
mends this perm They have used it many times for disaster work. 

Our neighboring towns endorse the project because they, too, use 
the harbor project. We have many letters from them with regard 
to it. 

Mr. Cretetia., And this was authorized in 1941, gentlemen. 

I am sure Congressman Seely-Brown who represents the second 
Connecticut district would also like to say a few words. 

Mr. Marsnaun. We will certainly be glad to hear your statement 
Congressman. 
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STATEMENT BY CONGRESSMAN SEELY-BROWN 


Mr. Srriy-Brown. Mr. Chairman, I appreciate being given this 
opportunity to appear before your subcommittee in connection with 
your consideration of an appropriation measure for public-works 
projects. 

All of you are familiar, of course, with the hurricane disasters which 
have plagued the New England portion of our country in recent years, 
and, particularly, with the d: amage sustained in 1954 when “Carol” 
and “Edna” struck. As a result of the devastation of many parts of 
the area on Long Island Sound, the problems of shorefront protection 
and beach erosion have become of even more vital importance to the 
people in those localities. Economic losses caused by these two storms 
alone have been estimated to range as high as $1 billion. 

The occurrence of three hurricanes duri ing the past year, as well as 
the past history of hurricanes in 1938 and 1944, indicates a strong pos- 
sibility of a change in weather patterns which may bring hurricanes 
with increasing frequency to the New England area in the years to 
come. Since such intense concern has been exhibited by so many of 
the people in my own State of Connecticut, I introduced legislation. 
which is presently under consideration by the Public Works Com: 
mittee, to provide for a survey of the coastal and tidal regions of the 
New England States, and New York and New Jersey, to determine 
possible means of preventing loss of lives and damage to property 
due to hurricane winds and tides. The survey proposed would require 
approximately 2 years for completion. As you can readily appreciate, 
any protective works to be authorized after the survey is completed 
will be several years in the future. Since this is so, it is apparent that 
there is need now for the completion of beach erosion control and 
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navigation projects which have already been authorized by the Con- 
gress. Appropriate officials of the Corps of Engineers have informed 
me that the construction of authorized projects w vill in no way interfere 
with an overall protective plan for the coastal area. 

The members of this subcommittee are fully aware, I am sure, of 
those projects which have been authorized, as well as those for w hich 
appropri: itions have been requested by the President. I am naturally 
concerned with the protection of all of the Connecticut shorefront— 
one of our State’s greatest assets—and it is my firm conviction that 
the emergency conditions resulting from the most recent hurricanes 
provi ide ample justification for appropriating the Federal share of all 
authorized projects. 

[ am particularly interested, however, in the revised Stonington 
Harbor, Conn., project, as described in House Document 667, 80th 
Congress, which was authorized in the Rivers and Harbors Act of 
1950 (Public Law 516, 81st Cong.). 

Although extensive damage occurred in numerous towns in my dis- 
trict, the most. widespread losses were noted in the Stonington, Conn. 
area. These losses involved not only business firms but also the fishing 
fleet, which, as you may know, is of considerable size. Several of the 
business firms in that area have indicated that the substantial expense 
involved in rebuilding the damaged buildings will not be undertaken 
unless assurrance is given that the harbor and shoreline will be im- 
proved. In view of the loss of employment opportunities in my district 
caused by various factors, I am sure you can appreciate my intense 


F concern and my interest in doing everything properly within my power 


to protect the lives and the livelihood of the people. It is my sincere 


| belief that a considerable amount of the loss of property in the 
| Stongington, Conn. area would have been prevented had the revised 


project, as authorized, been accomplished prior to the 1954 hurricanes. 

Because of the emergency conditions existing, I should like to urge 
your favorable consideration this year of an appropriation to cover 
the revised Stonington Harbor project, as authorized. The current 
estimated Federal share of the cost of this project is $85,000. If an 
appropriation for this project, as well as such others as are considered 
will alleviate the situation, could be made this year, I feel that at least 
a start will have been made in a concerted effort to protect lives and 
property from damage by future severe storms or hurricanes. 

I am well aware of the many demands made on your subcommittee 
for appropriations for protective public works projects. I am sure, 
also, that you know of my personal desire to keep Federal expendi- 
tures within reasonable limits. I cannot impress too strongly upon 
you, however, my personal feeling that the people in my area are 
entitled to at least as great Federal assistance to meet emergency 
conditions as has been made available to the people in other parts 
of the country. 

It is my earnest hope that your subcommittee will give favorable 
consideration to appropr iations to cover not only those projects bs h 
have been included in the budget request for the next fiscal year, but 
also to as many other authorized projects as possible, and particularly 
tc the specific project referred to, i. e., the Stonington Harbor, Conn., 
projec be 

Mr. Marsnatu. Thank you for your statement. 

Mr. CreTeLia. My colleague, Thomas J. Dodd. 
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STATEMENT BY CONGRESSMAN DODD 


Mr. Dopp. Mr. Chairman and gentlemen, I am principally inter. 
ested in Folly Brook which is in Hartford. This project has been 
authorized by the Congress and we do need funds. 

There are on deposit and available some $200,000 of local moneys 
awaiting an appropriation by the Congress which will amount to, as 
I understand it, in the neighborhood of $250,000. The city of Hart- 
ford is putting up about the same amount. Hartford has as good a 
record as any community in the country with respect to putting up 
money for its projects. I think it has the best record, I am not sure 
of it, but certainly one of the most outstanding. This is related to 
our flood-control project in Hartford and in the vicinity of Hartford. 
We have done a lot of work there, spent a lot of money, and if this 
work is done it will be a great step forward for the entire community. 

I am also interested in the Housatonic Channel, although it is not 
in my district. I think it is a good project and one which I hope 
will receive your approval. 

But here from Hartford we have Senator Bonaquisto, from the 
State senate, who has been particularly active with respect to the 
Folly Brook project and he can give you more information on it 
than I can. 

Mr. Botanp. That project would become part of the Hartford 
project ? 

Mr. Dopp. Yes. 

Mr. BotanpD. When the Hartford project was first planned I believe 
they didn’t realize the problem with Folly Brook. 

I note the Federal cost of the Hartford project comes to around 
$9 million, the Federal Government contributing about $6.4 million 
and the State the balance. What Hartford has done is particularly 
significant. I think the Corps of Army Engineers will testify to the 
fact that the city of Hartford has done perhaps as much on its own as 
any city in the United States which has been affected by floods. 
There is no question about it. 

Mr. Dopp. I shall see to it that the key to the city is presented you. 

Mr. Botanp. The Folly Brook project is a new start. It has been 
budgeted for the fiscal year 1956. I am impressed by the argument 
you give. 

What does it mean in the way of savings to the area there? 

Mr. Dopp. It is a great hazard. I have had several letters from 
mothers and fathers with respect to this hazard for young children. 
Several of them have fallen in there. We have escaped any real trag- 
edy, but narrowly in a number of instances. 

Letters are very earnest letters from good people in the community 
who feel that if this project is carried out we will avoid that hazard 
in the future. 

Mr. Botanp. I note the benefit-cost ratio is 5.8 to 1, which is con- 
siderable. 

Mr. Dopp. Yes. 

I would like to have you hear Senator Bonaquisto who is here from 
Hartford. 

Mr. Botanp. Have you a statement, Senator? 
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STATEMENT BY MR. BONAQUISTO 


State Senator Bonaquistro. I have a statement but with your per- 
mission I would like to read this for the sole purpose that this is the 
only statement I have left and the committee will receive a statement 
from me later. 

My name is Joseph A. Bonaquisto. I am State senator, third sena- 
torial district, State of Connecticut. I should like at the outset, 
gentlemen, to take this opportunity to thank you for the privilege 
of presenting to your committee some of the facts relating to the Folly 
Brook project now under consideration. 

As some of you may be aware, Folly Brook is a backwash of the 
Connecticut River in Metropolitan Hartford, Conn. Affecting ap- 
proximately 450 residential homes and a number of business firms 
spread over an area of at least 100 acres of land. 

I wish to emphasize that the proposed project is not a new one. 
It has long been advocated by the United States Army Corps of 
Engineers, and was, in fact, part of an overall flood-control measure 
adopted by the Congress and approved by the President several 
years ago. 

Unfortunately, however, no funds were ever provided for this very 
worthy and essential project because it did not come within the 
definition of a defense need. World War [I and the Korean fighting, 
with their resultant drain on the Nation’s resources, resulted in further 
delays. 

Since the disastrous 1936 Connecticut River flood, which caused a 
loss in excess of $20 million, the city of Hartford, working in con- 
junction with the United States Army Corps of Engineers, has con- 
tributed more than $5 million for flood-control projects within its 
borders. 

An appropriation of about $250,000, covering Hartford’s part of 
the cost of the Folly Brook project was made some time ago, in 
conjunction with this vital program, and these funds have been held 
since then by the United States Army Corps of Engineers, pending 
an appropriation by the Congress. 

In this connection, gentlemen, I should like to call your attention 
to the splendid job the Army Engineers have done in correcting most 
of the flood conditions in our city. The Folly Brook project is 
a part of that important work that unfortunately was left untouched 
for lack of funds, although it had the backing of General Reybold, 
former Chief of Army Engineers, at Boston. 

I have with me today a number of pictures which I shall leave with 
you, which illustrate, perhaps more adequately than I can explain, 
the dangerous, unhealthy and unsanitary conditions that exist in this 
area because of the backwash from the Connecticut River. 

Thus, far, fortunately, we have been spared any serious accidents or 
indeed, fatalities, resulting from this dangerous condition. This is 
due, no doubt, to the extreme caution and alertness exercised by 
parents. 

As you will note from these photographs, existing conditions re- 
quire that the children spend much of their leisure time inside their 
homes, which you will agree, deprives them of the wholesome out-of- 
doors recreation so essential to their well-being, and, of course, creates 
a hardship and an imposition on their families. 
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Were time to permit, I could relate many instances of near accidents 
avoided through precautions taken by parents. That no mishap has 
occurred thus far is no assurance, of course, that we may be as fortv- 
nate in the future. 

In conclusion, gentlemen, I should like to emphasize that the delays 
occasioned by World War II and the Korean fighting have, unfor. 
tunately, increased the cost of this project and would caution that any 
further inaction now might subject the Government to still higher 
costs in the future. 

I thank the committee for the courtesy it has accorded me during 
my appearance here today and urge your support of this most worthy 
flood-control and health measure. 

Mr. MarsHauu. We thank you very much. 

Mr. Crerea. I have two other people here, Mr. Chairman. This 
whole State of Connecticut is so vitally interested in this problem if 
you will just bear with us for a few more moments. I would like to 
call next on Matthew J. Coyle. 


STATEMENT BY MR. COYLE 


Mr. MarsHauu. We will be glad to place your statement in the 
record, Mr. Coyle. 
(The statement referred to follows :) 








STATEMENT BY MATTHEW J. COYLE, REPRESENTATIVE FROM WEST HAVEN, 
CONNECTICUT GENERAL ASSEMBLY 




















My name is Matthew J. Coyle. I reside in West Haven, Conn., and I ama 
representative from my town in the Connecticut General Assembly. 

Through the joint efforts of both the Republican and Democratic Parties in 
Connecticut a bipartisan committee of the legislature has been studying beach- 
erosion problems in cooperation with Gov. Abraham Ribicoff, and we are about 
ready to introduce appropriate legislation in this field. 

I am serving as cochairman of this bipartisan committee on beach erosion, 
as a representative of the Democratic Party. I appear before you today, along 
with my Republican colleague, Mr. Norman K. Parsells, on behalf of the State 
of Connecticut, to urge that Federal appropriations be made so that we may 
construct in Connecticut various projects which have been authorized by Congress 
upon recommendation of the United States Corps of Engineers. 

I live in an area of the Connecticut shore where a coordinated project of 
beach-erosion control and harbor improvement was carried out some years ag) 
and where the people fully appreciate the value of these projects. 

In 1948 and 1949 the New Haven Harbor was dredged for navigation improve 
ment. The material to be dredged from the harbor consisted of a large per- 
centage of clean sand suitable for beach purposes. Through the efforts of the 
Connecticut State Flood Control and Water Policy Commission, the city of New 
Haven, and the United States Army engineers, the construction project was 
so coordinated that a portion of the West Haven beaches was used as a suitable 
area for the disposal of the sandy material. If such areas had not been pro- 
vided either by the city or the State the material would have been barged to 
sea where it would have served no useful purpose. As a result of this coordi- 
nated project we obtained a beautiful beach approximately 200 feet wide and 
8,000 feet long. This beach has served the recreational needs of many thousands 
of people daily during the summer, and my estimate is that on a summer weekend 
3,000 people from New York and other areas arrive in caravans of buses to enjo) 
these recreational facilities. 'To make this project useful to the people the local 
municipalities contributed a substantial sum of money to the project. 

The placing of this sand has resulted in a tremendous benefit to the people 
of West Haven in another way. During the three severe hurricanes last fal 
much property damage resulted along many sections of our shore, but surprisilg 
as it was, no damage resulted to properties adjacent to the Savin Rock area 





































beat 
pro] 
thos 
whi 
eral 
soul 
are 
of < 


thos 


521 


where the beaca had been built as a result of the New Haven Harbor dredging. 
It is safe to estimate that many thousands of dollars worth of damage to 
property was saved as a result of this beach. I believe this is an outstanding 
example of the value of beach-erosion control. 

I want to strongly urge Federal appropriation of funds for carrying out these 
beach-erosion and navigation improvements in the amount estimated as the 
proper Federal contribution to these projects. I am speaking, of course, of 
those projects in the areas along the Connecticut shoreline and on our rivers 
which have been authorized by Congress. Our State is going ahead on a pro- 
gram of beach-erosion control on a bipartisan basis. As a result of this, a 
sound program will be set up and work started shortly. If the Federal funds 
are available for these projects it will make possible the comprehensive planning 
of all of the projects in the best interests of the people of Connecticut and of 
those from out of State who utilize our facilities. 

Mr. MarsuauL, Thank you, Mr. Coyle. We are glad to have your 
statement. 

Mr. Creretta. Mr. Hagle, will you go ahead ¢ 


STATEMENT BY MR. HAGLE 


Mr. Hacur. My name is Mark Hagle, Westbrook, Conn., and I 
represent the Patchoque River dredging. 

I have a prepared statement here. I made it very brief so it will 
take only 2 minutes to read it. 

I will submit the entire thing for your consideration and highlight 
some of the things I want to bring out. 

Mr, Marsuant. Very well. 

Mr. Hacetr. Mr. Chairman, members of the Appropriations Com- 
mittee, I will limit my remarks because I know there are more im- 
portant projects coming up than the Patchogue River dredging at 
Westbrook, Conn. I do wish to represent w ithout comment this chart 
and my remarks of February 3, 1954 before the Rivers and Harbors 
Committee so that it may be read by this committee at a more con- 
venient time. It concerned benefit-cost ratio by putting to work mil- 
lions of idle dollars for recreational facilities and beach homes that 
otherwise would not be spent. However, since I appeared here in 
Washington a year ago we have had a devastating hurricane that has 
made the Patchogue River dre dging and the long jetty that is pro- 
posed from Grove Beach Point a “must” for immediate protection. 

Westbrook’s beaches have been protected ey by the long 
arm of Menunketesuck Island. Exhibit No. 1: The hurricanes of 
recent years almost washed it away. Sine Carol of 1954 broke 
its back. The tide runs between Menunketesuck Island and the main- 
land so swiftly at the break through that it is impossible to stand up. 
At the tip of Grove Beach Point we have several hundred thousand 
doilars worth of property that was protected by jetties and seawalls. 
They are now completely exposed. Something must be done imme- 
diately to protect this property. The long jetty in the Patchogue 
River dredging project would protect these properties, allowing the 
sand to fill in again. It may be 2 or 5 years before the erosion bill 
sponsored by Senator Bush becomes effective. 

Dredging the Patchogue River and using the sand to restore the 
beaches : and fill the new breach between the island and the mainland 
would give a mile-long arm into the sea to protect Westbrook beaches. 
If Menunketesuck Point goes, and it will, Westbrook beaches will 
become a Tlammock Point condition that now exists about 5 miles 
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west at Clinton where a few years ago the present owners used the 

sand flats in front of their homes as putting greens at low tide. To- 

day there is no swimming even at low tide, only rocks and water 4 to 
18 feet deep. 

Chapman’s Manual of ‘Piloting and Small Boat Handling used by 
all the Power Squadron Schools. throughout the Nation has this to 
say. I quote: “Duck Island breakwater is the finest anchorage be- 
tween New York and Boston.” Chart exhibit No. 2: Boatmen can 
get to protection behind Duck Island breakwater but no way to get to 
the mainland. If the Patchogue River is dredged and the jetty built, 
it will save many lives every year. It is impossible to come into 
Clinton for there is no refuge there. I hold and pass for your inspec. 
tion exhibit No. 3—pictures of what happened at Clinton to the 
$250,000 Coquina. Other vessels moored there fared little better in 
Hurricane Carol. The entrance is an exposed channel only 100 feet 
wide with bars on each side. At Saybrook many people lose thei 
lives every year trying to get in the treacherous 300-foot stone- 
guarded entrance to the Connecticut River because of tide and cur- 
rent conditions. We, in Westbrook, are at the lower end of the funnel 
of the greatest industrial area in the world. The Connecticut Valley 
people “need the Patchogue River and its safe refuge. It will accom- 
modate 300 or 400 vessels immediately. 

Dredging the Patchogue River will give erosion protection and 
restore sand to our beaches. 

Building the proposed jetty will save the beaches in the im- 
— ate area. 

A safe refuge adjacent to Duck Island Rhodes is needed by the 
bo: atowners of the Connecticut Valley as there is not a safe one bet ween 
New Haven and New London. 

Thank you. 

Mr. Creretxia. I think we have presented the matter to you fully, 
Mr. Chairman. We thank you for your courtesies to us. Our prob- 
lems are many. 

We have not attempted to reach out to get Federal funds for these 
things in the past but we really need help and we certainly want to 
emphasize the fact that these authorizations have been given in the 
past, have been made in the past, but funds have not been available. 
We do not want to attempt to urge projects that are only of local 
import, but we certainly feel we are entitled to some consideration, 
and we trust you will give it to us. 

Mr. Marsan. We thank you for appearing before this committee. 
This committee will do its utmost to be considerate. 

Mr. Cretetta. Thank you very much. 
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CENTRAL AND SourTHERN Fiorma FLoop ConTROL 


WITNESSES 


HON. GEORGE A. SMATHERS, A UNITED STATES SENATOR FROM 
THE STATE OF FLORIDA 

HON. WILLIAM C. CRAMER, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 

HON. CHARLES E. BENNETT, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 

HON. ROBERT L. F. SIKES, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. DANTE B. FASCELL, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. A. S. HERLONG, JR., A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. PAUL G. ROGERS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

| HON. JAMES A. HALEY, A REPRESENTATIVE IN CONGRESS FROM 

| THE STATE OF FLORIDA 

HON. D. R. (BILLY) MATTHEWS, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 

JAMES R. GOLDEN, LEGISLATIVE ASSISTANT TO SENATOR SPESSARD 
L. HOLLAND, UNITED STATES SENATOR FROM THE STATE OF 
FLORIDA 

JOHN J. O’KEEFE, ASSISTANT TO SENATOR GEORGE A. SMATHERS, 
UNITED STATES SENATOR FROM THE STATE OF FLORIDA 

H. C. GEE, CONSULTING ENGINEER, WEST PALM BEACH, FLA. 


Mr. MarsHauti. The committee will be in order. We are very 
pleased to have before us again the Florida delegation. 

Congressman Sikes, we will call on you, and you may proceed in the 
order that you wish. 


STATEMENT BY CONGRESSSMAN SIKES 


Mr. Sikes. Mr. Chairman, I have the great privilege of appearing 
before you to present witnesses in support of the Central and South- 
ern Florida Flood Control District for the fiscal year 1956. 

This project probably affects more people than any other project 
Wholly within the State of Florida in which we in the Florida dele- 
gation are interested. It is a project touching on and affecting a 
great portion of our State. It is located in an area which is progress- 
ing so rapidly, Mr. Chairman, that the actual development of the area 
itself is far ahead of the flood control activities that are in progress. 
Consequently the problem, instead of being alleviated by the money 
that. has been appropriated and the work that has been done, is be- 
coming more acute just because of that tremendously rapid develop- 
ment of the area. 

I trust that the committee will bear in mind our great need for 
expediting the work on this important project just as rapidly as pos- 
sible ree hone that funds in addition to the budget estimate can be 
approved, 





[ should like to present as the first witness for the delegation, Hon, 
Paul G. Rogers, who will make the principal statement for the dele- 
gation. I do not have to remind this distinguished committee ‘that 
Mr. Rogers is following in the footsteps of his illustri ious father, one of 
the finest men any of us ever had a ch: ance to serve W ith, and he is carry- 
ing on very ably his father’s work in this and other activities for 
F lor “ a and the Nation. 

Marsuaui. I would say he is filling some pretty big shoes 
ihe 
STATEMENT BY CONGRESSMAN ROGERS 


Mr. Rocers. Thank you very much, Mr. Chairman. Mr. Chairman, 
gentlemen of the committee, I am grateful indeed for the opportunity 
to appear before your distinguished committee to present this state- 
ment concerning the central and southern Florida project. I feel cer 
tain that our delegation selected its junior member to present this in- 
formation to your committee out of respect and consideration for my 
late father, Dwight L. Rogers, who devoted a great deal of his time 
and effort while a Member of Congress to this project, which is so vital 
to the entire State of Florida. 

Since the devastation resulting from the floods of 1947, great prog- 
ress has been made in the southern half of the project area in construct- 
ing works designed to reduce flood damage. ‘The first objective of the 
project was to produce a levee barrier between the wild lands of the 
KXverglades and the highly developed lower east coast. This objective 
was attained in 1953 with the completion of a continuous line of levees 
from Lake Okeechobee to the Tamiami Trail, west of Miami. 

The second objective is the provision of basic flood protection to the 
Everglades agricultural area. The system of works now under con- 
struction provides for complete encirclement of the area by levees, 
enlargement of the four main canals to remove surplus water and con- 
struction of pumping stations of adequate capacity to remove flood- 
waters from the rich muck lands of the region. Surplus water re- 
moved from the area by pumping are stored in Lake Okeechobee or in 
the Everglades water conservation area. Work is now underway on 
the per imeter levee systems on both the east and west flanks. Three of 
the four major cé anals are being enlarged. The second objective of the 
program is well along toward “accomplishment. 

Growth of population, agriculture, and industry in central and 
southern Florida has been more rapid than was estimated at the time 
this project was authorized in 1948. Private development has out- 
stripped construction progress throughout the project area. As 4 
eee e, more improved property is exposed to flood damage in the 

a than was the case in 1947 and 1948. This is partic ularly true in 
the areas where no construction work has been undertaken; such as 
the Caloosahatchee River Basin, the Kissimmee River Basin, the 
Moore Haven-Newhall area, the northwest shore-Lake Istokpoga area 
and the upper St. Johns River Velley. Construction progress must be 
expedited to keep pace with private development. 

Since the last appearance of the Florida delegation before this com- 
mittee, the entire comprehensive plan as set forth in House Document 
643, 80th Congress, was authorized by the Flood Control Act of Sep- 
tember 1954. This authorizing legislation fixes the cost distribution 
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between the Federal Government and local interests for the first phase 
only. The remaining items of the project are to be financed jointly by 
Federal-State agencies in accordance with the provisions of some for- 
mula for cost distribution to be adopted by the Congress at some future 
date. 

Mr. H. C. Gee, consulting engineer, representing the flood contro! 
district, will have more detailed information on cost distribution in 
lis statement. 

The full authorization of the project places new areas in line for 
consideration of early construction starts. In certain of these areas the 
engineering work is ready and construction can proceed in fiscal year 
1956. The residents of these areas have waited since 1948 to be in- 
cluded in the construction program. During the last 6 years they have 
paid local and State taxes to support the project. The entire Florida 
delegation urges that construction work begin in these areas without 
further delay. 

The Bureau of the Budget has recommended appropriation of $6.3 
million to the project for fiscal year 1956. The delegation from Flor- 
ida recommends an increase to $10 million to permit start of con- 
struction in the Moore Haven area and the northwest shore area. Both 
of these areas suffered severe flood damage in 1951 and again in 1953. 

The Corps of Engineers advises that engineering work is sufficiently 
advanced to permit start of construction in fiscal year 1956. Other 
vital engineering work is nearing completion for the Caloosahatchee, 
Kissimmee, and St. Johns Rivers. 

At the State and local level fiscal arrangements are essentially com- 
plete for fiscal year 1956. The flood control district budget includes 
estimated expenditures as follows: 

For construction $1, 418, 100 
For acquisition of land 1, 240, 225 


For operation and maintenance 882, 300 
For conduct of district 285, 375 


MOR Ie etek de san eh secede So 179, 000 


Mr. Chairman, every member of the Florida delegation joins in the 
recommendations that $10 million be appropriated for fiscal year 1956. 
(The above statement was signed by the following members :) 


WILLIAM ©. (BILL) CRAMER, 
First District. 
CHARLES EK. BENNETT, 
Second District. 
Rosert L. F. SIKEs, 
Third District. 
DANTE B. FASCELL, 
Fourth District. 
ALBERT SYDNEY HERLONG, Jr., 
Fifth District. 
Pau G. RoGErs, 
Sizth District. 
JAMES ANTHONY HALEY, 
Seventh District. 
DONALD Ray (BILLY) MATTHEWS, 
Highth District. 


Thank you, sir. 
Mr. Marsuautu. Thank you for your statement. 
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Mr. Srkes. Mr. Chairman, it gives me great pleasure to introduce 
to the committee at this time the distinguished junior Senator from 
Florida, the Honorable George A. Smathers. 


STATEMENT BY SENATOR SMATHERS 


Mr. Marsuaui. We would be very happy to hear from you at this 
time, Senator. 

Senator Smatuers. Mr. Chairman, I am very grateful for the op. 
portunity to again appear before this subcommittee and join with 
other members of the Florida delegation in support of an adequate 
appropriation to continue work on ‘the central and southern Florida 
flood-control project. Specifically we ask this subcommittee to in- 
crease the Bureau of the Budget’s recommendation from $6,300,000 
to a minimum of $10 million in order to permit the earliest possible 
completion of the project. 

As this committee knows, the project is a long-range joint Federal 
and State undertaking designed to produce substantial benefits by the 
prevention of flood damage, conservation of fresh water, increased 
land use, improvement of. navigation, prevention of salt water in- 
trusion, and improvement. of fish and wildlife resources. 

The area directly concerned embraces some 15,570 square miles 
within which lies the Nation’s winter vegetable basket, rich grazing 
lands of a major cattle industry and the large Citrus Belt. Although 
it comprises less than 25 percent of the State of Florida, it contributes 
more than 60 percent of the agriculture output of the State. Cattle, 
citrus, sugarcane, and intensive vegetable production are all items 
having a major effect, not only upon the economy of our State, but on 
the economy of our Nation as well. For example, the winter veget» lk 
area is vital to the health and fresh vegetable needs of our northern 
areas, for these vegetables are provided at a time of the year when 
few areas can grow them. They are equally of importance to main- 
taining the health and morale of our Armed Forces, and in addition 
are major export items. In 1954, Florida’s crop of commercial ven 
tables was estimated to be approximately 1,442,000 tons, valued : 
approximately $115,729,000, all of which was heavily centered in this 
particular area, The economic potential of this area in relation to 
our national well- being is therefore quite apparent. 

With the project now only partially completed, it affords little pro- 
tection from floor disaster in this area, and because of this fact, flood 
disaster losses run into millions of dollars annually. In addition 
there is no accurate estimate of the loss to the Federal Government 
tax revenue which would have been realized from crops which were 
washed out by floodwaters. Nor is there any accounting for losses, 
financial or otherwise, suffered by citizens who have a right to look to 
their Government for better protection in a matter of such vital im- 
portance to the national welfare. Future flood disaster costs will be 
be even greater than those in the past due to the increased growth and 
development in the area. The situation becomes doubly tragic when 
it is realized that immediate steps can and should be taken to prevent 
these losses. In addition, the hazard of these losses from hurricanes 
and heavy rains is a continuous threat to the security of lives and 
property. The people of the area were most fortunate last year that 
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one of the famous named hurricanes did not sweep up the waters in 
southeast Florida. 

We have now had 5 years of experience in planning, formulating 
and constructing this very comprehensive program of flood control 
and water conservation in this great area. During these past 5 years 
the construction program has not kept pace with the original 
schedule. ‘This delay was caused by the magnitude of the prepara- 
tory work, involving studies, investigation, preliminary designs, the 

arly limitation placed on award of contracts by the phase approval 
element, and limited appropriation made by the Congress due to 
the inability at the time on the part of the Army engineers to use 
all appropriated funds for construction purposes. I am glad to note, 
however, that these conditions which have contributed to the slow 
progress of the project have largely been changed or corrected and 
that the controlling factor is now adequate appropriations for future 
wor k. 

This subcommittee will recall that during the fiscal year ending 
in June 1954, the Corps of Engineers was operating entirely on carry- 
over funds. Inthe current year, Congress provided $4,250,000 to con- 
tinue construction and authorized the Cor ps of Engineers to accept 
advance contributions from the State of Florida in the amount of 
42,900,000, Thus at long last an accelerated construction program 
is at least being launched. 

I shall not burden the subcommittee by going into a breakdown of 
the figures in the budget estimate, for I am sure it is fully informed 
as to the details of construction and priority of need. I would like 
to point out, however, that the Corps of Engineers considers that it 
can profitably spend $10 million for the fiscal year 1956 on this project. 

Last year, the Congress on the recommendation of the House and 
Senate Public Works Committees wisely expanded the authorization 
from the so-called first phase to include the entire comprehensive plan 
of improvement and authorized the additional sum of $7 million for 
partial accomplishment of this plan. This additional sum in the 
words of the Public Works Committee of the House was necessary 
to raise the remaining available authorization, after deducting appro- 
priations through fiscal year 1955, to $20 million so as to cover the 
full appropriation in fiscal year 1957, in order that the prosecution 
of the comprehensive plan might proceed in an efficient and orderly 
manner. ‘These facts clearly demonstrate the need for an appropria- 
tion of $10 million since it conforms with the desirable level of appro- 
priation of Federal funds for this project in 1956, established in testi- 
mony by the Corps of Engineers before the House Committee on 
Public Works. 

Since first conceived, this project has increased in importance ai 
a phenomenal rate. The land use has almost doubled since 1947—the 
urban population has more than kept apace. The ratio of ae 
to costs on the planned units is now about 6 to 1, which, I am told, 
greater than any project of comparable size in this country. This san 
be confirmed by referring to the list in the 1956 budget of author- 
ized major flood control projects which are under construction and 
estimated to cost close to $900 million. The central and southern 
Florida project, with a program goal of $57,700,000 in average annual 
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benefits, has the highest average annual benefit of any project listed, 
regardless of cost. 

I recognize the need for continued economy in Government expendi- 
tures. I believe that any project involving a substantial Federal 
contribution should be most thoroughly studied and should meet 
the approved standards relating to the national interest before the 
first dime is appropriated for construction. But once the Congress, 
as representatives of the people, is satisfied that it is unquestionably 
a sound project, then I respectfully suggest that we give the engi- 
neers the money they need to complete the job as quickly as possible 
in an eflicient and orderly manner. 

I am confident that this subcommittee is convinced that this is an 
exceptionally worthwhile project; that the planning which is now 
well along is of the highest order, and that the Corps of Engineers 
working with the local interests are geared to carry out a greatly 
accelerated construction schedule, wih will very shortly remove the 
uncertainties of another disaster and provide the major portion of 
the economic benefits at the earliest date. 

I sincerely hope that this subcommittee, fully recognizing the im- 
portance of this project, not only to the people of Florida, but also 
to our national defense and economy, and the need for its early com- 
pletion, will report favorably on the request that the recommended 
appropriation be increased to $10 million for the next fiscal year. 


STATEMENT BY SENATOR HOLLAND 


Mr. Srxes. I should like to present at this time, Mr. Chairman, a 
statement by the Honorable Spessard L. Holland, our distinguished 
senior Senator from Florida, who is away from Washington on official 
business. He is vitally interested in this project. Senator Holland is 
represented here today by his legislative assistant, Mr. James Golden. 

With your permission, I shall submit his statement for the record. 

Mr. MarsHatu. Without objection the statement will be placed in 
the record at this point. 

(The statement is as follows:) 


STATEMENT OF SPESsSARD L. HoLtitAnpD (DeEMocRAT-FLORIDA) ON CENTRAL AND 
SouTHERN Fiorma FLoop Controt District 


Mr. Chairman, I am grateful for the opportunity to file a statement in strong 
support of the Bureau of the Budget recommendation of $6.3 million for the cen- 
tral and southern Florida flood control project, and to present facts which I 
believe will clearly point up the necessity for the appropriation of an additional 
$3.7 million. I fully approve of the work for which the amount recommended by 
the Bureau of the Budget is to be used, but I believe the facts presented to your 
committee will completely justify the additional work anticipated with the in- 
creased appropriation requested. 

I am sure the committee will recall that the first phase of this project was 
approved by Congress in the Flood Control Act of 1948. The original estimate 
of the cost of the first phase was about $70 million, of which the Federal Govern- 
ment would contribute about $58 million. The most recent estimate places the 
overall cost of the first phase at $111,697,900, of which $96,346,000 would be 
Federal funds. At the same time the Congress approved the project, it also 
authorized the appropriation of $16,300,000 for initiation and partial completion 
of the first phase and for the continuation of engineering studies and investiga- 
tion. The Flood Control Act of 1950 authorized a further appropriation of $20 
million in addition to the initial authorization. The approval by the Congress 
of the first phase was the climax of over 10 years of hard work on the part of the 
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Corps of Engineers, officials of the State of Florida, and private citizens who 
assembled the necessary data. The report of the engineers was printed as House 
Document 643, 80th Congress. 

Realizing the fact that the existing limited authorization would preclude the 
undertaking of work in areas where the most urgent need exists, and also the 
fact that the original authorization was an emergency matter which called for 
further study of the project with a view to full authorization as soon as adequate 
study of the overall project could be made, Congress authorized in the River and 
Harbor Act of 1954 the remaining project as set out in House Document 643 of 
the 80th Congress. It also authorized to be appropriated the sum of $7 million 
in addition to previous authorizations. In the House report it was stated that 
due to the complexity of the project a revised basis for local contribution in line 
with current policy could not be clearly defined and that as soon as the status 
of planning permits the Chief of Engineers would submit to the Congress, 
through the Bureau of the Budget, appropriate recommendations for revision 
of the basis of local cooperation, and that this basis should be applicable retro- 
actively to any units authorized by the 1954 act but not to units authorized by 
prior acts. 

Under the plan of the engineers for the first phase of the project as authorized 
in 1948, the State of Florida must pay 15 percent of the construction cost plus 
cost of lands, easements, rights-of-way, maintenance and operation of the com- 
pleted works, and must also secure the United States against claims for damage 
arising from construction and operation of the works. These requirements of 
local cooperation mean in effect that the State of Florida is bearing 39 percent of 
the total economic cost and the Federal Government, 61 percent. However, as 
stated above, local contribution on items not included in the original authoriza- 
tion will be determined as soon as information is available to permit a reasonable 
reevaluation. 

The Corps of Engineers advises me that the benefit-to-cost ratio for the first 
phase of this project is 6.55 to 1, which I understand is the highest ratio for any 
project of comparable size in the country. 

The plan as a whole embraces about 15,570 square miles in central and southern 
Florida. This area includes all, or a portion of, 17 counties in the southern part 
of Florida, and contains more than one-third of Florida’s population. This area 
produces the bulk of our winter vegetable crops and sugarcane, and much of our 
citrus and eattle. The highly developed agricultural, winter resort, and indus- 
trial area along the lower east coast of Florida is vitally affected by this plan 
and is a part of it. Also included in this area is the Marine Air Station at Opa 
Locka, Fla., and several inactive bases which may be used in an emergency. 

Certain items in the overall project will also be of direct benefit to the Bucking- 
ham Air Force Base near Fort Myers, which is scheduled for reactivation, in that 
it will improve the water supply in that area, which is in a precarious situation 
at the present time. 

The project will greatly reduct flood damage, conserve water during droughts, 
recharge the ground-water supply, resist further salt-water intrusion and help 
to eliminate the burning of muck lands during drought periods. Congressional 
approval of the project came too late in 1948 to obtain a Federal appropriation: 
therefore, in order to get the necessary planning work underway without delay, 
the State of Florida, with several local agencies, advanced $120,000 for this 
purpose. 

The first actual construction on this project started in January 1950 and since 
that date we have made great progress, with the financial help of the Congress, 
the State of Florida and the flood control district, and the cooperative efforts of 
the Corps of Engineers, and the officials of the Central and Southern Florida 
Flood Control District. We are still dealing principally with the imperative life- 
saving and property-saving work. About 2,500 lives were lost through floods in 
this area in 1926 and 1928, and crop and property damage caused by the impact 
of the floods and hurricanes on floodwaters in this area in 1947 and 1948 alone is 
estimated at $75,213,700. The Corps of Engineers estimates that approximately 
50 percent, or $25,100,000 of the damages suffered in 1947 in the east coast Ever- 
glades-Okeechobee area could have been prevented if the first phase of this project 
had been completed prior to that time. 

This area also suffered greatly during the successive extremely dry spells 
from 1931 to 1945. Serious salt-water intrusion problems arose, threatening 
Ininicipal wells of coastal cities, such as Miami. Peaty, organic soils of the 
Everglades dried out and shrunk at a clearly visible rate and thousands of 
acres of valuable muck caught fire and burned. 
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I also call te the attention of the committee the fact that every county in th 
Central and Southern Florida Flood Control District was declared a critica 
emergency area by Presidential order during the rainy season of 1953, and suf 
fered to such an extent that they were designated by the Secretary of Agricul 
ture, pursuant to Public Law 38, as areas where the Farm Home Administration 
could make disaster loans. Because of the loss of thousands of acres of pasture 
many cattlemen in these counties were allowed to take advantage of the emer. 
gency cattlefeed program in order to salvage everything possible from their 
herds. Pastures were flooded for months, and the lack of sufficient outlets from 
Lake Okeechobee caused damage along the available outlets as a result of the 
necessity of carrying such great volumes of water which, incidentally, was lost 
forever by flowing into the Atlantic Ocean and the Gulf of Mexico rather than 
being saved in the planned conservation areas. Even though great losses were 
experienced as a result of the thousands of acres of flooded lands and the ex- 
cessive height of Lake Okeechobee, everyone in that area is thankful for the 
fact that hurricanes which threatened the area during that period of time did 
not strike, bringing with them great losses in life and property which would 
have far overshadowed the loss which was actually suffered. 

The State, its citizens, and the Federal Government already have heavy in. 
vestments in flood-control projects in our State. The levee around a portion of 
Lake Okeechobee was constructed by the Corps of Engineers and is still under 
their jurisdiction. It was built at a cost of $20 million after the terrible dis- 
aster suffered in that area in 1926 and 1928, when so many lives were lost. In 
addition, the State of Florida, directly and through drainage districts, had spent 
over $29 million prior to the beginning of the present project, and private citizens 
have spent additional millions. 

The central and southern Florida project incorporates, within the system of 
major works to be provided, all of the works of the Everglades Drainage Dis- 
trict which were completed prior to the authorization of this project and en 
tirely with State and district funds. The actual cost of these improvements, 
paid for entirely by local interests, was approximately $18 million. This large 
contribution in the form of completed works, is accepted as a part of the project 
but local interests are given no credit in the projeet-cost distribution for this 
large expenditure of funds. In addition, approximately $16 million had been 
invested by private landowners in the water-control facilities. In other words, 
at the time the central and southern Florida Flood Control District was 
authorized in 1948, local interests had already spent in the Everglades acri- 
cultural area $34 million on flood control and water conservation. 

Even after the Federal-State cooperative program is complete, the drainage 
district and individual landowners must provide their own water-control works 
before they can realize the full benefit of this program. It is estimated that this 
cost to private landowners will exceed the combined Federal-State expenditures 
by at least 2 to 1. 

The State of Florida to date has more than met its proportionate share of the 
cost of the central and southern Florida flood-control project, as authorized in 
the Flood Control Act of 1948. All requirements of local cooperation have been 
complied with to date, and in addition, it has a credit of $2,900,000 in the con- 
tributed-funds account. Since the flood-control district was created by the 
1949 legislature, State and local funds in the amount of $12,154,000 have heen 
spent in carrying out the requirements of local cooperation. 

The budget recommendation for appropriations for this project for fiseal year 
1956 is $6.8 million for continuation of engineering and construction. Under 
this budget, $3,918,300 is to be allocated for continuing contracts, $846,900 for 
new starts, $534,800 for supervision and administration, and $1 million for 
engineering. 

It is my strong recommendation that the appropriation for this project for 
fiscal vear 1956 be increased to $10 million, an inerease of $3.7 million above 
the budget recommendation. I feel that this amount is essential if orderly de- 
velopment of the comprehensive plan as authorized is to be carried out. It 
is my understanding that engineering work is sufficiently advanced to permit 
construction of all units of work in the $10 million program recommended hy 
the central and southern Florida flood-control district. 
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Local interests agree that those items recommended for construction under 
the President’s budget are necessitous, but in addition recommend the following 
construction at an additional cost of $3.7 million: 


Item: Allocation | Ttem: Allocation 

$355, 300 34, 300 

350, 000 350, 000 

122, 400 61, 800 

116, 400 m 250, 000 

L- 9, 100 244, 300 

C- 372, 400 368, 000 
250, 000 Supervision and admin- 

ind B48 165, 800 istration 229, 300 

, S44, S—45______- 254, TOO aa 

Rablibte bie see tibia keto: eid 166, 300 Total 


The construction of C—-19, L—41, and L—42 in the Moore Haven-Newhall area and 
(40 and C-41 in the northwest shore area is recommended in order to bring 
a degree of flood protection to homes, farms, and ranches in that vicinity be- 
longing to people who have been paying State and local taxes for 6 years to 
finance the local project costs. They have waited patiently and should now 
receive some tangible evidence that they, too, are to receive some benefit from 
their contributions to the-program. 

The construction.of L-4 and a part of L—28 is recommended in order to provide 
a getaway channel from the end of L-3 eastward and southward to lead flood- 
waters into the saw-grass lands of conservation area 8. This will result in 
better conservation of the water and the protection of the Seminole Indian 
Reservation from overland floods. 

Conservation area 1 is now leveed on the east and west. The building of 
L-39 will complete the encirclement of this area and permit storage of water in 
the area. S-10 is a gated spillway in L-39 for discharge of surplus waters from 
area 1 to area 2. L—-8 and pump station 5A will discharge into the conservation 
area this fall. By the rainy season of 1956, the area should be ready to hold 
this surplus water for beneficial use. 

C-17 is designed to bring flood relief to suburban areas of West Palm Beach, 
Riviera Beach, and Lake Park. In addition this canal provides drainage for a 
large acreage of dairy pasture and farmland. Severe flooding in 1953 emphasized 
the need for early completion of this project. 

The area of metropolitan Miami is expanding rapidly. Growth has been most 
rapid to the north and south with slower development to the west because of 
relatively low land in the western area. On the near north side is a canal C—7. 
The alinement has been changed once to avoid costly relocation problems in con- 
vested residential areas, and it should be constructed at once before the new 
alinement requires further modification. 

Mr. Chairman, this project has enjoyed the strong support of the people of 
Florida since its inception, and though some-areas have been taxed for 6 years 
for the project without benefit, they still support it, but anxiously await the 
time when they, too, shall receive some direct benefit from their contributions. 
The preservation of complete harmony is most important to this project, and I 
would be less than frank if I did not say that I feel that its continued preser- 
vation will require the Federal Government to step up appropriations in order to 
provide adequate funds with which to carry on the project in a more economical, 
orderly, and logical manner. If we are to complete the project by fiscal year 
1967, 18 years after its authorization and 16 years after the beginning of actual 
construction work, it is necessary that $10 million be appropriated this year 
and that by fiscal year 1958 appropriations be increased to $25 million annually. 
The Central and Southern Florida Flood Control District has recommended such 
a program, and I strongly support that recommendation. 

The State of Florida, the flood-control district, and the local people are ready, 
willing, and able to do their share in this all-out effort, as is clearly indicated 
by the fact that they are now well ahead with respect to required contributions, 
and I hope that this committee and the Congress will take a more realistic ap- 
proach to this vital project so that work can move ahead at a reasonable and 
logical pace. 
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STATEMENT BY CONGRESSMAN HERLONG 


Mr. Srxes. Mr. Chairman, I wish to introduce at this time our dis 
tinguished colleague from Florida, the Honorable Sid Herlong, , 
staunch supporter of this project from the beginning, who wishes to 
make a short statement. 

Mr. Marswati. We would be glad to hear from our colleague ai 
this time. 

Mr. Hertone. Mr. Chairman, the statement Mr. Rogers has made 
has been joined in by all the delegation. I shall not elaborate on that, 
except to call the committee’s attention again to the fact that this 
is not like one of the land-use projects we have in some places, which 
cost us about $1,500 an acre to rebuild land worth only $500. In this 
particular case we have a benefit-to-cost ratio of 6 to 1, which is prob 
ably the highest of any such project in the whole United States. 

I am here today, in addition to being here as a Member of Congres; 
vitally interested in this project, because I received this morning a 
letter from our Governor in Florida, which shows you that this is 4 
statewide project. The Governor has asked me to present this state. 
ment for him as though he were making it. He would like to be here, 
but the State legislature is in session. 

With your permission I shall read this statement, which will take 
about 3 minutes. 

Mr. MarksHa.u. Proceed, please. 

Mr. Herwuone (reading) : 


Mr. Chairman, distinguished members of the House of Representatives Com- 
mittee on Appropriations, I have asked your colleague, Hon. A. 8. Herlong, Jr, 
to present this brief statement in my behalf. I regret exceedingly that the 
urgency of other State business during the current session of our legislature 
denies me the pleasure of appearing before you to discuss the central and 
southern Florida project. 

The project comes before your committee for consideration of a recommenda- 
tion from the Bureau of the Budget to appropriate $6,300,000 for continuation 
of construction in fiscal year 1956. I recommend that the actual appropria- 
tion for the coming fiscal year be $10 million. This increase over the Bureau 
of the Budget estimate is necessary for a number of reasons. 

First, the Corps of Engineers will complete its engineering work on im 
portant new areas of the authorized project in the first half of the coming fiscal 
year. Engineering work is at least sufficiently ahead of construction to permit 
start of work in new areas of the project. Testimony to this effect was given 
by the Corps of Engineers in the hearings before the House Committee on Publi 
Works in August of 1954, and later before the Bureau of the Budget in October 
The funds recommended by the Bureau of the Budget, will limit construction 
activity to the lower east coast and the Everglades agricultural area. The 
Moore Haven-Newhall area in Glades County and the Lake Istokpoga-northwest 
shore area in Glade and Okeechobee Counties have suffered severe flood damage 
Since the project was authorized in 1948. Now that plans are ready in those 
ureas, the people who have waited 6 years for the project to reach them should 
be given consideration. 

Second, the State of Florida demonstrated its sincerity of interest in the 
project by advancing $2,900,000 in addition to the normal requirements of loca! 
cooperation to the Corps of Engineers to expedite construction and reduce ma 
terially the period of calculated risk in the Everglades agricultural area. I have 
urged the Florida Legislature to appropriate funds in sufficient amount to con 
tinue the speedup of production and to leave the credit balance now on the books 
of the Corps of Engineers intact for the coming biennium. 

Third, the Corps of Engineers and the State of Florida agree that it is desirable 
to achieve and maintain a rate of Federal appropriation of $25 million annually 
This level of appropriation should be reached in fiscal year 1958. A gradual 
buildup to this rate of progress is desirable. The Corps of Engineers representa 
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tives have stated that $10 million can be used to advantage in the coming year 
The State of Florida is prepared to contribute funds as required to match 
Federal appropriations at the rate suggested. 

Fourth, construction of this or any other large project can be carried out 
most economically if construction is expedited to the limit of equipment and 
manpower capabilities. Expediting of construction will produce valuable bene- 
fits to the entire State at an early date. 

Finally, the extremely high ratio benefits to cost now estimated at 6 to 1 
should result in the assignment of a very high priority to the central and southern 
Florida project as an outstanding investment of Federal, State, and local funds 
in a cooperative water-resource development project. 

I appreciate the courtesy accorded me by your committee in permitting this 
statement to be included in the record of your hearings. I recommend your 
earnest consideration of an appropriation of $10 million to the central and 
southern Florida project for fiscal year 1956. 

LEROY COLLINS, Governor of Florida 


Mr. Marsuaun. Does that complete your statement / 

Mr. Hertone. That completes my statement, Mr. Ce 

Mr. Sikes. Mr. Chairman, before you go to the Floor, I should like 
for the record to show the presence here of the entire Florida dela- 
gation in the House. 

(Thereupon a short recess was taken to answer the rolleall.) 

Mr. Sikes. Mr. Chairman, at this time I will ask Congressman 
Rogers to present the supporting witnesses for this project who have 
come here from Florida. 

Mr. Rogers. Mr. Chairman, it is my privilege to introduce the 
next witness, who is one of the outstanding engineers of Florida. 
In fact, he is president-elect of the Florida Engineering Society, 
and he is a consulting engineer for the Central and Southern Florida 
Flood Control District. He has grown up with the project and I 
think he is our best authority. I should like to present to the 
committee Mr. H. C. Gee. 

Mr. Marsnati. We would be glad to hear from you, sit 


STATEMENT BY MR. GEE 


Mr. Gre. Mr. Chairman, members of the committee, my name is 
Herbert C. Gee. I am a consulting engineer of West "Palm Beach, 
Fla., member of the firm of Gee & Jenson, Inc., representing the 
Central and Southern Florida Flood Control District at this hearing. 
This district, a political subdivision of the State of Florida, was 
created by the 1949 legislature to handle all requirements of local 
cooperation under the central and southern Florida project. 

Assurances of loca] cooperation from this district have been accepted 
and approved by the Secretary of the Army. All requirements of local 
cooperation have been complied with to date. In addition, the dis- 
trict has established a credit of $2,900,000 in the contributed funds 
account in accordance with authorization included in the Senate 
and conference report on the Civil Functions Appropriation Act for 
fiscal year 1955, Public Law 453, 83d Congress. 

The project. is before this committee for consideration of a budget 
recommendation to appropriate $6 sna for continuation of engi- 
neering and construction in fiscal year 1956. The recommended allo- 
cation of the budget amount is as t: ‘biok ited on page 2. 

The individual items of construction are shown on the attached 
map colored in red. 
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The flood control district recommends that the actual appropriation 


to this project for the coming fiscal year be $10 million. 


The items 


of construction which would be added to the program as a result 


of this increase are shown in green on the attached map. 


Allocation 


of additional money by project items is shown in the tabulation on 


page 3. 
(Statistics on pp. 2 
Item 
Continuing contracts: 
C-9 (sec. 4)-_-- 
9 Structure 


) 

3... 

2M 

6 Machinery_ 
pet cant amanal 
2 Structure 
3 Machinery 
6 Structure 


RRRM RIS EM me 


Recommended 
allocation 
$316, 200 
268, 200 
80, 800 
323, 400 
263, 500 
285, 400 
401, 900 
345, 200 
222, 600 
232, 900 
541, 400 
310, 500 
326,300 


3, 918, 300 | 


and 3, referred to above, follow :) 


Item 
New starts: 
Pe 
L—40 Culverts___- 
S-3 Structure_. 
L-20......- 
L-6_-_ 


Recommended 
allocation 


$11, 300 

69, 600 
300, 000 
240, 000 
226, 000 


846, 900 


Supervision aud admin- 
istration____.- 
Engineering___ 


534, SOO 


534, 800 


Budget message total. 6, 300, 000 


individual items of construction are shown on the attached map colored 


Recommended additional allocations 


Allocation 
$355, 200 
350, 000 
122, 400 


Item 

CHO 
C41 
C-19 


Item 


B-92____ 


Allocation 
$34, 300 
350, 000 

61, 800 


S—47 A, B, D___- 
L—41 and L—42 
C-17 

L-39 7 
B46 and B-48 


116, 400 
9, 100 
372, 400 
000 


250, 
165, 800 


250, 000 

244, 300 

368, 000 
Supervision and adminis- 


tration___- Se ete 229, 300 


TOO = 
300 Total eee 3, 


S—45, S 
S-10- 


14, and S—45 254, 


sila 166, 700, 000 

Mr. Grr. The increase requested is essential to orderly development 
of the comprehensive plan as authorized in the Flood Control Act of 
1948 and 1954. The justification for the increase is set forth in the 
paragraphs which follow. 

The Corps of Engineers advises that engineering work is sufl- 
ciently advanced to permit construction of all units of work in the 
$10 million program in fiscal year 1956. 

In the Moore Haven-Newhall area to be protected by C-19, L-41, 
and L-42 and in the northwest shore area to be protected by C+ 
and C-41, the local residents have been waiting 7 years since initial 
authorization for the project to reach their area and bring a degree 
of flood protection to their homes, farms, and ranches. Now that 
works are authorized, it seems only fair and reasonable to initiate 
work in these areas which suffered severe damage in 1951 and again 
in 1953. These people have been paying State and local taxes for 
6 years to finance the local project costs. Now is the time to initiate 
construction in these areas. 

At the southwest corner of the Everglades agricultural area some 
work must be undertaken at the southern end of levee L-3. Levees 
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L-1, L-2, and L-3 are complete or under construction. This west- 
ide barrier to overland flooding is scheduled to be complete in De- 
cember 1955. It is necessary to provide a getaway channel from the 
end of L-3 eastward and southward to lead floodwaters into the saw- 
grass lands of conservation area No. 3. The construction of L—4 and 
4 part of L-28 will provide such a channel and protect the Seminole 
Indian Reservation from overland flooding. 

Conservation area No. 1 is now leveed on the east and west. The 
building of L-39 will complete the encirclement of this area and per- 
mit storage of water in the area, S-—10 is a gated spillway in levee 
L-39 for the discharge of surplus waters from area 1 to area 2. L-8 
and pump station 5A will discharge into the conservation area this 
fall. By the rainy season of 1956 the area should be ready to hold this 
surplus water for beneficial use. 

(-17 is designed to bring flood relief to suburban areas of West 
Palm Beach, Riviera Beach, and Lake Park. In addition, this chan- 
nel provides drainage for a large acreage of dairy pasture and farm- 
land. Severe flooding in 1953 emphasized the need for early comple- 
tion of this project. 

The area of metropolitan Miami is expanding rapidly. Growth 
has been most rapid to the north and south with slower development 
to the west because of relatively low land in the western area. On the 
near north side is a canal, C—7, the alinement has been changed once to 
avoid costly relocation problems in congested residential reas. This 
canal should be constructed at once before the new alinement requires 
further modification. 

The distribution of costs between the Federal Government and local 
interests has been the subject of exhaustive study by the Corps of En- 
gineers, State of Florida, and the local flood control district. Sharing 
of costs under the project attracted the attention of the Hoover Com- 
misison Task Force on Water Resources and Power. The project, as 
authorized in the Flood Control Act of 1954, has a fixed formula for 
cost division only for the first phase which was authorized in 1948. 
All other items of work under the project are to be financed jointly 
by the State of Florida and the Federal Government. on some basis 
yet to be established. For this reason, cost sharing for the future 
and cost experience to date are very live subjects at both the Federal 
and State level. 

A sound decision with respect to cost division can orily be arrived 
at after all costs to be incurred are considered and carefully estimated. 
The Federal-State cooperative project is only a part of the compre- 
hensive districtwide system of works required to produce the benefits 
for which the project is designed. 

The Federal-State project when completed will provide only the 
main-line levees, canals, control structures and pump stations to pro- 
tect the area against a major flood, to store surplus water during each 
rainy season, and to provide for regulation of water levels in the main 
lakes, channels and conservation areas. 

The secondary drainage facilities now being provided by local in- 
terests include all through canals and accompanying levees and strue- 
tures required to remove surplus water from, or bring irrigation water 
to, blocks of land of one section or more not having direct access or 
connection to the works of the Federal-State project. The secondary 
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canals subdivide watershed areas, expedite discharge of surplus waters 
into the main canals and minimize overland flooding i in the project 
area. On completion of the secondary system in a particular area, the 
drainage subdistricts and private owners are able to realize project 
benefits only when they provide at their own expense, essential, lesser 
works needed to produce detailed water control on the land. 

The works of the subdrainage districts and private owners make 
possible full realization of the benefits for which the project is de- 
signed. 

‘From the foregoing it can be seen that the Federal-State project 
provides the arterial works to control flooding and to conserve fresh 
water. The project when completed will bring valuable benefits 
within reach of the land, not upon it. 

The project costs to be divided on an equitable basis between the 
Federal Government and local interests are the total costs incurred 
in constructing the main-line facilities, the secondary systems and 
the on-the-land improvement. 

When this project was originally reported to Congress in 1948, the 
Corps of Engineers stated in House Document No. 648, 80th Congress, 
that local interests had already expended $29 million in their efforts 
to protect against devastating floods and to conserve fresh water. 

Since the flood-control district was created by the 1949 legislature, 
State and local funds in the amount of $12,154,000 have been spent to 
carry out the requirements of local cooperation. 

The charts on exhibit 1, show graphically the total disbursements of 
Federal, State, and local funds to December 31, 1954. Also shown in 
this exhibit are the expenditures by purpose from the State flood-con- 
trol account and from flood-control district funds. 

The language of the Flood Control Act of 1954 commits local in- 
terests under this project to the acceptance of a formula for cost dis- 
tribution to be adopted by Congress at some time in the future. 

The new formula will undoubtedly be based on recommendations 
of the Hoover Commission, the Cabinet level committee on water re- 
source development, recommendations from the affected agencies of 
the executive branch, and testimony of local interests throughout the 
country. 

The fiood control district will recommend to the Committee on 
Public Works of the Congress that all capital costs under the central 
and southern Florida project be considered for distribution and that 
the basis for such distribution be the same as that applied to similar 
projects throughout the United States. 

The central and southern Florida flood control district recommends 
that: 

Ten million dollars be appropriated to the central and southern 
Florida project for fiscal year 1956. 

The annual appropriation to this project be increased to $25 mil- 
lion by fiscal year 1958, in order that the project may be completed 
by fiscal year 1967. 

If the project is continued over a period much longer than that it 
is doubtful that the project works will be able to keep ahead of devel- 
opment in the area, based on the development between 1948 and the 
present. Development has been rapid. We have had a marked in- 
crease in population, and a great deal of activity in agriculture. 
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Our increased land prices are not the same as those which occurred 
in the 1920's. It is typical that when an individual or a group of 
individuals purchase large tracts of land it is not with the idea of 
speculating on that land value, but rather with the idea of developing 
the land and going into the raising of cattle or winter vegetables or 
such crops as can be handled successfully. 

Mr. Mobeni How much has this land increased in value from 
the time the project was started ¢ 

Mr. Gree. The answer would be different in different areas, Mr. 
Chairman. By way of illustration, in the Everglades agricultural 
area, pictured in the exhibit, at the time the project» was authorized 
the lands were selling for about $150 an acre. These are the muck 
lands adjacent to Lake Okeechobee and on which many vegetables 
are raised. 

Mr. MarsHauy. That was some of the land which was more valuable 
at that time ? 

Mr. Gere. That was the land close to the big levee which forms the 
southern rim of Lake Okeechobee. Now those same lands would prob- 
ably sell for approximately $300. There have been recent sales in 
thisarea at that price. That is at least an indication. 

For other areas in the district the lands were selling at prices as 
low as $17 or $18 at the time the project was authorized, and are 
now selling from $50 to $60. 

It must be kept in mind in talking about Florida real estate that the 
cost of a house in any community in south Florida has increased by 
about the same amount in the same period of time. We have been 
on a sharply increasing cost curve so far as real estate is concerned 
in the project, and that accounts in great measure for the very high 
price which it is necessary to pay for some of the rights-of-way which 
are being acquired by local interests. 

It might be interesting to observe in that connection, speaking of 
real-estate values, we propose as a part of this project the large water 
conservation area in the Everglades which includes 860,000 acres of 
wild saw grass lands of the Everglades. We bought that area for $1 
million less than it was estimated to be in 1948. The reason we were 
able to realize that substantial saving in that acquisition program was 
that we moved in at once before the project works had begun, to buy 
this land before anyone had seen the levees take shape and before it 
Was apparent what was to be done in the area. We had splendid co- 
operation from the landowners. They were willing to sacrifice those 
lands. Many of them donated the lands to create the water storage 
area, Which will be helpful in carrying us through any series of dry 
years Which may occur in the future. 

Mr. Marsan. In looking at the map of the drainage district it 
appears that it covers considerable acreage. How large an area do 
you have that is presently under cultivation in that area? 

Mr. Gre. This particular area has a total of 735,000 acres. 

Mr. MarsHauy. 735,000 ? 

Mr. Ger. Within the perimeter levees. 

Mr. MarsHati. When you complete the entire project, how much 
of that land will be brought under cultivation 7 

_Mr. Ger. In 1947, there were approximately 170,000 acres under cul 
tivation in the same area, and at the present time there are 320,000 
acres under cultivation. 





Mr. Marsnauy. Your final development figure would be 735,000 
acres ¢ 

Mr. Gur. Yes, sir. 

Mr. Chairman, I have one other exhibit which is with the state- 
ment, and it is the first map which appears behind the text, and on 
it are shown in color the various works. 

The works in black are those presently under construction or com- 
pleted, and the works shown in red are those whieh would be in- 
cluded in the program in the coming fiscal year if the appropriation is 
$6.3 million. 

Those shown in green are the ones which would be added if the ap- 
propriation were to be increased to $10 million. 

Notice, particularly, in the uppermost area of the conservation area, 
the west side levee 7, and the east. side levee 40, which are in black, 
They are to be at the extreme northern tip of that area, and we have 
just completed pumping station 5-A, which is the largest low-level 
pumping station in the world. 

We have a levee, L-39, which forms the south boundary of that 
area, Which has not been constructed. If that levee is built in fiscal 
year 1956, it will be possible to put water in conservation area Ho. 
as a.result of the operations of pumping station No. 5—A, and the m 
out of the channel in the rainy season, in calendar year 1956. 

There is a considerable expenditure on that area at the present 
time, and by the inclusion of levee No. 39, we make a functioning unit 
of the northernmost portion of the water conservation area. 

I think that is the most important item to be added to the program 
in the coming fiscal year 

The other items ‘a been discussed by previous witnesses and [| 
shall not repeat them at this time, sir, but they are all shown on the 
map in the green symbols. 

Mr. Marsuaty. Thank you for your statement and for these maps. 
[ regret that we don’t have facilities that will readily enable us to 
print them in our hearing record. 

Mr. Ger. Thank you, sir. 

Mr. Rogers. That is all we have to offer, Mr. Chairman. 

We thank you very much, and we appreciate your kind receptiot 

Mr. Marsuaun. Thank you. 

The committee stands adjourned until 9 : 30 in the morning. 


Turspay, May 10, 1955. 
MauMEEr Bastn SURVEY 


WITNESSES 


ALLEN DRAKE, SECRETARY TO HON. CLIFF CLEVENGER, OF OHIO 


ROBERT C. VOGT, OF VOGT, IVERS, SEAMAN & ASSOCIATES, CON- 
SULTING ENGINEERS TO THE MAUMEE CONSERVANCY DIS- 
TRICT, OHIO 


Mr. Marsuati. The committee will be in order. Our good friend 
and colleague, Congressman Clevenger, made arrangements for this 
hearing this morning. Congressman Clevenger has long been a mem- 
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ber of the Committee on Appropriations. We have his Secretary, 
Mr. Drake here. Mr. Drake, do you have a statement that you wish to 
make? 

Mr. Draxe. No; I ‘have not, Mr. Chairman. I just want to intro- 
duce Mr. Vogt, who will give you a statement. 

Mr. Marsuaui. All right; we will be glad to hear from you, Mr. 
Vogt. 

Mr. Vocr. Gentlemen, my name is Robert C. Vogt, senior partner 
of the firm of Vogt, Ivers, Seaman & Associates, with principal offices 
in Cincinnati, Ohio. T appear as consulting engineer to the Maumee 
Conservancy District, a political subdivision of the State of Ohio. 
The conservancy district 1s authorized under the laws of the State of 
Ohio and is under the jurisdiction of the courts of that State. 

A preliminary examination and survey report have been in progress 
since 1945. It now is reported by the Corps of Engineers that $137,- 
000 is needed to complete this report. The conservancy district di- 
rectors are asking you to make available this small amount, in order 
that the functions of the district may be accomplished, as originally 
called for 10 years ago. 

By way of background, the Maumee Basin is located in the north- 
western part of Ohio, northeastern part of Indiana and a small portion 
of southern Michigan. The Ohio Conservancy District comprises 15 
counties in Ohio, with a population of about 1 million people. This 
hasin is a very concentrated agricultural area, and furthermore, con- 
tains a sizable proportion of Ohio industry. 

In 1945 the Congress of the United States authorized the Corps of 
Engineers to prepare a preliminary examination report of the Maumee 
Basin, for flood control purposes. This was followed in 1947 by the 
suthorization of a survey of the entire basin. Work on the survey was 
deferred by the Corps of Engineers because of the Korean situation 
and was not again resumed until July 1952. At that time, at a request 
of the conservancy district, a small amount of funds was made available 
to carry on the survey. 

With these funds, and the conservancy district acting as the official 
local sponsor, the development of a basin plan was activated. The 
himited funds made available in 1952 necessitated limiting the work 
to one of the main tributary basins of the Maumee. 

Based on the engineering studies developed by our firm, as engineers 
to the conservancy district, the Tiffin River Basin was selected. 
Jointly, the Corps of Engineers and the Soils Conservation Service 
completed their studies and found, as we had indicated, that major 
drainage deficiencies existed 2nd that the benefits would be more than 
twice the cost of the construction facilities involved. Their conclusions 
indicate that the cost of these facilities should be borne approximately 
one-half by local beneficiaries and one-half by the Federal Government. 

There are nine other areas in the Maumee Basin where the con- 
servancy district feel major drainage deficiencies exist. The funds 
requested would indicate the degree of Federal participation and would 
permit the conservancy district to complete its basin plan and proceed 
with its accomplishment. 

It should further be pointed out that the conservancy district’s 
existence is due, in part, to a request made by the Corps of Engineers 
early in 1950, that a responsible agency be created, which would permit 
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full and complete coordination of the program of the State with that 
of the Federal Government. The State agency has met this require. 
ment and has collected funds sufficient to function during the pre- 
liminary phases. The district has furnished engineering data valuable 
to the Corps of Engineers and other governmental agencies involved 
in this drainage basin program. The moneys of the conservancy 
district are limited, by law, and therefore, the conservancy district is 
seriously concerned with any further delay in the completion of the 
report by the C orps of Engineers. If such delay is to continue, the 
funds of the district may be expended before the report of the crops 
is available and before the conservancy district can complete its com. 
mitments as delegated to it by the courts. 

Gentlemen, as a representative of the conservancy district, I feel 
that unless this relatively small expenditure of $132,000 is made at 
this time, thus providing for the completion of the report authorized 
by the Federal Government more than a decade ago, unless this is 
done now, the conservancy district’s plans for this “wealthy agricul- 
tural and industrial area will be completely stymied. 

We feel that it is a fair request that this report be completed as 
originally authorized in 1945, and that the funds necessary for that 
purpose should be made available immediately. 

I have also a statement which I would like to have inserted in the 
record, which is a chronological statement of the procedures which 
have taken place in the district as regards funds and the cooperation 
of the Corps of Engineers and the conservancy district. 

Mr. Marsuauu. Lf there is no objection, that will be placed in the 
record at this point. 

(The matter referred to is as follows :) 


MAUMEE BASIN SURVEY--SlATEMENT OF RELATIONSHIP, COkPS OF ENGINEERS AND 
STATES OF OHIO, INDIANA, AND MICHIGAN 


1. In 1945, Congress directed preliminary examination of Maumee Basin. 

2. In 1946, Corps of Engineers recommended survey to determine means of 
tiood protection, economic justification, extent of local cooperation, and extent 
to which United States should participate in improvements. 

3. In 1947-50, Congress appropriated funds and survey was partially carried 
out with expenditure of $109,000. 

4. In 1950, Maumee Watershed Conservancy District became Ohio political 
subdivision to assure local cooperation in 15 Ohio counties of Maumee Basin. 

5. In 1950-52, Corps of Engineers virtually suspended survey (Korea).  In- 
diana and Michigan agreed to cooperate in complete watershed plan. 

6. In July 1952, Chief of Corps of Engineers agreed to allot funds from genera! 
survey appropriation to complete Maumee survey; approved coordination of 
Federal and State surveys. 

7. In January 1953, Corps of Engineers, Soil Conservation Service, and Maumee 
Watershed Conservancy District agreed that (a) Tiffin River would be surveyed 
as first step in determining major drainage deficiencies of Maumee Basin; (0) 
Soil Conservation Service would determine drainage benefits and be reimbursed 
by Corps of Engineers. 

8S. In February 1953, Maumee Watershed Conservancy District (a) filed testi- 
mony on drainage, supplementing flood testimony at hearings in 1945, showing 
drainage major problem of the Maumee Basin; (0b) accepted responsibility to 
cooperate with United States in construction and maintenance of improvements. 

9. In July 1954, Tiffin River study completed, with favorable ratio of benefits 
to cost. 

10. In January 1955, Soil Conservation Service filed with © orps of Engineers 
estimate of $36,000 cost of determining agricultural benefits on nine other tribu- 
taries, 
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11. In February 1955, conservancy district was informed by Corps of Engineers, 
Detroit district, that no reimbursement funds were available to permit Soil 
Conservation Service to start benefit survey, and also no funds to complete the 
corps’ field studies on other tributaries. 

12. Ohio law requires the conservancy district to submit an official plan to the 
court. Because the Maumee and three large tributaries cross State lines, the 
extent of Federal participation must be determined. 

13. Total estimated cost of the Corps of Engineers’ survey is $313,000, with 
$176,000 already expended. Thus $137,000 is needed plus $36,000 to reimburse 
the Department of Agriculture. 

Mr. Voer. Thank you, Mr. Chairman and gentlemen of the com- 
mittee. 

Mr. Kirwan. Has the Federal Government ever spent any money on 
this project ¢ 

Mr. Voer. Yes; they have spent about $176,000 so far. 

Mr. Kirwan. $176,000? 

Mr. Voer. Yes, sir. 

Mr. Kirwan. You said it is a minor project, and it may not mean 
much to the Federal Government, but it does mean a lot to that con- 
servancy district. 

Mr. Voer. It certainly does; that is right. 

Mr. Kirwan. It means a lot to have proper drainage there to con- 
serve that water for your industry and, at the same time eliminate 
floods ¢ 

Mr. Voer. Yes, sir; it does, and we have the problems of pollution 
control, sanitation control, and all phases of water use. Water is al- 
most as scarce in Ohio, or parts of Ohio, as it is in some of our 
Western States. 

Mr. Kirwan. No: water in Ohio is more scarce than it is in the 
Western States. 

Mr. Voer. That is right. 

Mr. Kirwan. I see rivers running idly to the sea in the West, but in 
Ohio the largest inland bodies of water are the Mosquito Reservoirs 
built near Youngstown and Berlin, and the flow from those two res- 
ervoirs makes the Mahoning River, which is the biggest river in Ohio, 
and it is practically nothing. The Ohio River is an interstate river, 
and Lake Erie is an international lake. Mosquito Lake or Reservoir 
which we built outside of Youngstown is the biggest body of inland 
water in Ohio. There is no State that is as bad off as we are for 
water. 

I can tell you this, that if you do not get this this year, I will make 
every effort to get it for you next year. 

Mr. Voer. We will certainly appreciate anything that can be 
done. This conservancy district program on water conservation is 
something that is going to come up all over the country as time 
goes on. This is the first area that I know of that realizes that there 
is in the near future the possibility of a shortage of water for our 
normal uses, agricultural, industrial, and so forth, even where we 
have normal rainfall, and this is the first district that has seen fit to 
be established to, on a broad engineering basis, develop the conserva- 
tion of water. 

_ Mr. Kirwan. That shows that the Government did not do its duty 
in this connection, that you people had agreed to do your part, but 
the Federal Government did not. 

That is all. 





Mr. Voer. Thank you for your time, Mr. Chairman and gentlemen 
of the committee. 
Mr. Marsuauu, Thank you for your statement, Mr. Vogt. 


New Yorx Sratre Barge CANAL SysteM 
WITNESS 


HON. DONALD S. O’TOOLE, DIRECTOR, DIVISION OF COMMERCE AND 
INDUSTRY, DEPARTMENT OF COMMERCE, STATE OF NEW YORK 


Mr. Marsnauu. We will be pleased at this time to hear from our 
friend and former Congressman, Mr. Donald O’Toole. 

Mr. O’Tooue. Mr. Chairman, and gentleman of the committee, my 
name is Donald O’Toole. I am director of the division of commerce 
and industry, Department of Commerce of the State of New York. 

The New York State barge canal, of course, is a continuation of 
the old Erie Canal, and it carries a great deal of the produce, chemicals 
and oil from the interior of the country to New York State. It is not 
only of service to the State of New York, but of great service to the 
interior of the country. It will be of more service when we complete 
the development of the St. Lawrence seaway. 

Back in 1935 Congress appropriated $27 million for certain im- 
provements in the barge canal system, and then again in 1945 they 
appropriated another $1,500, 000. 

Of this $28 million, only $22,776,000 was ever expended, and the 
reason for that is when the war came along it was impossible to get 
steel and the other things which were necessary to make these 
improvements. 

There are 32 locks on the canal. One of the purposes of the Con 
gress In appropriating the money was to increase the depth of the 
locks from 12 to 13 feet. There are 32 locks, 6 of which have been 
improved, and the others have not, and the result of that is that the 
whole canal is unbalanced, and we cannot take advantage of this 
13-foot level. 

During the Dewey administration nothing was done on this. 

Now we are endeavoring to get $1,500,000 to increase the depth 
in the remaining locks from 12 to 13 feet. It will enable the canal to 
carry at least 500,000 more tons of traffic a year, and it will make it 
ossible for us to utilize, and for the country to utilize, the St. 
haw rence seaway. 

As far as the defense proposition is concerned, all of us recall dur- 
ing the World War that what kept Germany going was the fact that 
its inland canals were so efficient, and the use of the Danube was 
another factor. 

So, that is just about what the story is, gentlemen. 

Mr. Marsnatu. Thank you, Mr. O’Toole. 

(The prepared statement submitted by Mr. O’Toole is as follows:) 


THE New YorRK State BArGE CANAL SYSTEM JUSTIFICATION FOR COMPLETION OF 
IMPROVEMENT PROGRAM 


The New York State barge canal system and its predecessor, the Erie Canal, 
have for more than u century contributed in important measure to the economic 
development and welfare not only of New York State but of much of the middle 
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western part of our Nation to which it is a major link to the eastern seaboard. 
Its continued utilization demands that the facilities which the canal system offers 
keep pace in their development with developments in transportation equipment 
as well as in additional transportation routes. 

Use and maintenance of the barge canal system at present are seriously 
hampered by the controlling water depth of 12 feet over the sills of the canal’s 
locks. That this depth should be increased to 13 feet was rece yenized in 1935 when 
the Congress of the United States authorized the expenditure of $27 million for 
the improvement of certain navigational facilities in the barge canal system. 
Again in 1945, the Congress of the United States authorized an additional 
expenditure of $1,500,000 to lower the sills of the canal’s locks to provide a 
maximum water depth of 13 feet instead of 12 feet. 

Of these combined authorizations, $22,776,496.19 was appropriated and ex- 
pended up to June of 1953. No further appropriations or expenditures have since 
been made. 

Of 32 locks involved, the sills on 6 have been lowered while the sills on 26 
remain to be lowered. Until all have been lowered, the fact that a certain por- 
tion of the work has been done has no bearing on the existing limiting depth of 
12 feet. It has been estimated that the additional depth of 1 foot or a total of 13 
feet throughout the canal would enable the waterway to carry more than half 
a million tons of cargo per season on present carriers. Many of these carriers 
now must operate through the canal with less than capacity loads. With the 
addition of the St. Lawrence seaway to our transportation network, the potential 
for traffic on the barge canal will be tremendously increased particularly if the 
additional water depth is provided. Considering the seaway in this aspect, a 
conservative estimate of the additional amount of cargo to be carried at present 
cost would be in the neighborhood of 1 million tons if a limiting depth of 13 
feet prevailed. 

The cost of completing this work has been estimated at $114 million. It is 
dificult to conceive any other project where a million tons of cargo annually 
could be carried for a capital investment of $1.50 a ton. 

The $114 million requested for this work is only a small proportion of the 
more than $22 million which has already been expended. It is even smaller in 
proportion to the cost of developing the St. Lawrence seaway. The State of 
New York and much of its economy will be unable to take full advantage of the 
seaway unless the barge canal system from Lake Ontario to the Hudson River 
can provide greater than the 12-foot limiting depth which now controls the 
amount of cargo which any carrier can transport through its locks. 

On the basis of value received not only to the State of New York but to other 
areas of the Nation which depend on the barge canal system to an important 
extent, we earnestly solicit your favorable considerations of an appropriation of 
$144 million for the purpose outlined above. 


Mr. Kirwan. Is there a budget estimate for this item? 

Mr. O’Toote. Not that I know of. 

Mr. Marsuatn. We were always glad to have you before our com- 
mittee, Mr. O’Toole. 

Mr. Botanp. I think you have made a good case and a compre- 
hensive argument. As you know, our only problem is in trying to 
satisfy everyone. You are more familiar with that than I am, but 
you certainly make a good case for it, and I appreciate the testimony 
you have given here this morning. 

Mr. O’Tootx. As I say, 6 of these locks have been improved under a 
previous appropriation, but then the rest of the money was never 
turned over to us, and we now have a canal where we cannot use those 
locks for the 13-foot depth. 

Mr. Kirwan. I would say that this money should be spent on that 
old Erie Canal. It is one of the old things in America that remains 
very useful. It shows what a group of Irishmen can do. They dug 
it by hand, and it is one of the things that should never be let to 
deteriorate so long as it is of use. 

_Mr. O’Toorx. It serves a useful purpose. It serves about 1 mil- 
lion tons of the shipping. We could handle another 500,000 tons in 
62348—55—pt. 285 , 
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view of this development of the St. Lawrence seaway, if the projec 
were completed. 
Thank you all, gentlemen, for your courtesy. 


SHEBOYGAN, Wis., Harpor 


WITNESSES 


HON. WILLIAM K. VAN PELT, A REPRESENTATIVE IN CONGRESs 
FROM THE STATE OF WISCONSIN 

RUDOLPH J. PLOETZ, MAYOR OF THE CITY OF SHEBOYGAN 

NATHAN HEFFERNAN, CITY ATTORNEY 

EMIL C. SCHUETTE, REPRESENTING THE INDEPENDENT LABOR 
COUNCIL 

MATT SHOOK, EXECUTIVE VICE PRESIDENT OF THE SHEBOYGAN 
CHAMBER OF COMMERCE 


Mr. MargsHauz. The committee will be in order. We are pleased 
to have before the committee this morning our able and distinguished 
colleague from Wisconsin, Congressman William K. Van Pelt. Do 
you have a statement you wish to make, Mr. Van Pelt? 


STATEMENT BY CONGRESSMAN VAN PELT 


Mr. Van Pet. Yes; I have a statement, Mr. Chairman. First, | 
want to express my appreciation and the appreciation of the repre- 
sentatives of the city of Sheboygan, Wis., who are here with me, for 
this hearing. 

1 will not read the full statement, but I do want to comment on one 
important fact, and that is that the city of Sheboygan, through of: 
ficial action of the city council in 1949, agreed to spend $100,000 of 
city funds on this harbor project. In other words, the total estimated 
cost will be approximately $300,000 of which we are seeking $200,(00 
from the Federal Government to develop this harbor. The city cor- 
tribution will be used to lower the water mains under the harbor to 
the proper depth. 

The Rhebovaia Telephone Co.—and we have a representative of 
the company at this hearing—has already lowered its cables below 
the mark where the dredging would be done. 

(The statement submitted by Mr. Van Pelt is as follows:) 


STATEMENT OF HON. WILLIAM K. VAN PELT, MEMBER OF CONGRESS, WISCONSIN, 
CONCERNING THE SHEBOYGAN, Wis., HARBor PROJECT 


Mr. Chairman and members of the subcommittee, I wish to thank you for this 
opportunity to make this statement concerning an appropriation for much needed 
improvements to the Lake Michigan harbor at Sheboygan, Wis. This project is 
located in one of the most populous areas of my district, and I have given it con 
siderable attention since I was elected to the Congress in 1950. 

The need for the improvements requested has existed for a long time. The 
Public Works Committee held a hearing on the matter back in 1935 and agaill 
in 1949. Last year, at my request, a subcommittee of the House Committee ol 
Public Works inspected the harbor and was very favorably impressed as to the 
necessity and economic justification for this project. It was recommended by tii 
Army engineers and incorporated in the omnibus rivers and harbors bill passed 
by the 83d Congress. It is now fully authorized. As evidence of good faith the 
Sheboygan Council has committed the city to expend $100,000 to change the dept! 
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of existing watermain crossings. Unfortunately, the Bureau of the Budget did 
not see fit to recommend the Federal appropriation of approximately $200,000; 
therefore it has become necessary for us to appeal to you for the funds. As I 
pave indicated, the record of proof in this case is extensive and convincing. Iam 
not going to offer additional data because the facts will be fully covered by the 
witnesses Who will follow me. I merely call attention to the fact that the St. 
Lawrence seaway was approved in the 83d Congress with bipartisan support. 
This is a bipartisan project vitally needed at this time to handle the Sheboygan 
Harbor traffic under present conditions and will be imperative when the seaway 
is completed. At this time I would like to present representatives of the city of 
Sheboygan who have come to Washington to testify in favor of this appropriation. 

Mr. Van Perr. With that, I would like to introduce Mr. Shook, 
representing the chamber of commerce, who will introduce the several 
speakers who will be testifying here. They will welcome any ques- 
tions the committee might put to them. 

Mr. MarsHa.u. The committee will be glad to hear you at this time, 
Mr. Shook. 

Mr. Suoox. Thank you, sir. 

We have been down here before the Board of Review of the Corps 
of Engineers and the House Public Works Committee, and we have 
attempted in each one of these hearings to conserve time and to pre- 
§ sent what we call consolidated testimony. 

Mr. MarsHa.u. The committee appreciates that. 

Mr. SHoox. We would like to do that again this morning, and if you 
will allow us to I would like to first of all introduce the mayor of our 
city, the Honorable Rudolph J. Ploetz, who will speak on behalf of 
the community. 

Mr. MarsHatt. The committee will be glad to hear you, Mayor 
Ploetz. 


STATEMENT BY MAYOR PLOETZ 


Mayor Piorrz. Mr. Chairman and gentlemen of the committee, It 
was on February 24, 1954, that city officials of the city of Sheboygan, 
members of the Association of Commerce, and representatives of the 
Central Labor Council, A. F. of L., and the Independent Council 
appeared before the Committee on Public Works, Subcommittee on 
Rivers and Harbors, as to the necessity for deepening the Sheboygan 
Harbor. 

I deeply appreciate the opportunity of appearing here before you 
this morning representing the city of Sheboygan in its appeal for 
Federal aid in the development of its harbor project. 

We feel that Sheboygan’s continued growth and industrial well- 
being is dependent upon this harbor-improvement project. The city, 
now of nearly 50,000 inhabitants, entirely dependent upon raw ma- 
terials, is at a disadvantage in that it has only one railroad. Bulk 
shipments of stone, lumber from Canadian mills, ceramic clay from 
Europe, crude and refined oil and substantial quantities of coal, all 
of which could be transported more economically and in greater quan- 
tities via water facilities, would aid the city economically with a 
developed harbor. 

The report of the Corps of Engineers shows that the investigation 
made by the Chief of Engineers, came to the conclusion that certain 


. 


modifications of the existing Federal project at Sheboygan were 
Justified. 


The engineers recommended that the channel be widened to pro- 
vide for a better approach and that the 25-foot depth be extended 
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some 500 feet, that the 21-foot channel, 165 feet wide be extended from 
its present limits to 800 feet above the Eighth Street bridge, and that 
a channel 15 feet in depth and 100 feet wide be provided above that 
point. 

Our Congressman, William K. Van Pelt, also appearing with the 
Sheboygan delegation at the 1954 hearing, informed the committee 
that the city of Sheboygan had approved the required legislation to 
provide the municipality’s share of the cooperative funds needed to 
complete the project. 

The original work on this project was started in 1949. The project 
had been approved by Governor Kohler of the State of Wisconsin and 
the State planning board. The city of Sheboygan with its wood. 
working plants, oil industry, scrap-metal industry, etc., would, as a 
whole be benefited by the development of the harbor project. Eco. 
nomically and in every other way the development would be a great 
benefit to the city. 

Attempts have been made in the past by many of our local industries 
to bring in cargoes of raw material. Some of the vessels met with 
costly damage because of the shallowness of the water. 

The city’s records show that it has spent in excess of $218,000 for 
dredging operations between 1886 and 1946, and has turned over its 
municipal dock property for United States Naval Armory purposes, 
which property had cost the city $74,000 and which it is leasing to 
the Federal Government for $1 per year. 

The city, too, has taken action to assume a large share of the finan- 
cial burden for development of the harbor. In anticipation of even- 
tual harbor development the city has expended $32,000 to lay mains 
and cables at the necessary depth to prevent interference with future 
harbor improvements. Furthermore, the city of Sheboygan has com- 
mitted itself to spend the sum of $100,000 to bear the cost of relaying 
other mains at such time when cooperation of the Federal Government 
on the development project is assured. 

In order to assure our Government our compliance with certain con- 
ditions recommended by the Corps of Engineers, our governing body 
has by unanimous vote already provided the following: 

(a) Tohold and save the United States free from property damages 
which might result from the construction and maintenance of the 
project. 

(6) To make necessary changes in the existing water main crossing 
the river, for which, as previously mentioned, the Sheboygan Common 
Council has already agreed to bear the necessary costs, estimated at 
$100,000. 

(ce) Tomake available an adequate area to locate the transfer facili- 
ties required for unloading bulk petroleum carriers. 

The city of Sheboygan finds itself in a situation not unlike other 
American cities today, faced with an expensive program of postwar 
improvements. Two new schools have been built, a much needed 
sewer system expanded into newly acquired annexed areas, street 1m- 
provements on those same new annexed areas, all of which have be- 
come a drain on the community’s resources. With higher levels of 
government preempting and controlling local sources of revenues, 
local units of government are hard put to raise sufficient funds to 
defray their ordinary vosts of essential public services and improve 
ments. 
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Sheboygan and its citizens are convinced that this project is neces- 
sary to stimulate the economic well-being of our city. The harbor 
development would return to this community a thriving harbor, as 
well as an improvement in transportation facilities, under the present 
conditions, a lack of potential resources so vitally needed for increased 
manufacture of vital industries. 

On behalf of the citizens of Sheboygan, its industry and commerce, 
and to assure its economic stability, I most respectfully request the 
consideration of the Federal Government in this harbor-development 
project. 

Thank you very much, Mr. Chairman and gentlemen of the com- 
mittee. 

Mr. MarsHauu. Thank you, Mr. Mayor. 

Mr. Botanp. You say the harbor development will return to this 
community a thriving harbor. Was it a thriving harbor at one time? 

Mr. Snook. Yes, sir. At one time we had as many as 75 vessels 
loading and unloading. 

Mr. Botanp. Do you have any figures on the tonnage? 

Mr. SuHooxk. No, sir, I do not. 

Mr. Botanp. Does anyone have figures on the tonnage handled in 
the harbor ¢ 

Mr. Snook. We have more tonnage at the present time than we 
have had 

Mr. Botanp. Can you supply for the record the amount of tonnage 
handled in the harbor now and the amount handled 10 years ago? 
You say it was a thriving harbor at that time. 

Mr. Suook. We have that record because that was testified to a 
year or a year and half ago. 

Mr. Botanp. Then it is in that report? 

Mr. Suook. That is right. 

Mr. Marsuatu. Mr. Shook, would you call your next witness ? 

Mr. SxHoox. I would like to call on our city attorney, Nathan S. 
Heffernan, who will also give his brief in behalf of the city. 

Mr. MarsHatuL, We will be happy to hear him at this time. 


STATEMENT BY MR. HEFFERNAN 


Mr. Herrernan. Mr. Chairman and gentlemen, I have here a pre- 
pared statement which is in more detail than I want to give you orally. 
I would like to submit it at this time. 

Mr. Marsuann, We will place the statement in the record at this 
time. 


(The statement referred to is as follows:) 


I. INTRopUCTOoRY—HIstTORY OF THE PROJECT 


In re Sheboygan (Wis.) Harbor improvement. 
House COMMITTEE ON APPROPRIATIONS, 
Washington, D. 0. 

GENTLEMEN: On December 14, 1949, the city of Sheboygan, through its official 
representatives and interested citizens, industries, and agencies, formally pre 
Sented petition to the Milwaukee district engineer for the deepening and ex- 
tension of the Sheboygan River navigable channel. 

Public hearing on that petition was conducted by the district engineer and 
his staff in the common council chambers of the city hall in Sheboygan, Wis. 
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The original request of the city of Sheboygan sought the following improve 
ments: 

(a) Deepen the entrance area from the existing depth to 28 feet; 

(b) Deepen the inside channel from the existing 21-foot depth to 23 feet; anq 

(c) Extend the present project from its present terminus by the constructio, 
of a channel up the Sheboygan River to the Pennsylvania Avenue bridge, for first 
1,000 feet of such extension at a depth of 23 feet, and the balance of the ex. 
tension at a depth of 21 feet. 

You have received and reviewed all of the evidence had in that hearing. 

Subsequently, the Milwaukee district and the Chicago divisional offices of the 
Corps of Engineers modified the request so that the project would call for the 
following improvements: 

(a) Provide for an inner harbor channel extending upstream to the south 
side of Maryland Avenue at Ninth Street with a depth of 21 feet; 

(b) Thence upstream to the north side of Jefferson Avenue with a depth of 
15 feet and with widths such that the dredging will not be closer than 25 feet to 
existing bulkheads; 

(c) And to provide for improving the outer harbor entrance channel in the 
vicinity of the outer ends of the breakwaters to a depth of 25 feet and width 
of 450 feet. 

This modification was concurred in by the city of Sheboygan. Thereafter, the 
district and division offices approved the project, as modified. Subsequently, 
the project as modified has been approved by the Board of Review of the Corps 
of Engineers and has also received the approval of the Secretary of the Army, 
In 1954 the project received favorable consideration by the Subcommittee on 
Rivers and Harbors of the Committee on Public Works and was incorporated in 
the Flood Control Act of 1954. To date all agencies of the Federal Government, 
which have had this project before them for consideration, have given their 
approval. 


II. CHANNEL CHARACTERISTICS 
A. USE OF UPPER CHANNEL FEASIBLE 


Concededly, the varying river widths, channel meanderings, and contiguous 
topography of the Sheboygan River and Harbor make impossible realization of 
the ideal in water-port facilities. It would seem that the Cleveland, Ohio, and 
Manitowoc, Wis., harbor projects contain river windings and problems present: 
ing far greater difficulty of navigation than those under present consideration 
yet did not prevent maximum utilization of possible water transport. 

That this harbor has enjoyed an existence and as continuous and intensive a 
use that it has since 1848 is as persuasive an evidentiary fact as can be submitted 
in support for preventing its deterioration and neglect. The record stands as 
proof of its necessity to serve the continuing needs and purposes of the city of 
Sheboygan and the surrounding area. 

There is no question but that the upper reaches of the inner harbor, south- 
westerly, west, and north from the first bend of the river, cannot be opened to the 
use of the larger ships—the length of which are ever increasing—of the Great 
Lakes, but this fact is also true as to many other harbors on the Great Lakes 
which are enjoying the benefits of Federal improvements and maintenance and 
the record shows that efficient use of this particular part of the inner harbor has 
been and can be utilized for water transport. It is our understanding that the 
depth modifications (by the district and division offices of the Corps of Engineers) 
placed on the original improvement requests was motivated by recognition of 
these physical limitations, i. e.: both the city, the Association of Commerce and 
local interests requested channel depths and widths to afford use to ships larger 
than could navigate that particular area with sufficient ease. 


B. NECESSITY FOR USE OF INNER HARBOR 


The demands of waterborne commerce make expansion of harbor facilities 
upstream imperative inasmuch as the dock areas presently available are inade- 
quate for harbor needs. This issue will be developed under III and IV of this 
writing. 

It is to be emphasized, however, that any improvement of the lower harbor 
implies and justifies the need for improvement of the upper harbor inasmuch 4 
any expansion in the uses, functions and availability of the lower docks will re 
sult in forcing smaller craft such as the commercial fish tugs and pleasure craft 
to dock upstream. 
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III. ComMMUNItTY INTEREST AND PARTICIPATION 
A. FUNDAMENTAL NEGD FOR AN ADEQUATE HARBOR 


The industrial growth, progress, and stability of any community is geared to 
the availability and means of transportation to make accessible the raw material 
that is to be used for and in the manufacture of a commodity for distribution as 
q finished product or consumer item. The greater the number of types, methods, 
and means of transportation serving a community, the more readily it can adjust 
itself to market changes and competitive advantages had by other industries in 
the same field. 

These statements are elementary and self-evident but the city of Sheboygan 
considers itself to be in the awkward situation of having available the usual 
services of motortruck transportation, one railroad, and a partially realized 
means for water transportation—a port city on the Great Lakes without an 
adequate port. 

That there is an awareness of how vital the harbor facilities are to the She- 
hoygan area is evidenced by the general participation and interest in the past 
and present hearings on this project. 

It would be a matter of conjecture to determine how the employment picture 
is traceable to inadequate transportation facilities, but the fact that organized, 
responsible labor groups have been and are represened at the former and this 
hearing is probative of what cannot be reduced to dollars and cents—the appre- 
ejation that adequate transportation is essential to the life of industry and com- 
merce. Letters from these groups are also being submitted. 


B. BASIS FOR SEEKING FEDERAL PARTICIPATION 


With the higher levels of Government preempting and controlling sources of 
revenue, the local units of government are hard put to raise sufficient funds in 
order to defray ordinary costs of public service and to compromise or defer the 
cumulative and competing demands for improvements, expenditures, and serv- 
ices, which are the basie obligations of city government. For these reasons, 
recourse to the Federal Government has been had that through constitutional and 


traditional means this harbor, which has what would seem to be, on a compara- 
tive basis, as small a Federal project as any harbor on Lake Michigan, be in- 
cluded for development on its merits. 

The Federal project at Sheboygan Harbor, Wis., as it now exists. does no more 
than open the door to the river and cannot be used for unloading or loading 
purposes. Unless improved and maintained, the inner harbor tends to silt up 
and fill in so that present channel depths are inadequate. 

The shallow depths of the inner harbor, even in times of high water. present 
a constant navigational difficulty and hazard as revealed by testimony appearing 
in the course of hearing before the Board of Engineers. 

What dock space is available in the lower harbor is of such a nature, use, 
and location as to fall short of local needs: On the southerly side, the entire 
dock area is controlled and used to full capacity by the C. Reiss Coal Co.; as 
appears from the letter of that owner, this area, even if usable beyond the first 
bend, is inadequate to meet demands, 

Our investigations show that the 1952 use of coal in the area from the Reiss 
docks was 42,000 tons greater than in 1952, and that request has been made for 
more dock and coal-handling space. 

Of the northerly side, 1,017 feet are used by the Federal Government to the 
exclusion of the needs of commerce: 480 feet are in use by the Kohler Co. for 
unloading clay and is the only available dock for loading and unloading of 
passenger cruise vessels and the mooring of larger pleasure craft; 740 feet are 
under lease to commercial fishermen and could be developed for cargo and stor- 
age docks if the channel were of sufficient depth: 400 feet are owned and oper- 
ated intensively as coal dock and coal-handling yards by the Shehoygan Coal Co., 
and 762 feet are deteriorated premises presently unsafe for dock use, but 350 
feet thereof could be improved. (The existence of a perpetual spur line ease- 
ment in favor of the Chicago & North Western Railway Co. coupled with the 
topography of such frontage makes it inadequate for full dock use.) 

Despite its financial handicap, the city of Sheboygan has not shirked the 
burdens of improvements in cooperation with the Federal Government and 
interested industrial and commercial establishments in seeking development of 


this inner harbor. 
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The record shows the city has spent in excess of $218,500 between 1886 anj 
1946 for dredging operations—the earlier costs for silt removal being contracta 
for at 10 cents per cubic yard. 

It is a fact that the city turned over its municipal dock property at the Bight) 
Street Bridge to the Federal Government for Naval Armory purposes. Such 
property had cost the city a total of $74,864.52, and after removal of building 
(sold for $1,050) was leased for $1 a year under the form of agreement, copy 
of which is to be found as exhibit G hereof. 

(Attention is called to the fact that the photographs taken April 1, 1952 
showing the Naval Reserve site and included in the exhibit, also pictures 
Naval Reserve ship which wintered at the dock, making use of the utilities ang 
conveniences available at the armory for just that purpose. Draft of this ship 
is 8% feet.) 

City controlled street ends were steel sheeted at a cost of $12,475 in 1948 

The city contributed $2,800 to the total cost of $19,400 in relaying its poli« 
und fire alarm cables at a depth of 28 feet at the Eighth Street bridge crossing 
in 1946 when the Wisconsin Telephone Co. was requested to relay its service 
lines. 

In laying its intercepting sewer crossing at Seventh Street, the city expended 
the increased cost of $30,000 to lay the same at a depth to prevent any interfer. 
ence with harbor improvements. 

The estimated minimum cost for relaying of the water main at the New Jersey 
Avenue crossing so that the same will not interfere with dredging and naviga. 
tion operations is $100,000, an expense assumed by the city in assistance to 
realization of the requested harbor improvements. 


IV. COMMERCIAL AND INDUSTRIAL JUSTIFICATION 





In parts I, II, and III of this presentation you have received evidence as re 
lated to the request for an extended navigable channel in the Sheboygan River, 
channel characteristics, and the record of past and present participation of the 
city of Sheboygan in the maintenance and development of the Sheboygan River 
Harbor and Channel. 

Separately we are submitting for your information and consideration cow- 
munications showing projected need and interest in the deepening and extension 
of the navigable river channel. 

This includes statements of the Wisconsin Oil Refining Co., the C. Reiss Coal 
Co., RWay Furniture Co., the Reiss Steamship Co., Gus Holman Co., Sheboygan 
Iron & Metal Co., Optenberg Iron Works, Rahr Malting Co., Kohler Co., and Gen- 
eral Box Co. 

No purpose would be served to restate the material detailed in these con- 
munications which are separately submitted. It is respectfully urged, however, 
that the record thus far presented and as supplemented since December 1, 
1949, established : 

(1) The past and present financial savings through operations of the Sheboy- 
gan Harbor have returned manyfold the capital and maintenance outlay of 
the Federal Government in its investment. It would seem reasonable to tale 
the position that this record of economic justification should permit an expansion 
of facilities on its proved merits alone. 

(2) The increasing, projected and potential harbor uses are such that economic, 
practical justification exists for the improvements requested; that the Federal 
contribution to this need is disproportionately small and is not compatible with 
the assistance given other inland ports. 

(3) The condition of the inner harbor is such that experiences at high water 
levels in the recent past forecast a handicap to and a blight on the shipping evel 
now making use of the port. 


V. CONCLUSION 


As presented, it is hoped this evidence and the testimony will give a descril 
tion which covers the historical position of Sheboygan as a Great Lakes port 
city, as well as present use and projected mandatory needs if these various 
industrial and commercial establishments are to continue their growth and evel 
their existence. 

The figures presented clearly establish the fact that the city of Sheboygal 
has assumed and is bearing its share of financial responsibility in the maintail- 
ing of the interests of our harbor. We know that in order for this project t0 
receive your approval, there must be a clear-cut evidence of value received fo 
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dollars invested. We trust that the exhibits, communications, and statements 
prepared for you will give you the necessary facts to convince you that the 
Sheboygan project is necessary, is justified, and in the years ahead will benefit 
the economy and well-being of not only the Sheboygan area but that of the State 
of Wisconsin and the Nation as a whole. 

If, upon study of this material, it is found that additional information is neces- 
sary, or any questions are raised, we will be happy to do whatever is in our 
power to facilitate and expedite your review of the project. 

Dated this 10th day of May 1955. 

Respectfully submitted. 

City of Sheboygan, Rudolph J. Ploetz, Mayor; Lester H. Schild, 
Chairman, Committee on Harbors and Bridges; Sheboygan Asso- 
ciation of Commerce, John Von De Puy, President; Matthew B. 
N. Shankp, Executive Vice President; Emil C. Schuette, Sheboy- 
gan Independent Union Council; Eric Landweber, Central Labor 
Council; John M. Martin, Sheboygan CIO Council. 

Mr. Herrernan. This appearance here today, Mr. Chairman, is a 
culmination of the work and efforts of a large number of citizens of the 
city of Sheboygan and surrounding area for a period of approximately 
7 years. 

‘We have had appearances in our local common council before the 
district engineer. Subsequently, we appeared before the Board of 
Engineers and finally, after reaching their approval and the approval 
of the Secretary of the Army, we appeared before the congressional 
committees, and this project was approved by the Flood Control Act of 
1954. 

This project has been endorsed by all governmental bodies, both 
State and Federal, which have had an opportunity to consider it. 

This is not a project which it is believed will benefit anyone particu- 
iar segment of our community, but in which all the elements of the 
city of Sheboygan will benefit as the result of having a more adequate 
waterway. ; 

As the mayor mentioned, we have passed the necessary local legis- 
lation to make possible our participation in the Federal project. We 
have taken care of and approved all modifications which the Corps of 
Engineers suggested. We agreed we will hold harmless the United 
States in the event damage results in the dredging projects. 

I also mention that even at this time, although we have gone on 
record to spend money in the future, we have made such improvements 
now, such as laying our fire and alarm systems at a lower depth to 
make sure they are below the proposed channel at such time as this 
project is approved. 

_In addition we have agreed to spend at least $100,000 for the reloca- 
tion of storm sewers. 

I would like at this time to offer in evidence a recent resolution by 
Alderman Schild of the common council reaffirming our interest in 
this project. 

(The resolution referred to is as follows :) 


OFFICE oF CIty CLERK 
Sheboygan, Wis. 


CITY HALL 


_ Thereby certify that the annexed is a true copy of Resolution No. 21-55-56 
introduced in the common council, of the city of Sheboygan, Wis., on the 2d day 
of May 1955, and passed by the same on the 2d day of May 1955. 

Certified May 7, 1955 


J. E. LEBERMAN, City Clerk. 
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Resolution 21-55-56—by Alderman Schild, May 2, 1955 


A resolution reaffirming the interests of the city of Sheboygan and the citizens 
in the eventual accomplishment of the harbor improvement project. 

Whereas since 1949 the city of Sheboygan, Wis., together with the Sheboygan 
Association of Commerce, organized labor, and commercial and civie groups 
has sought Federal participation in the improvement and extension of a loca] 
harbor project; and 

Whereas the continuity of interest and effort is motivated by awareness that 
such program economically justifiable, is of urgent need to local industry to 
permit operations in competition with like establishments more favorably 
situated; and 

Whereas despite the handicaps and difficulties now existing, use of the hs ~ 
in recent years for water shipments of lumber, stone, clay, coal, and oil, 
well as fishing operations, cumulated the evidence that this port is atebiiies 
in importance and vital necessity to the area; and 

Whereas the Sheboygan Harbor project has received the approval of the 
House Committee on Public Works and is now being considered by the Appr 
priations Committee of the House of Representatives of the Congress of the 
United States: Now, therefore, be it 

Resolved, by the mayor and Common Council of the City of Sheboygan, That 
by and through adoption of this resolution, we, as representatives of the com. 
munity organizations and individuals, having concern in the successful pro- 
motion of the harbor program reaffirm the keen, continuing awareness ani 
concern of having the Federal Government participate in the local project and 
to extend the eager willingness of all interested parties to cooperate with con- 
gressional Representatives and committees in their study of the matter; and be 
it further 

Resolved, That the city clerk is directed to certify copies hereof to the chair. 
man of the House Committee on Appropriations, to Congressman William K 
Van Pelt, Senator Alexander Wiley, and Senator Joseph R. McCarthy. 


LESTER SCHILD. 

Mr. Herrernan. We have a large number of processers of scrap 
material in the area, an oil refinery, a number of woodworking plants, 
and as you all know water transportation is cheap transportation. 

At the present time, although the city of Sheboygan is loc: ated 01 
Lake Michigan, we have access s only in a limited sense to our principal 
resource, the resource of Lake Michigan, because we do not. have 
adequate harbor facilities. 

We have a limited channel which stops only a few feet up from 
the shoreline and as a consequence we are for ‘all practical purposes 
dependent upon truck transportation and on a single railroad line, 
even though we have unlimited access, or we could ‘have to the ve 

Once more I want to emphasize this is a plea made in behalf of 
all the citizens. We believe it will benefit the entire community. 

As you realize, it is not easy for one government, like the city of 
Sheboygan, to ask for a handout. However, you gentlemen in your 
own communities are well aware of the problems that a local govern: 
ment faces. 

In the State of Wisconsin the only source of revenue a municipalit) 
has is property taxes, which puts an undue burden upon the indiv idual 
homeowner and individual property owner. 

Yet we have constantly increasing pressures for additional municipal 
services, an ever-increasing school ‘population. 

In the last 2 years we have built 2 new schools. It is contemplated 
within the next 2 years we will have to spend $5 million for a high 
school, a new vocational school, and we have bonded our city to an 
extremely high amount considering the population of our city. 
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Therefore, gentlemen, it is only because we honestly believe that 
making this request to you will benefit not only our own community 
but the State and the United States as well that we come here to have 
you assist us in this project. 

“ As the mayor pointed out, through these years we have without 
Federal assistance contributed several hundred thousand to keeping 
our harbor in at least a usable state for small craft. 

We feel by having a comparatively small appropriation we can 
open up the entire area and the area of Sheboygan for oceangoing 
and lakegoing steamers. 

Thank you very much. 

Mr. Kirwan. Thank you very much. 

Who is your next witness ? 

Mr. SHoox. Mr. Emil Schuette. He will be speaking in behalf 
of the labor organizations in our community, including the CIO, the 
American Federation of Labor, and the Independent sien Council. 

Mr. Kirwan. All right. You may proceed. 


STATEMENT BY MR. SCHUETTE 


Mr. Scnuette. Mr. Chairman and gentlemen of the committee 
[reading | : 


We, the undersigned, represent the Sheboygan area labor organizations, in- 
cluding the Congress of Industrial Organization, the American Federation of 
Labor, and the Independent Union Council. Our membership approximates 
10,000 men and women. 

We have closely followed the hearings which have been conducted before the 
House Public Works Committee and the Board of Review of the Corns of 
Engineers with regard to the deepening and extension of the Sheboygan River 
navigable channel. Members of our organizations have personally participated 
in these hearings. 

It is our sincere hope that your committee will give approval to allocation of 
necessary appropriations with which to implement the authorization given to 
this project by Congress in 1954. 

This particular petition has the interest and support of practically every 
citizen in our community and surrounding area. We recognize that the future 
of our industrial plant prosperity and business enterprise lies largely within an 
improved transportation factor. 

The majority of our members are married and have families and are proud 
homeowners in the Sheboygan community and area. Our members depend 
= a standard of living based upon their earning powers in local industry and 
usiness. 

We believe that the improvement of waterway facilities in the Shehoygan 
Harbor will provide the instrument to not only protect the jobs we now have, 
tt will serve to promote new job openings as a result of plant expansion and 
the attraction of new industry to a community possessing essential transporta- 
tion factors. 

In essence, the early history of the Sheboygan community will bear out the 
fact that waterway transportation was the life blood which nurtured our early 
industrial development and prosperity. By the same token, we recognize that 
our ability to hold what we have, and even to gain, is dependent upon our ability 
to meet regional and nationwide competition. To us, who hold these jobs, the 
Improvement of the Sheboygan waterway facilities is an important stake. 

We sincerely hope that having been granted an authorization, your honorable 
body will view with favor the appropriation of necessary funds to carry out this 
program at the earliest possible moment. 

Throughout the country, in port city after port city, it is being conclusively 
demonstrated that growth and prosperity of communities is directly tied to the 
development and availability of all natural means of transportation, including 
the waterways. 
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Local industry has on repeated occasions attempted to utilize the existing 
river channel. The attempts have been accomplished under trying conditions 
to put it mildly, and certainly in no way conducive to long-term investment jy 
dock facilities for actual shipments. We know from other testimony which 
has been presented prior to this time, and again at this time, assurances haye 
been made by industry that facilities will be used if deep water is made available, 

We join with the official city family and all other interested agencies in asking 
that you grant an early appropriation to make this much needed improvement 
a reality. 

Respectfully submitted. 

Emit C. SCHUETTE, 
Sheboygan County Independent Union Council. 
JOHN MartTIN, 
Sheboygan Industrial Union Council, CIO. 
Eric LANDWEHR, 
Central Labor Council, AFL. 


Mr. Kirwan. Does that complete your statement ? 

Mr. Scuuvette. It does, Mr. Chairman. 

Mr. Krrwan. When was the project authorized ? 

Mr. Van Petr. It was authorized last year. 

The subcommittee of the House Public Works Committee paid a 
visit to Sheboygan a year ago last October under the chairmanship 
of our former colleague, Mr. Angell. 

The Coast Guard cooperated and the committee made a firsthand 
study of the project, and the committee authorized it. 

Mr. Kirwan. Thank you. 

Mr. SHoox. Mr. Chairman, I would like now, if I may, to present 
my statement, which will be in behalf of the industries, many of which 
are involved in this problem. 

I have representation here this morning: Mr. Clemens Reiss, of the 


Reiss Coal Co., and attorney Weisse, representing the Wisconsin Oil 
Refining Co. They are but two of the companies involved. 

Mr. Kirwan. Proceed. 

Mr. SHoox. Petition for the deepening and extension of the navi- 
gable channel of Sheboygan River, Wis., was initiated in 1949. At 


that time the city of Sheboygan, together with the Sheboygan Associa- 
tion of Commerce and representatives of industry, labor, and other 
agencies joined to request the Corps of Engineers and Congress for 
the deepening and extension of the river channel as a Federal project. 

Appearances have been made before the House Public Works Con: 
mittee, as well as the Board of Review of the Corps of Engineers in 
an effort to obtain favorable consideration and authorization. 

The rivers and harbors omnibus bill of 1954 provided the enabling 
legislation which brought to culmination the authorization of this 
project. 

We are deeply gratified that our case up to this time has proved 
of sufficient merit so as to obtain congressional approval. 

We are deeply appreciative of the courtesy which you have extended 
to us today in allowing our group to present our case for the purpose 
of obtaining necessary appropriations. 

In view of the fact that the official records, plus reports on previous 
hearings contain much of the detailed information, we should like 
to present a summation of the previous testimony and to touch upol 
those items which may contribute to a current revaluation. 

At the present time the Government project includes a turning 
basin and a brief entrance channel. The channel extends from the 
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turning basin to the Coast Guard lifeboat station which is situated 
a couple of hundred feet from the turning basin. The lack of a 
deeper inner channel going upriver, has in the past and is now affect- 
ing the operation of existing business and industry and has retarded 
normal industrial growth. With your approval, and that of Congress, 
the appropriation of funds to implement the authorization would 
at once remove one of the biggest handicaps to industrial development 
in this area and would permit existing industry to more ably compete 
in all markets. 

Up to this time Sheboygan is the only snub-nosed harbor on the 
western shore of Lake Michigan. 

Cities such as Racine, Kenosha, Milwaukee, Green Bay, and Mani- 
towoc have Government project channels which extend greater dis- 
tances from the outer harbor to points upriver in order to serve the 
industrial, fishing, and recreational facilities of those communities. 

The project as presently authorized would call for the following 
improvements: 

(a) Provide for an inner harbor channel extending upstream to the 
south side of Maryland Avenue at Ninth Street, with a depth of 21 
feet ; 

(6) Thence upstream to the north side of Jefferson Avenue with a 
depth of 15 feet, and with widths such that the dredging will not be 
closer than 25 feet to existing bulkheads; 

(c) And to provide for improving the outer harbor entrance channel 
in the vicinity of the outer ends of the breakwater to a depth of 25 feet 
and widths of 450 feet. 

Since 1949 when the initial petition was made every attempt has 
been exerted to develop port activities in this community. 

We believe the record will show that these efforts indicate marked 
progress. In addition to the historically heavy shipments of coal 
received each year, and the regular shipments of china and ball clay 
imported from England, the harbor has shown receipts which now 
also include lumber, stone, and oil. 

In 1953, for example, we received 510,385 tons of coal; 7,869 tons of 

imported china and ball clay; 15,000 tons of crushed limestone; 6,807 
tons of kerosene, oil, and distillate fuel oil; 169 tons of lumber; and 64 
tons of imported machinery. Add to that, if you will, 548 tons of fish 
involved in the local commercial fishing fleet. 
_ In 1954, 7 million gallons were received at the Reiss oil terminal 
involving 13 oil barge shipments. The company, up to this time, has 
3 million gallons of storage facilities and is now constructing 2 more 
2 million gallon storage tanks. The new and present facilities will 
account for 7 million gallons of oil storage. It is to be assumed that 
the greater storage capacity will call for additional waterway ship- 
ments, 

With reference to the Wisconsin Oil Refining Co., which joined in 
the petition from the very beginning, we should like to point out that 
in the year 1954, aprpoximately $2 million was paid out to the rail- 
roads for tariff in hauling crude oil to their plant. To the best of our 
knowledge this is the only oil refinery in the State of Wisconsin. If 
new ones have been built it still would be one of the few that exist in 
our State. Despite many handicaps, they have established facilities 
which would assure effective production. As has been stated by the 





refinery officials time and again, the ultimate solution to their success, 
their growth, and even their existence, is the construction of a pipeline 
which could be used for both incoming and outgoing shipments of 
the crude and refined products utilizing waterway transportation. 

The Kohler Co., one of the largest plumbing fixture manufacturers 
in the country, receives China and ball clay in vessels originating in 
England. All of the tonnage is made in vessels which are capable of 
making the trip. Lack of depth in the harbor, however, has at times 
rendered this as a difficult proposition. For example, in 1950 the 
steamer Dione brought in two cargoes totaling 2,901 gross tons. On its 
second trip in November of 1950, a cable on the river bottom became 
wound around the ship’s propeller, approximately 45 turns. A great 
deal of time was lost to the vessel in removal of this cable. 

As has been pointed out in Kohler Co. communications, the wharves 
east of the Eighth Street Bridge are not desirable for unloading 
ceramic clays, because of the danger of contamination from coal dust 
and the necessity of their clay trucks traveling on Sheboygan’s main 
business street. Unloading at a point west of the bridge would avoid 
these problems and would shorten the truck haul considerably. 

The Gus Holman Co. and the Sheboygan Iron & Metal Co., engaged 
in scrap metals and scrap briquetting, have also petitioned for the 
deepening and extension of the Sheboygan River channel. As ex- 
pressed by these companies, this particular project has now become a 
vital necessity for their very continuation. They point out that com- 
petition without advantage of water transportation closes down the 
eastern markets—in fact, eliminates them—and places complete de- 
pendency on one market. 

These companies represent employment, as well as service to other 
industries in the Sheboygan area. 

The R-Way Furniture Co. and General Box Co. have attempted 
since the start of these hearings to bring in lumber via waterway from 
Canada. 

The R-Way Furniture Co., largest of the furniture plants in the 
city of Sheboygan, has on two occasions attempted to bring in lumber 
utilizing the Yankcanuck Steamship Lines of Toronto. 

On the first shipment the ship’s propeller was damaged involving 
some $19,000 damage, and on the second occasion, with an even 
heavier load, the vessel had to plow through a good portion of muck 
and silt. Both shipments were made on the west side of the Eighth 
Street Bridge. 

This present condition places a primary reliance upon obtaining 
birch lumber from Wisconsin and upper*Michigan. The point to be 
stressed is that the supply of birch in the State of Wisconsin and upper 
Michigan is rapidly depleting. It is only a matter of time before it 
will become mandatory that the lumber be obtained from other sources. 

The R-Way Furniture Co. has located sources, through personal 
representatives in Thessalon, Georgian Bay, Parry Sound, and Hunts: 
ville areas in the Providence of Ontario, Canada. It is their extreme 
desire plus that of the General Box Co. and the Phoenix Chair Co. to 
bring in lumber upriver to their own dock facilities. 

Until deep water is available such hope is denied. and such action 
rendered impossible. 
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In addition to these specific problems which face existing industries, 
the desire has been expressed > the Reiss Steamship Lines to berth 
their vessels in the home port city, Sheboygan, during the winter 
months. The same desire was expressed several years ago by the Rahr 
Malting Co. of Manitowoc, Wis. ‘That this is a practicable and feasi- 
ble proposition is borne out in the fact that Optenberg Iron Works Co. 
in this city has for more than 60 years repaired and refitted cargo 
vessels. Since 1893 they have performed service which would be re- 
quired for the repair and maintenance of the lake carriers. This is an- 
other phase which we believe belongs and adds to the completeness of 
the Sheboygan project and its economic justification. 

We should like to point out that the petition for our project and 
subsequent hearings occurred before the passage of the St. Lawrence 
seaway legislation. At no time in any of these hearings were any 
economics tied in with the speculation of passage of this bill, but only 
on existing commerce and relationship of the problem to existing in- 
dustries. 

With the passage of the seaway legislation the problem becomes 
even more acute. With the lack of deep water we will face additional 
competition from every port city on the Great Lakes having avail- 
ability of deeper water than that which we have at the present time. 

The Sheboygan Harbor has been in existence since 1848. It has been 
in continuous use since that time in varying degrees. This history 
should provide some support in preventing its deterioration and 
neglect. 

That the harbor has served the needs and purposes of Sheboygan 
and surrounding area, we believe is borne out in the preceding 
statistics. 

This project has become one of paramount importance to practically 
every citizen in the Sheboygan area. The fact that we have had full 
participation on the part of the official city government, individual 
industries, labor, and the Association of Commerce, would give cre- 
dence to that claim. 

We respectfully urge your honorable body to give favorable con- 
sideration at this time to appropriation of the needed funds to bring 
about a final implementation of the project which will bring deep 
water to the Sheboygan Harbor Channel. 

In spite of tremendous handicaps, every attempt is being made to 
bring in commerce. The elimination of the handicap would permit 
full use of all dock properties and facilities and would enable a free 
flow of waterborne traffic for both import and export. 

We ask that you give us the chance to not only “have and hold,” but 
also to grow and to increase our economic contribution to our own 
area, to the State of Wisconsin, and to the entire Nation. 

We thank you for this opportunity. 

Mr. Kirwan. Thank you for a very fine statement, Mr. Shook. 

Does that conclude all of your testimony ? 

Mr. SHoox. Unless you have questions, gentlemen. 

Mr. Kirwan. I believe there is nothing further, gentlemen. 
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WITNESSES 


HON. ALBEN W. BARKLEY, A UNITED STATES SENATOR FROM THE 
COMMONWEALTH OF KENTUCKY 

HON. CARL D. PERKINS, MEMBER OF CONGRESS FROM THE COMMON. 
WEALTH OF KENTUCKY 

HENRY WARD, COMMISSIONER OF CONSERVATION, COMMON. 
WEALTH OF KENTUCKY 

HARRY LAVIERS, PAINTSVILLE, KY. 

JACK REED, APPEARING IN BEHALF OF SENATOR EARLE (. 
CLEMENTS 

HON. IRVIN TURNER, CIRCUIT JUDGE, KENTUCKY 

W. H. REYNOLDS, MAYOR, JACKSON, KY. 


Mr. MarsHaty. We will resume now. We will be pleased to hear 
from our distinguished Senator from Kentucky, Senator Barkley. 


STATEMENT BY SENATOR BARKLEY 


Senator Barkiey. Mr. Chairman and gentlemen, I would be glad to 
stay throughout the hearing if I could, but we have a hearing in the 
Committee on Foreign Relations on the mutual assistance program, 
and the Secretary of Defense is testifying there now. I feel I should 
be there. 

Besides that I understand you have only 20 minutes for each of these 
projects, the Buckhorn Dam and the Jackson cutoff, and the reexan- 
ination of the Big Sandy. I do not want to take any of the time of 
these gentlemen who has detailed information. 

I just want to say I am very much interested in these projects. | 
have been familiar with them for a long, long time, as you may 
imagine. Iam thoroughly in favor of them. 

We have been trying to get the Big Sandy surveyed so that we can 
have a final verdict on that project in a very important section of our 
State, and not only our State but West Virginia, Virginia, and other 
portions of that region of our country. 

I hope that the committee will act favorably upon the request for 
additional money to complete that survey and reexamine the whole 
question of the Big Sandy. You are familiar with what has happened 
heretofore and I will not go into it. 

Every time it rains the need for the Jackson cutoff is emphasized. 
Judge Turner is here to testify about that, and Carl Perkins, one of 
our colleagues, and others. 

Buckhorn Dam is very necessary there. I think now what they are 
asking is money enough to complete the Jackson cutoff. 

Is that right, Mr. Perkins? 

Mr. Perkins. Correct, $246,000. 

Senator Barkury. I wanted to express my interest in all of this and 
assure you that if I can be of any help to the committee in furnishing 
other information I will be available to do so. 

I will take no further time. Ithank you very much. 

I am sorry I cannot stay to hear all of these fine Kentuckians, for 
each of whom I will vouch. They have been doing some vouching, 
too; so there is mutual vouching. 
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Whatever they tell you you can rely on without any equivocation. 

Thank you very much, gentlemen. 

Mr. Marsuauu. Thank you for appearing before us, Senator. 

We will be glad to hear at this time from our distinguished and able 
colleague from Kentucky, Congressman Perkins. 


STATEMENT BY CONGRESSMAN PERKINS 


Mr. Perkins. Mr. Chairman, I think it would expedite matters and 
be less confusing to take these projects up separately. 

I suggest we first take up the Big Sandy project. 

We have in the budget this year $20,000 for a restudy of the whole 
Big Sandy problem from the standpoint of navigation, flood control, 
and industrial water. 

At that rate this survey will run into 1960 before it is completed. It 
is simply a realistic question before this committee to appropriate 
enough money this year and next to complete this survey, and I will 
not take up any more time. That figure should be raised from $20,000 
to at least $75,000. The Army engineers estimate the project can be 
completed the coming fiscal year and next, this is a restudy, and the 
total cost will be $125,000. 

They say it is perfectly feasible to complete the restudy this year 
and next. 

Senator Clements’ representative is here, Mr. Jack Reed. 

Then following we have Mr. Harry Laviers. 


STATEMENT OF SENATOR CLEMENTS 


Mr. Reep. My name is Jack Reed, legislative assistant to Senator 
Earle C. Clements. He regrets very much that he is unable to be here 
today. 

Mr MarsHatu. I am sure this Committee fully realizes the demands 
on the time of the Senators. 

Mr. Reep. He fully expected to be here. He was prevented at the 
last moment from doing so. 

Senator Clements’ interest in the Big Sandy, I think, has been dis- 
played throughout his term in the Senate, and even before, when Gov- 
ernor of Kentucky, he actively supported a full development of the 
Big Sandy River. 

I have here a prepared statement of Senator Clements. I know that 
in the interest of time you would want to get on with these other 
witnesses. 

I will submit it for inclusion in the record. 

Mr. MarsHaty. Without objection it will be placed in the record 
at this time. 

(The statement of Senator Earle C. Clements is as follows :) 


STATEMENT By SENATOR EARLE C. CLEMENTS IN SUPPORT OF APPROPRIATIONS FOR 
Bie SANDY AND TRIBUTARIES 


Mr. Chairman and members of the subcommittee, a review of the feasibility of 
& comprehensive development of the Big Sandy and its tributaries is authorized 
by an amendment to the Rivers and Harbors Act of 1954 and by a resolution of 
the Senate Committee on Public Works on April 21, 1954. The review is 
prompted by several factors of economic significance which have come into ex- 
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istence since previous studies of the basin were made. It is my view that the 
present economic circumstances which will determine the feasibility of the proj- 
ect now more strongly than ever support the development of the valley. A full 
development of the river basin by providing dams and locks for navigation in 
the maintenance of pools sufficient for industrial and domestic uses together 
with the construction of flood control and water storage reservoirs in the head- 
waters will revitalize this potentially prosperous area fully justifying the funds 
expended in its development. 

Appropriations for fiscal year 1955 of $10,000 have concluded the preliminary 
phase of the review so that in fiscal year 1956 the Corps of Engineers is in a 
position to continue the survey, going more comprehensively into its details, 
For this purpose the Bureau of the Budget has recommended an appropriation of 
$20,000. In view of the fact that the total cost of the survey is estimated at 
approximately $125,000 it would appear that this appropriation should be sub- 
stantially increased in order to make more worthwhile progress. In this con- 
nection the Corps of Engineers have indicated that the survey can proceed to 
orderly completion in 2 years. The following considerations will serve to demon- 
strate to the subcommittee the importance of continuing the survey at a more 
rapid rate than is permitted by the Bureau’s recommendations. 


NAVIGATION 


The existing navigation facilities on the Big Sandy River were completed in 
1910 and consist of 3 locks and dams on the main stream, and one each on the 
Tug and Levisa Forks. The No. 1 lock and dam located three-tenths of a mile 
above the mouth of the Big Sandy will be inundated by the completion of Greenup 
lock and dam on the Ohio River which is now under construction near Greenup, 
Ky. The existence of this latter dam performing the function of a dam on the 
Big Sandy will make unnecessary the replacement of the No. 1 lock and dam 
on the Big Sandy contrary to what was considered necessary in previous studies 
and reports by the Corps of Engineers on the development of the Big Sandy. 
It can readily be seen that the elimination of this one costly structure will re 
duce substantially the cost of providing modern navigation facilities on the river 
while at the same time causing no lowering of the benefits to be derived from the 
navigation improvements. 

All five existing locks and dams are obsolete and only lock and dam No. 1 
is Maintained on an active status. The waterway does not now permit river 
traffic to extend into the important coal fields which lie in the basin although the 
canalization project recommended in House Document 264, SOth Congress, 1st 
session, Would have extended 9 feet depths into this rich region. 

The construction of a number of steam generating plants in the Ohio Valley 
consuming fabulous tonnages of coal is a second new factor in the economic pic- 
ture of the Big Sandy Basin development which has come into being since previ- 
ous studies and reports were made by the Corps of Engineers. The Atomic En- 
ergy Commission’s investment in excess of $1.2 billion in the atomic plant at 
Portsmouth in this portion of the Ohio Valley, the Shawnee plant in Kentucky 
and the Joppa plant in Illinois, both near Paducah—all will be potential users 
of Big Sandy coal providing the modern navigation facilities on the river are 
installed so as to provide a means whereby this coal may be economically trans- 
ported. To these potential consumers of Big Sandy coal should be added the many 
new industries growing in the Ohio Valley. Totals of announced separate in 
vestments of $1 million or more for new industries or expansion of existing indus- 
tries on or near navigable streams of the Ohio Valley for the next 5 years have 
been calculated to be $7,610,420,000 with over 514 billion of this amount rep- 
resenting new plant investment. The Big Sandy Basin with its rich deposits of 
coal, its surplus labor, its timber, gas and oil should play a contributing role in 
the expansion and development of the Ohio Basin. This I am confident it will do 
if modern-sized barges and tows are enabled to travel into the Big Sandy region. 

Not only can the Big Sandy play an important part in the existing and planned 
industrial activity of the Ohio River Basin but also it is reasonable to conclude 
that the provisions of increased water levels and low-cost water transporta- 
tion as a result of modern locks and dams will attract industrial activity in the 
area itself. Thus development of the Big Sandy will contrfbute to the industrial 
movement in the Ohio River Valley. 

Another factor has recently become important in computing the cost-benefit 
ratio in developing the Big Sandy waterway. I refer, here, to the reduced cost 
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of constructing improvements on the Big Sandy which there is good reason to 
anticipate as compared with previous higher estimates. The estimated cost on 
constructing locks and dams 1 and 2 at Rumsey and Spottsville on the Green 
River were believed to be in excess of $14 million. After the initial contracts 
were let last year the revised estimates indicate that the cost of construction will 
be approximately $10 million. Contributing substantially to this reduction was 
the fact that this project had a greater number of bidders than similar jobs 
have experienced in recent years. It may well be that the experience with the 
Green River construction costs will prove to be a trend in construction enabling 
the navigational projects on the Big Sandy to be undertaken at costs much 
lower than imagined in previous studies. 

The decrease in anticipated cost of the project through the elimination of the 
reconstruction of lock No. 1 and the anticipated lower construction costs in gen- 
eral together with the ingreasing demand for coal in the Ohio Valley Basin 
and its sizable industrial expansion, forecast the economic feasibility of the 
planned development. In fact these factors are of so much substance as to 
compel completion of the survey at the earliest possible date. 


FLOOD CONTROL AND WATER STORAGE RESERVOIRS 


The comprehensive survey will reappraise the authorized reservoirs, Fish- 
trap on the Levisa Fork, Clintwood on the Pound River, Haysi on the Russell Fork 
and such other headwater impoundments as are deemed warranted by the corps. 

Aside from the flood protection features of the upstream reservoirs their suit- 
ability for the storage of water for industrial processes, domestic uses and the 
abatement of pollution are factors which merit restudy and reappraisal in the 
light of present day conditions. Located close to large coal reserves and a sur- 
plus of labor, full development of the potentialities of the region could be realized. 

Over and above any of the benefits mentioned thus far to be obtained from the 
development of the valley will be the utilization of the labor surplus in the eight- 
county area generally considered as comprising the valley. 

The experience gained from Dewey Reservoir which is the only flood-control 
reservoir constructed on the upper tributaries of the Big Sandy predicts not only 
great advantages from flood control and water storage features of these up- 
stream impoundments but also suggests that the recreational and wildlife con- 
servation aspects of the reservoirs offer great economic advantages. In this 
connection it is estimated that some half million people in each of 2 past calendar 
years visited Dewey Lake where the division of parks of the Commonwealth 
has established its newest State park. A full development of this park will 
undoubtedly raise these figures considerably. The Department of Fish and Wild 
Life Resources of Kentucky has included this reservoir, a natural wildlife habi- 
tat in its conservation planning and program. 


CONCLUSION AND RECOM MENDATIONS 


The Corps of Engineers have indicated that the survey can be completed on 
a feasible schedule in a 2-year period with an expenditure of $125,000. The 
allocation of only $20,000 as recommended by the budget proposal for fiscal 1956 
will not permit the completion of the survey within this period the corps indi- 
cates would be reasonable. I therefore urge the subcommittee to approve a sub- 
stantial sum this coming fiscal year so as to enable completion of the survey in 
the 2-year period, as the corps has deemed advisable from an engineering stand- 
point. 


Mr. Perkins. Mr. Laviers. 


STATEMENT BY MR. LAVIERS 


_ Mr, Laviers. Mr. Chairman, members of the committee, my name 
is Harry Laviers. I live at Paintsville, Ky., and am engaged in the 
production of coal, principally. I have lived in Paintsville all of my 
life and am very familiar with the problems and the resources of the 
Big Sandy Valley. I was president of the Big Sandy-Elkhorn Coal 
Operators Association for 10 years, and at the present time am a di- 
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rector of both the National Coal Association and the Southern Coal 
Producers Association. 

I am appearing before your committee as a citizen of eastern Ken- 
tucky for the purpose of urging an adequate appropriation to com- 
plete a survey of the water reservoir program proposed for our valley, 
It is generally recognized that our economy has been built on the pro- 
duction of our natural resources, principally coal, oil, gas and timber, 
It is also well known that the coal industry, which is the principal 
employer of labor in our area, has been drastically curtailed with a 
resulting increase of unemployment, resulting in a situation which has 
made it necessary for both State and Federal agencies to come into the 
area with measure relief programs. 

I am also a member of the Kentucky Agricultural and Industrial 
Development Board, and by reason of my membership on this board, 
I have had intimate contact with industrial prospects seeking either 
new locations for their plants or expanded facilities. As a result of 
the distress in the coal areas, our board has made a special effort to 
induce other industries who look with favor on Kentucky to locate 
somewhere in eastern Kentucky. To date we have been completely 
unsuccessful in our efforts, and I consider one of the major reasons 
for this is the lack of industrial water available to this area. Almost 
without exception the first inquiry which these new industries make, 
with reference to a new location, is the labor supply, and second the 
availability of industrial waters. 

If we had available an adequate water supply all year round, plus 
the cheaper transportation of our industrial coals by means of canal- 
ization of the Big Sandy River, I am sure there would be an economic 
revival of this area, and in addition would make available to what 
I consider the future industrial center of this country—namely the 
Ohio River Valley—millions of tons of coal and other natural re- 
sources not now accessible to this development. 

It is my understanding that the completion of this survey will cost 
in the neighborhood of $19 5,000 to $130,000 for a period of 2 years, and 
I am therefore urgently suggesting that your committee make avail- 
able $50,000 or $60,000 in the present budget which can be utilized this 
year in the process of this survey. 

Tf there 1s any further information you want about this area I will 
be glad to supply it. 

I have been principally in the coal business in this area. I have some 
other industries in which I am interested, wholesale grocery and some 
land companies, and so forth. 

By reason of these contacts I have had here I have been firmly con- 
vinced in my own mind that one of the things we lack is adequate 
industrial water over the ye ar. 

We have floods in the rainy season and we have a drought for lack 
of water in the dry seasons. 

We use a lot of electricity in the production of coal in this area. 
We have tried to get the power companies to build a plant up there 
so they could furnish us close to the coal area. They say they cannot 
do it on account of the lack of water supply. 

There is flood at one time and drought the next. We have had two 
chemical companies, I have personally taken them up on Big Sandy, 
where we have gas, coal, and other natural resources that they use. 
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They say “It looks like a good location except industrial water sup- 
ply is not dependable and adequate.” ; 

We have been up against that problem nearly every time we brought 
an industry up there. Most of the industries nowadays, like the chem- 
ical or plastic industries, use a tremendous amount of cooling water, 
and it is quantity they need perhaps as much or more than the quality 
of the water. 

The processes absorb this water and it takes a lot of water. 

Mr. Perxrns. Mr. Laviers, why would you consider it a saving of 
money to step up the amount to be expended for resurvey in the long 
run? Why would it be a saving instead of going along at the rate of 
$20,000 annually ? 

Mr. Lavrers. We have a tremendous amount of unemployment up 
there. If we can get some diversifications we can take up this un- 
employment and keep these people occupied there at home. 

The entire amount of the survey is about $125,000. At the rate of 
$20,000 a year it will be 6 years to get the survey completed. 

We need to be getting into the meat of the thing as soon as the 
survey can determine the feasibility and economic ratio of the cost and 
benefits from this. 

I feel sure in light of present trends in industrial locations that that 
economic ratio would be materially increased now by reason of this 
adequate industrial water. 

Mr. MarsHatyu. We thank you for your statement. 

Mr. Perkins. Mr. Henry Ward, commissioner of conservation. 


STATEMENT BY MR. WARD 


Mr. Warp. I am Henry Ward, commissioner of conservation in the 
Commonwealth of Kentucky, and I am representing Governor Law- 
rence W. Wetherby. 

In my judgment the importance of the restudy of the Big Sandy 
cannot be overemphasized due to the fact that there are so many 
developments that are contingent upon the study indicating what 
ought to be done in the development of the river. 

The State of Kentucky, for example, is constantly in the process 
of building highways and making improvements. 

The development of the Big San » Which would call for the con- 
struction of reservoirs, materially affect the location of future roads, 
and it indicates the sooner the study can be completed the better posi- 
tion the highway department is in making determination about loca- 
tion of roads. 

; The same applies to railroads, industrial locations, building of 
1omes. 

I have been impressed with the fact that the United States Corps 

of Engineers indicated that two proposed reservoirs in the upper 
reaches of the Big Sandy, which some years ago they thought would 
be feasible, they now say probably would not be feasible because of 
developments brought about in the valley which would be adversely 
affected by the building of reservoirs. 
_ As I see it, if flood control is a national responsibility, and we feel 
it is, and it 1s important, particularly in the downstream areas, the 
sooner determinations are made as to where these reservoirs should be 
built the better from the point of view of developments in that area. 





564 


There are a lot of other developments in eastern Kentucky in which 
we are interested. oe 

For example, the two Commonwealths of Kentucky and Virginia 
have jointly participated under a contract approved by Congress for 
the development of an interstate park on a fork of the Big Sandy 
River. 

I know Congress normally does not give too much consideration 
to recreational benefits from these projects but they are there and they 
are of real benefit to people. Where such benefits can come from the 
development for flood control and navigation, and where there are 
additional benefits to people, they might well be considered. 

There are tremendous potentials in the development of recreation 
in the breaks of the Sandy area. 

The only reservoir built there is Dewey Lake. The State of Ken- 
tucky is in the process of developing a State park around Dewey Lake 
now. There are real economic values from such recreational devel- 
opments. 

As I pointed out last week in discussing some other projects with 
your committee, I am also chairman of the Kentucky Water Pollution 
Control Commission and the highway sanitation committee. There 
is a very serious pollution problem on the Big Sandy. It affects the 
industrial area and the Huntington and Ashton area. This will be 
beneficial not only for navigation but abatement of pollution. The 
Commonwealth of Kentucky is interested in the whole program and 
recommends seriously your consideration in the request for appropria- 
tion of additional funds to make possible completion of the planning 
during the 2-year period. 

I would like to file this prepared statement. 

Mr. MarsHaty. Without objection, it will be placed in the record. 
(The statement referred to is as follows :) 


STATEMENT BY HENRY WARD, COMMISSIONER OF CONSERVATION, COMMONWEALTH 
OF KENTUCKY, ON THE MATTER OF A RESTUDY OF THE Bic SANDY RIVER AND ITS 
TRIBUTARIES FOR FLOOD CONTROL AND NAVIGATION 


I am Henry Ward, commissioner of conservation for the Commonwealth of 
Kentucky, and am here representing Gov. Lawrence W. Wetherby. ‘The division 
of flood control of the department of conservation is the oflicial agency of the 
Commonwealth of Kentucky to develop a program for flood control and water 
usage and to express for the Commonwealth its position on proposed flood- 
control projects. 

In addition, I have a deep interest in the broad subject of water as a natural 
resource because of my position as chairman of the Kentucky Water Pollution 
Contrel Commission and as past chairman and a member of the Ohio River 
Valley Water Sanitation Commission. Both these agencies are charged with 
responsibility to control and abate water pollution. 

The Big Sandy and its tributaries, the Tug and Levisa Rivers and the streams 
which flow into them, are of tremendous importance to eastern Kentucky, and 
indirectly what happens in connection with them has a marked bearing on the 
welfare of the entire State. Floods which bring suffering and economic loss to 
the Big Sandy Valley have far-reaching effects through the State. A slump 
in employment in that valley due to the fact that coal producers there need 
water transportation to move their coal to markets adversely affects the wel- 
fare of the entire Commonwealth. 

We are officially in favor of the complete development of the water resources 
of the Big Sandy area, and urge favorable consideration by Congress of the 
requests for the appropriation of funds to complete the restudy necessary to 
determine what type of program should be undertaken. 

The Commonwealth of Kentucky endorses the request for $90,000 to the United 
States Corps of Engineers for a restudy of the Big Sandy, which is the amount 
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estimated as being necessary to expedite the surveys and studies during the 
forthcoming year. 

Studies of the past indicate that upstream reservoirs will be needed on the 
Big Sandy tributaries to control floods and to store water for navigation and 
other purposes. Storing of water during periods of flood and release at low 
flow stages would be valuable to pollution-abatement programs throughout the 
yalley, and also help in that campaign on the Ohio River. 

Development of the water resources on the Russell Fork of the Levisa River 
also would be helpful in the building of a major recreational attraction in con- 
nection with the new Breaks Interstate Park, which will be developed coopera- 
tively by the Commonwealths of Kentucky and Virginia. I can testify to that 
because I am a member of the Breaks Interstate Park Commission. 

Comments by the Corps of Engineers indicate why the restudy should be ex- 
pedited. The original study submitted to the 80th Congress, 1st session, indi- 
cated that both the proposed Haysi and Fishtrap Reservoirs were feasible. 
Since then, the Corps of Engineers reports, improvements of roads, railroads, and 
other construction at both sites are so extensive as to eliminate them from fur- 
ther consideration. Only a thorough restudy will indicate what projects are 
feasible at the present time and what program should be developed for the valley. 


STATEMENT BY CONGRESSMAN PERKINS 


Mr. Perkins. Mr. Chairman, members of the subcommittee, the 
Big Sandy Valley, the major portion of which is in eastern Kentucky 
follows the Kentucky-West Virginia border for more than 100 miles. 
This valley, which normally produces 14 or 15 million tons of coal a 
year has an economy built around this 1 industry. However, tim- 
bering and timber products, and other industries have closely followed 
the development of the coalfields. Much of the forest land in the area 
has been converted to farmland, with the hillsides used for grazing. 
With the loss of the protective covering of forests, the water storage 
ability of the land has been drastically decreased. The result is that 
the region normally expects spring floods and fall droughts. 

The newspapers conservatively estimated the flood loss in the valley 
during the first week of March 1955 at $50 million. The Dewey Reser- 
voir on the Levisa Fork, the only 1 of 5 reservoirs authorized, which 
has been constructed, was credited with reducing this loss in the west- 
ern side of the valley. The water shortage during the dry season 
limits the industrial development of the area so that we face the para- 
dox of an area subject to disastrous floods, but with an inadequate 
year-round supply of industrial water. 

The know coal resources of this valley are sufficient to maintain the 
current production rate for 200 years. Yet it issuffering from a serious 
economic depression with approximately one-third of the industrial 
workers in the area unemployed. The unemployment situation has 
become very critical with no substantial improvement since 1953. A 
major portion of these unemployed workers have exhausted their un- 
employment insurance rights as well as their savings and their credit. 
These workers and their families are absolutely dependent on welfare 
agencies for their existence. The business depression has also ad- 
versely affected the financial ability of the local governments to help 
the welfare agencies so that many of these people face actual starva- 
tion unless successful efforts to revive the industrial life of the area are 
put into effect at any early date. 

The problem of the coal industry is primarily one of transportation. 
which is the major item in the cost of coal to consumers. This trans- 
portation cost can be reduced only by the canalization of the Big Sandy 
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River. The Army engineers have questioned the benefit-cost ratio of 
the project. While many authorities in the area have estimated the 
annual coal shipments by water at from 7 to 9 million tons, the Army 
engineers appear to have used 5 million tons as the basis for their calcu- 
lations. They have also failed to include the value of industrial water 
in their calculations of the benefit-cost ratio. The annual volume of 
coal shipments on the completed waterway cannot be definitely deter- 
mined, but the new steam plants along the Ohio River would certainly 
have a tendency to increase the coal shipments on this waterway. 
These new steam plants, all completed or under construction since the 
Army engineers made their last report on this project will consume 
some 20 million tons of coal per year. 

The Big Sandy Valley is unable to meet the prices of water-trans- 
ported coal to these steam plants, as the rail freight rates are from $1 to 
$2.50 higher depending on the location of the plant than are the water 
freight rates for coal from this and adjoining areas. The canaliza- 
tion of the Big Sandy River would immediately revive the coal in- 
dustry in this valley, and also encourage industrial plants to locate in 
the area with full assurance of an adequate supply of industrial water. 

The high level Greenup Dam in the Ohio River now under con- 
struction would eliminate the necessity of lock No. 1 in the Big Sandy 
River. This materially reduces the cost of the canalization of the re- 
maining portion of the Big Sandy, and thus increases the benefit-cost 
ratio, 

The Army engineers have initiated a project to resurvey the flood- 
control and navigation problems in the valley. Approximately 
$10,000 has been expended on this project and an additional item of 
$20,000 is in the budget now before this committee. At that rate, the 
survey will not be completed until some time after 1960. The prob- 
lems of this valley are too critical to be properly met by such a pro- 
gram of deferment and delay. 

I urge this committee to increase the funds for this project in an 
amount sufficient to complete the resurvey by 1956. It is my consid- 
ered opinion that $75,000 to $90,000 can be economically used during 
the coming fiscal year. 


Tur BuckHorn RESERVOIR 


Mr. Perkins. Mr. Chairman, our next project is the Buckhorn 
Reservoir, as to which I have a short statement. 

Mr. Chairman, members of the subcommittee, the Buckhorn Reser- 
voir, the Middle Fork of the Kentucky River is one of the projects ap- 
proved in the Comprehensive Flood Control Act of 1938. 

In a bulletin prepared by the division engineer, Ohio River division, 
Corps of Engineers, Cincinnati, Ohio, dated July 1, 1950, we find the 
following description of the Buckhorn Reservoir : 

The reservoir would be provided in the Ohio River Basin, on the Middle Fork 
of Kentucky River, with the dam located about one-half mile upstream from 
Buckhorn, in Leslie County, Ky. It would control the runoff from a drainage 
area of 397 square miles. The dam would be a concrete structure, 111 feet in 
height, and would have an Ogee spillway as an integral part of the dam. A stor- 
age capacity of 153,000 acre-feet would be provided for the temporary storage 
of flood flows. At full pool, elevation 831.5, the reservoir would have an area 
of 3,962 acres. 

The reservoir would be operated as a unit of a coordinated reservoir system for 
flood protection in the Kentucky and Ohio River Valleys. The coordinated system 
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of reservoirs is designed to reduce the project flood on the Ohio River below the 
top of local protection projects on that stream and to contribute to the reduction 
of floods on the lower Mississippi River. 

The budget for the current fiscal year includes $40,000 of planning 
money for this project. The Army engineers estimate that the addi- 
tional item of $70,000 in the 1956 budget will be adequate to complete 
the planning. These plans should be ready for the initial construction 
work sometime during the last half of the fiscal year. An initial ap- 
propriation of $500,000 would enable the engineers to initiate the con- 
struction work prior to June 30, 1956. 

In order to prevent delay after the planning is completed, I request 
this committee to include the amount of 14 million dollars of con- 
struction funds in the 1956 budget. The upper Kentucky River Val- 
ley has a heavy rainfall during the winter and spring months, and 
recurring droughts during the fall and summer months. ‘The results 
are these disastrous spring floods, followed by serious water shortage 
in the fall. Both these conditions make it very difficult to establish 
new industries in the area, with the shortage of industrial water in the 
fall being the most obvious obstacle. There are no reservoirs in the 
upper part of the Kentucky River, and it is urgent that this flood- 
control reservoir be constructed at the earliest possible date. 

The commissioner of conservation here will elaborate on my state- 
ment at the present time. 

Mr. MarsHati. We would be glad to hear from you, sir. 


STATEMENT BY MR. WARD 


Mr. Warp. Mr. Chairman, I have a short statement. 


Mr. MarsHatu. We will be glad to insert your statement in the 
record. 
(The statement is as follows :) 


STATEMENT BY HENRY WARD, COMMISSIONER OF CONSERVATION, COMMONWEALTH 
oF KENTUCKY, ON THE MATTER OF APPROPRIATIONS FOR PLANNING OF THE BUCK- 
HORN RESERVOIR AND FOR CONSTRUCTION OF THE JACKSON CUTOFF ON THE 
KENTUCKY RIverR, Ky. 


Iam Henry Ward, commissioner of conservation, Commonwealth of Kentucky, 
and am here representing Gov. Lawrence W. Wetherby. 

I appeared before this committee last week and recommended that the sum 
of at least $75,000 be appropriated by Congress for the forthcoming year to the 
Corps of Engineers to expedite a restudy of the Kentucky River. 

We believe that there are two projects involving the Kentucky River which 
can be carried forward without waiting for the completion of the restudy, be- 
cause information now available indicates that they are desirable as a part of 
any program which could be developed for the valley. 

_ These projects are construction of the Buckhorn Reservoir on the upper 
Kentucky near Hazard and the construction of what is known as the Jackson 
Cutoff. The Buckhorn Reservoir would provide for flood control and the storage 
of water which would aid in navigation and stream pollution abatement when 
released during low flow periods. It is estimated that the Corps of Engineers 
needs $70,000 to complete planning of the Buckhorn Resevoir. It is our official 
recommendation that this sum be appropriated for the forthcoming year. 

The Jackson Cutoff would eliminate a 7-mile loop in the Kentucky River, im- 
proving navigation and safeguarding the city of Jackson from flood damages. 
The budget now before Congress contains a proposed appropriation of $246,000 
for this project, which is considered to be sufficient for its completion. We urge 
that Congress approve this appropriation. 
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The Kentucky River is important to the social and economic well-being of the 
Commonwealth of Kentucky. There are now periodic floods which are costly, 
and periods of low flow when navigation is hampered. 

Building of the Buckhorn Reservoir and the Jackson Cutoff would contribute 
substantially to the complete development of the Kentucky River which js 
warranted because of its importance to the State and the Nation. 

Mr. Warp. Mr. Chairman, I thought you would be interested in 
more detail on this. You can see from this map where this cuts across 
down through the bluegrass area and heads on to eastern Kentucky. 
Then it divides into three forks. The Buckhorn Reservoir is here on 
the middle fork. It gets into the eastern Kentuck mountain area, as 
Congressman Perkins pointed out, which is the coal-mining area. It 
Soe what definitely would be the upper reaches of the Kiateile 

viver. 

One reason we feel completely justified in going ahead and com- 
pleting plans and going into construction of the Buckhorn without 
waiting for a restudy of the Kentucky River, which we have asked 
for, is because the Corps of Engineers and everyone are in agreement 
that the Buckhorn would be necessary in connection with the complete 
development of the Kentucky. The big question is in connection with 
navigation and particularly the location of a major flood-control dam 
downstream, rather than this upstream thing. There is no controversy 
on the part of anyone, so far as I know, as to the completion of plans 
on the Buckhorn, that they should not wait upon the complete restudy 
of the entire river. 

We would like to join in recommending that the $70,000 be allocated 
to complete the planning of the Buckhorn this year. Thank you, sir. 

Mr. MarsHatt. Thank you. 

Mr. Perxrns. I might add that the whole upper Kentucky River 
Valley area is united 100 percent in favor of this project, and there is 
no dissension on the part of the Corps of Engineers anywhere, that 
the project is not feasible. In other words, this project has been 
treated separately all the way through from the restudy of the Ken- 
tucky River, where we have 14 obsolete locks. 

Now, Mr. Chairman, Mr. Reed, the representative of Senator Clem- 
ents, has something to say in regard to this project, I believe. 


STATEMENT OF SENATOR CLEMENTS 


Mr. Reep. Mr. Chairman, Senator Clements is very much inter- 
ested in seeing approval of the $70,000 now in the budget for the 
Buckhorn Reservoir; and, in addition, such funds as the Corps of 
Engineers deem that they can use toward initiating construction in 
this fiscal year. Senator Clements has prepared a statement with 
regard to this matter. 

Mr. MarsnHauy. We will insert that statement in the record at this 
time. 
(The statement is as follows :) 


STATEMENT OF SENATOR EARLE C. CLEMENTS IN SUPPORT OF APPROPRIATIONS FOB 
3UCKHORN Reservoir, 84TH CONGRESS, 1ST SESSION 


Mr. Chairman and members of the subcommittee, Buckhorn Reservoir is one 
of many authorized floodwater storage projects in the comprehensive plan for 
reducing the level of floodwaters in the Ohio River Basin. The dam’s construc- 
tion is authorized by the Flood Control Act of 1938. Located on the middle fork 
of the Kentucky River one-half mile upstream from Buekhorn, Perry County, 
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Ky., it will be of direct benefit to Beattyville, Ky., and the capital city of Frank- 
fort, as well as, other downstream communities reducing the height of flood levels 
which occur with frequent regularity causing extensive damage in the Kentucky 
River Basin. 

While Governor I had opportunity to observe the devastation occasioned by 
rising waters in the capital city—to know of the inconvenience and suffering 
the undeveloped river has brought to Beattyville and the river valley. This river, 
a potential asset in its present unimproved condition, is an instrument of waste 
and destruction. Proof of the river’s constant threat is the flood which occurred 
in March of this year. 

In this area seasons of drought often follow flood seasons so that the addition 
of this impoundment will play a dual role conserving normally destructive waters 
for agricultural, municipal, and industrial uses during the long seasons of dry 
weather. The reservoir in this respect is designed to control the drainage of 
73 percent of the middle fork watershed. 

There is tentatively allocated in the budget proposals for 1956 the sum of 
$70,000 which will enable planning to be completed in the coming fiscal year. Its 
tentative benefit-to-cost ratio estimated at this stage of the planning favorably 
forecasts the project’s economic feasibility. Further indication of the progress 
being made by the Corps of Engineers on the planning of this project is the advice 
received from the Corps of Engineers to the effect that planning now almost one- 
third complete will be finished late in fiscal year 1956, thus placing the project 
in readiness for construction in late fiscal year 1956, when a contract for con- 
struction could be let. By taking advantage of the favorable months for con- 
struction in the latter part of the coming fiscal year the completion date of the 
project could be advantageously advanced. 

Completion of this project will mean the first step taken to afford general flood 
protection in the Kentucky River Basin and for this reason the importance of 
proceeding as rapidly as engineering considerations prove possible can scarcely 
be overemphasized. I, therefore, recommend that the subcommittee include and 
the Congress pass the recommended appropriation of $70,000 to complete the 
planning and in addition such sums as the Corps of Engineers can use to let con- 
tracts for construction in the coming fiscal year. 


JacKsON CUTOFF 


Mr. Perkins. Now, Mr. Chairman, we have a little project that was 
authorized in 1938 under the Comprehensive Flood Control Act, and 
the war came along and it was never constructed. I have a short 
statement on this project. 

Mr. Chairman, members of the subcommittee, the project known as 
the Jackson Cutoff on the north fork of the Kentucky River, at Jack- 
son, Ky., is a cut through the narrow neck of an oxbow loop which 
circles approximately 5 miles and returns to within 100 feet of the 
beginning of the loop. The actual fall of the river in this loop is more 
than 6 feet, and the Army engineers have estimated that a cut through 
this narrow neck will lower the flood stage in Jackson at least 4 feet. 
This will eliminate approximately 75 percent of the flood damage 
which Jackson has repeatedly suffered for many years. For example, 
between 1940 and 1952, there were 10 major floods. In March 1955, 
there was another flood whose damage to the city of Jackson and 
vicinity approached and perhaps exceeded $50,000. The 1956 budget 
has an item of $246,000 which the Army engineers have estimated as 
necessary to complete the construction on this project. The current 
budget has $12,000 planning money, and the planning is complete, 
with construction ready to begin as soon as funds are made available 
for this he 

The Army engineers estimate a favorable benefit ratio of 1.5 to 1 
and if the flood damage suffered last month is fully considered, it is 
probable that this favorable cost-benefit ratio will be increased. In 
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fact, it is conservatively estimated that had the project been completed 
prior to the recent flood, the savings to Jackson alone would have 
equaled approximately one-sixth of the total cost of the project. This 
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is a project that will have no maintenance cost, and it is quite probable . 
that the flood damage prevented by the completion of the project will Fy 
equal the total cost within a period of 5 years. All damage prevented 
after that date will represent the favorable benefit-ratio cost. This By 
narrow neck through which the channel will be cut consists almost 
entirely of stone so that future landslides or blocking of the channel Fy 
are not probable. g 

I urge this committee to approve this item in the budget which will FF 
forever relieve the citizens of the city of Jackson from the annual FF 


fear of major flood damage. 
We have with us this morning Judge Irvin Turner, and I am going 
to call upon him for a brief statement. Judge Irvin Turner, circuit 
judge, was born and reared in Breathitt County, Ky. He has a state- 
ment to make. 
Here are some pictures, if you would like to look at them, which 
show the whole thing in the city of Jackson. 
Mr. Marsuatt. We would be glad to hear from you, Judge. 


STATEMENT BY JUDGE TURNER 


Judge Turner. Mr. Chairman and members of the committee, I 
think our Congressman has just about said what is to be said here. 

This project has been in the making since 1938, As the forests have 
been taken from the lands up the stream from this place there has been 
a greater demand for this spillway or cutoff, as we call it. It used to 
be that these floods did not cover the city there like they do now. Until 
something like 1937 we never had any floods that covered the town. In 
1937 we had one that covered about one-third of the town, and since 
then they frequently happen, practically every year. I think it is due 
to the fact that the forests have been taken away from the lands up 
the stream from this town. They are coming frequently now. The 
people are suffering considerably from that situation. 

We had our last flood there in March of this year. 

As the Congressman has said, the Federal engineers have assured us 
that if this spillway or cutoff is made there that it will lower the flood 
stage from 5 to 7 feet and it will alleviate most of that flood condi- 
tion. We call it there the Pan Bow] Bend, which goes around there 
approximately 7 miles. Through the near cutoff there or through the 
neck, instead of being 150 feet I think it is somewhere around 50 to 
75 feet. 

This project is very much needed. The Federal engineers have con- 
curred with us on this. 

As was stated, I have prepared a short statement. I learned that 
the mayor here did not have any statement, and I have inserted his with 
mine. 

The pictures are taken from the flood conditions there. That shows 
the 1st of March of this year. Those floods are repeating themselves 
frequently now. They are growing worse in my judgment, and will, 
until we get some relief from them. 
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This is a small allotment compared to the damages done. The flood 
this year was not as big as it was in the past years. I would say that 
the damage was at least $50,000 to $75,000 this year to that town. 

We would like to have any consideration that can be given to us 
on this matter, to give us any relief you can. I am in a better posi- 
tion, probably, to answer questions than I am to talk to you, but I 
want to give the mayor a chance to say anything he wants to. Then 
if you gentlemen desire to ask us any questions I would be glad to 
answer them. 

Mr. ANDERSEN. Mr. Perkins, did you say this item is in the budget? 

Mr. Perkins. It is; $246,000. 

Now may I call on Mayor Reynolds of the city of Jackson, to tell 
you about the population of the town and give you the background. 


STATEMENT BY MAYOR REYNOLDS 


Mr. Reynoips. We have a population of Spits 2,000 
people. Our town is situated in a valley. It is built along the edge 
of the Norfolk and Kentucky Rivers. The town below the Federal 
building has built up quite a bit in recent years to the point where if 
the floodwaters were lowered even 4 feet it would raise the value of 
this property tremendously. 

Also, one picture shows part of Smith’s house. It was on that paper 
there. We have some nice residential homes there. I do not know 
whether that is the one or not. Anyhow, that is over next to the 
railroad. 

We have a very fine residential section down there. It could be 
made quite a bit better. Those people havea problem. If they want 
to get a different job and want to move away they have a hard time 
selling property due to the fact that the river does get up to damage 
it 


I would say that our damage would average $40,000 or $50,000 prac- 
tically every year to this property. I went through the records. In 
1948 the city council made an agreement with the Army engineers— 
Colonel Miling, I believe was the man in charge—that they would 
undertake to secure what rights-of-way and easements were neces- 
sary to protect the Federal Government in any undertaking that 
they had. This last November I received a letter from Colonel Miling 
asking if the council was of the same agreement, and I told him that 
we were and would back up the statement of the original council that 
made it. ‘They sent an engineer up there and he assured us that it was 
a vital project and one that they were definitely interested in and that 
it would be a great saving to the people in the town for property and 
otherwise. 

We are on the edge of the coalfield there, too; a work project of this 
kind would help the labor situation as well as relieve a potential flood. 
‘ rg that is about all I have to say. I think we need it very 

adly. 

Mr. MarsHatu. Thank you. 

Mr. Perkins. Mr. Reed, who is representing Senator Clements, 
would like to say something in regard to this project, I believe. 
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STATEMENT OF SENATOR CLEMENTS 


Mr. Reep. I have a prepared statement from Senator Clements in 
support of this project, Mr. Chairman. 

Mr. MarsHatyi. We will be glad to insert the statement in the record 
at this point. 

(The statement is as follows:) 


STATEMENT OF SENATOR EARLE C. CLEMENTS IN SUPPORT OF APPROPRIATIONS FOR 
JACKSON CUTOFF, 84TH CONGRESS, 1ST SESSION 


Mr. Chairman and members of the subcommittee, the Jackson Cutoff is a 
project designed by the Corps of Engineers to afford local flood protection to the 
city of Jackson, Ky., on the North Fork of the Kentucky River. Authorized by 
the Flood Control Act of 1944, it consists of the excavation of a channel across 
the neck of land formed by an oxbow bend in the river. The resulting divergence 
of the stream will bypass water from that 4144 miles of the stream that flows 
around Jackson and reduce flood flows on the river at the city as much as 6 
feet eliminating 75 percent of the destruction now experienced in flood season. 

It has been estimated that the damage to the city during a flood season is as 
high as $60,000. Floods have occurred with too frequent a regularity—11 since 
1939. The most recent flood occurred in March of this year. Intangible damages 
but, nevertheless, important considerations are a disruption of rail and highway 
communications, closed schools, businesses and public offices which attend rising 
waters causing suffering, inconvenience and adding to the direct damage to prop- 
erty. Completing construction will permit a rerouting of the major highway in 
the area reducing the number of miles from eastern to central Kentucky com- 
munities and thus making possible further savings in the form of lower trans- 
portation costs. The Corps of Engineers has conservatively estimated the benefit 
to cost ratio to be 1.4 to 1 illustrating its economic feasibility. 

The budget includes a proposal to expend $246,000 which will be sufficient to 
initiate and complete construction during fiscal year 1956. A $12,000 expenditure 
in the current fiscal year has enabled completion of planning. Protection against 
the next 4 or 5 major flood seasons may well justify the remaining cost to com- 
plete the project. For these reasons I urge the inclusion in the appropriations 
for fiscal year 1956 the necessary $246,000 to make the protection works a reality. 


Mr. Perkins. Is there anything further, Mr. Ward ? 
STATEMENT BY MR. WARD 


Mr. Warp. Speaking for the Commonwealth of Kentucky, Mr. 
Chairman, we have been disagreeing with the Bureau of the Budget so 
much that we are happy to be in agreement with them on this project. 

Mr. Marsnatu. Thank you. 

Mr. Perkins. Mr. Chairman, that concludes our presentation. 

We are hopeful that you gentlemen will give us some relief. If there 
was ever a group of people in the whole country that needed some 
assistance the people in eastern Kentucky need some assistance. We 
have the highest unemployment rate in this area, because it is a one- 
industry community, with coal miners, and 50 percent of the miners 
are unemployed because the rivers are undeveloped and there is no 
industrial water. 

We are just going to have to commence doing something there. 

Mr. Marsuaui. This committee recognizes and has a lot of sym 
pathy for the unemployment situation. 

This committee appreciates the fine manner in which you have or- 
ganized and presented the testimony this morning. Bixte 

Mr. Perkins. We have tried to cooperate with you in holding tt 
down. We have tried not to bring in too many witnesses. 

Mr. Marswauy. Thank you very much. 
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Turspay, May 10, 1955. 


FiLorwwa INTRACOASTAL WATERWAY 


WITNESSES 


HON. WILLIAM C. CRAMER, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 

HON. CHARLES E. BENNETT, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 

HON. ROBERT L. F. SIKES, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. DANTE B. FASCELL, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. A. S. HERLONG, JR., A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. PAUL G. ROGERS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. JAMES A. HALEY, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 

HON. D. R. (BILLY) MATTHEWS, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 

R. T. SPANGLER, COMMISSIONER, FLORIDA INLAND NAVIGATION 
DISTRICT 

LARRY NELSON, REPRESENTING THE BELCHER OIL COoO., MIAMI, 
FLA. 

H. C. GEE, CONSULTING ENGINEER, FLORIDA INLAND NAVIGATION 
DISTRICT 


HARRY BUCKMAN, CONSULTING ENGINEER, FLORIDA INLAND 
NAVIGATION DISTRICT 


Mr. Marsuati. The committee will be in order. We are pleased to 
have before us again the Florida delegation. Congressman Herlong, 
is there a statement you wish to make? 

Mr. Hertone. Thank you, Mr. Chairman. I want to tell you again 
how much I appreciate the generosity of this committee and the 
courtesy with which you have accepted our statements on the several 
Florida projects. 


STATEMENT OF SENATOR HOLLAND 


At this time I should like to have the privilege of putting into the 
record, with the permission of the committee, a statement prepared 
by our distinguished Senior Senator from Florida, Hon. Spessard L. 
Holland, on this Florida Intracoastal Waterway. 

Mr. MarsHaty. We will be glad to insert the Senator’s statement in 
the record at this point. 

(The statement is as follows :) 


STATEMENT OF SpessaRD L. HoLtaNp (DEMOCRAT, FLORIDA) ON INTRACOASTAL 
WATERWAY—.J ACKSONVILLE-MIAMI, FLA. 


Mr. Chairman, I appreciate the opportunity to file a brief statement in support 
of appropriations with which to complete the Intracoastal Waterway by widening 
and deepening it to project specifications from the Melbourne-Eau Gallie area 
southward to Miami. 
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The first Federal work authorized on this waterway was included in the 
River and Harbor Act of June 15, 1844, and the project has been modified and ex- 
tended since that time, the most recent modification being included in the River 
and Harbor Act of March 2, 1945. The authorization contained in that act 
provides for a project with a depth of 12 feet at mean low water and a width 
of 125 feet. 

The Florida Inland Navigation District, a special taxing district empowered 
by State law to comply with certain features of local cooperation, has complied 
with requirements of local cooperation under this project. A resolution of that 
agency adopted August 2, 1946, was accepted on December 24, 1946, by the Chief 
of Engineers as satisfactory assurance that the navigation district will furnish 
free of cost to the United States all lands, easements, rights-of-way, and spoil- 
disposal areas needed for new work and subsequent maintenance when and as re- 
quired, and will hold and save the United States free from damages resulting 
from the construction and maintenance of the 12-foot project. 

The deepening to 12 feet and widening to 125 feet have been completed as far 
south as the Melbourne-Eau Gallie area. Federal appropriations to date for 
new work amount to $12,481,000, and an additional amount of $13,770,000 will 
be required to complete the authorized project southward to Miami. 

The Florida Inland Navigation District has expended to date $3,079,727 in 
meeting local cooperation requirements. Local interests have made expenditures 
estimated by the Corps of Engineers to be $12,783,373 for terminal facilities 
so that the Intracoastal Waterway project may function properly. Comple- 
mentary works, consisting of side channels, turning basins, and protected inlets 
connecting the Intracoastal Waterway and the Atlantic Ocean account for an 
additional expenditure by local interests of an estimated $30,562,929. 

In the interest of good business economy, so that the large capital invest- 
ment by the Federal Government and local interests may produce a reasonable 
percentage of the benefits which can be derived from the project, it is impera- 
tive that the small portion of the project yet incomplete be completed at an 
early date. The waterway has for many years been an important artery for the 
transportation of bulk petroleum commodities from the major ports of the east 
coast of Florida to the various communities along the waterway. The petroleum 
is now moving in shallow draft equipment, but on completion of the waterway 
to its authorized dimensions it will move in deeper draft barges at substantially 
less cost. 

Commerce on the waterway exceeded 500,000 tons in 1951 and again in 1952. 
Significant barge operations now are conducted in the transporting of such things 
as structural steel, phosphate rock, fertilizer, concrete aggregates, and similar 
materials, but the partially completed project will not serve all of the commerce 
seeking to use the waterway. At the present time tugs and barges using the 
waterway are able to go as far south as Fort Pierce but then must go outside 
to complete the trip to Miami in the open ocean. Such operations are subject 
to frequent interruptions due to weather conditions, and the lay time for a tug 
and barge is approximately $800 per day, but such losses are preferable to risking 
the entire shipment and all equipment by exposing them to rough weather on 
the open ocean. 

The last appropriation received for this project was for fiscal year 1953, in the 
amount of $1,988,000. These funds were obtained under the strict defense cri- 
teria set up to govern such works at that time and were used to extend the 
waterway to the Melbourne-Eau Gallie area for defense purposes. 

Certainly the time has come to extend this vital waterway to Miami and 
finally make possible full use of the millions of dollars already expended by the 
Federal Government and local interests by allowing the transportation of a full 
payload over the entire length of the Intracoastal Waterway. I strongly recom- 
mend that sufficient funds be included in the appropriations bill to permit the 
engineers to move ahead with construction on this project and bring the water- 
way to its authorized width and depth at the earliest possible date. 


STATEMENT OF SENATOR SMATHERS 


Mr. Hertona. I should also like to have the privilege, Mr. Chair- 
man, of inserting a statement on behalf of our distinguished junior 
Senator from Florida, the Honorable George A. Smathers. 
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Mr. MarsHauyu. We will be glad to insert his statement in the record. 
(The statement is as follows :) 


STATEMENT OF SENATOR SMATHERS 


Mr. Chairman, I am very grateful for the opportunity to submit to your sub- 
committee this statement strongly recommending that the, sum of $850,000 be 
appropriated for the 1956 fiscal year to continue work on the partially _com- 
pleted 12-foot Intracostal Waterway Channel from Jacksonville to Miami, Fla. 

As this committee knows, this is not a new project. It was originally author- 
ized by the Congress as early as June 15, 1944. Since that date it was modified 
progressively to keep pace with the needs of traffic on the waterway. Under the 
provision of the River and Harbor Act of March 2, 1945, the Congress author- 
ized deepening the channel to 12 feet and widening it to 125 feet. 

The Congress to date has appropriated $12,481,000 for this project and the 
deepening of the northern 175 miles has been completed. These appropriated 
funds were sufficient to carry the project to Eau Gallie where construction work 
has been suspended. Approximately one-half of the work of deepening and wid- 
ening remains to be completed. Local interests have already incurred ccsts to 
date totalling approximately $46 million in furnishing lands, easements, rights- 
of-way, spoil disposal areas for work, terminals, side channels and connections 
to the Atlantie Ocean at intervals along the coast. 

In a letter dated April 26, 1955, addressed to the chairman of this subcom- 
mittee, the members of the Florida delegation pointed out the economic and 
strategic justification for this project, and for that reason I will not burden the 
subcommittee by going into the details along this line any further, except to 
reemphasize the point that the early completion of the project will afford a con- 
tinuous protected inland route for navigation by 1,500-ton barges from Trenton, 
N. J., to Miami, a service of tremendous importance due to the location of many 
defense facilities in the area. I am sure that this subcommittee will fully appre- 
ciate the fact that full economic and strategic benefits of this project can be real- 
ized only if it is completed to Miami. With adequate appropriations, the project 
can and should be completed by the end of fiscal year 1959 and in view of the 
importance of the project together with the sums already appropriated by the 
Congress for it, plus the economic and strategic value that will accrue, I strongly 
urge this subcommittee to do everything possible to bring about its completion 
within this time limitation. In accordance with the above views, I sincerely 
trust that the subcommittee will report favorably on the requested appropria- 
tion of $850,000 to continue work on this project. 


STATEMENT BY CONGRESSMAN HERLONG 


Mr. Hertone. Mr. Chairman, this Florida Intracoastal Waterway 
is the last link in the chain of protected waterways from New Jersey 


tothe end of Florida. 

I have a statement on behalf of the entire Florida delegation which 
I should like to read at this time. That will suffice for the statement 
of the delegation. 

After I have completed this statement I will turn this over to Mr. 
Faseell and Mr. Rogers, through whose districts this project runs. 
Chey will in turn present Colonel Gee, consulting engineer ‘on this 
project, as well as several members of the Inland Navigation District 
Authority of Florida, who have statements to make. [Reading:] 

The undersigned members of the Florida delegation in Congress respectfully 
urge your committee to make appropriate provision for continuing construction 
work on the authorized and partially completed 12-foot Intracoastal Waterway 
Channel from Jacksonville to Miami, Fla. 

With the completion of this project the Atlantic Intracoastal Waterway will 
afford a continuous protected inland route for navigation by 1,500-ton barges 
from Trenton, N. J., to Miami, serving the entire seaboard area. 


In addition to its peacetime economic benefits, the war-insurance value of this 
project is of the highest importance, not only to the defense of our State, but 
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to the war effort of the Nation. This was strikingly emphasized during World 
War II, and was explicitly recognized in the report of the Chief of Engineers, 
upon which authorization of the project by Congress was based. It was further 
indicated when, for the purpose of providing inland water transport to the 
guided-missile range of Patrick Air Force Base on Cape Canaveral, the President 
certified to Congress that the initiation of this project was “necessary to the 
war effort.” ™ 

The Appropriations Committee has approved and Congress has appropriated 
funds sufficient to carry the project to the above-mentioned point and some miles 
beyond, to Eau Gallie, where construction work has been suspended. We respect- 
fully submit that until and unless the project is completed to Miami as author. 
ized, only a very minor portion of its potentially very great economic and strategic 
value can be realized. 

For the information of the committee we submit herewith a map showing the 
essential relation of this waterway to wartime transport. Please note that all 
rail transport and substantially all highway transport to and from the stra- 
tegically vital salient 285 miles in depth and surrounded by water, is controlled 
by 4 junction points all lying near its northern base. The elimination of any one 
of these by sabotage or bombing would serious congest traffic to and from the 
south. Attack from the air could destroy all four, and, during the period required 
to restore these routes, the entire salient with its numerous military installations 
would be practically without interior transport connection with the rest of the 
United States, except for this barge channel. Even in the absence of any actual 
interruption of rail or highway traffic, the experience of World War IT has dem- 
onstrated that such a waterway would become essential for the relief of the over- 
burdened rail and highway carriers. 

Respectfully, 
Spessard L. Holland, United States Senator; George A. Smathers, 
United States Senator; William C. Cramer, First District ; Charles 
E. Bennett, Second District; Robert L. F. Sikes, Third District; 
Dante B. Fascell, Fourth District; A. S. Herlong, Jr., Fifth Dis- 
trict: Paul G. Rogers, Sixth District: James A. Haley, Seventh 
District; D. R. Matthews, Eighth District. 

Mr. Chairman, that completes my statement and that is the state- 
ment of the entire Florida delegation in the House. 

Mr. Marswatyi. Thank you. We will hear from Congressman Fas- 
cell at this point. 

Mr. Fascetz. Mr. Chairman and members of the committee, at this 
time I should like to call on Mr. R. T. Spangler, the commissioner of 
the Florida Inland Navigation District, for his statement. 

Mr. Marsuati. We would be glad to hear from you at this time. 


STATEMENT BY MR. SPANGLER 


Mr. Spaneirr. Mr. Chairman and gentlemen of the committee, my 
name is R. T. Spangler. I am a commissioner of the Florida Inland 
Navigation District, representing Broward County. I reside at Port 
Everglades, Fort Lauderdale, Fla. 

The Florida Inland Navigation District was established by legisla- 
tive act, charged with the duty of procuring and constructing and 
maintenance of spoil areas for this project, and for governing this 
project in Florida. ; 

The existing Florida project is the dredging of the canal to a 12-foo! 
depth from Jacksonville to Miami. The project has been completed 
to Eau Gallie, 175 miles south of the St. Johns River. ; 

The full utilization of this protected waterway cannot be realized 
on it is completed to Miami, approximately 180 miles south of Eau 

allie. , 

The tremendous growth in population in south Florida, particularly 
in Palm Beach, Broward and Dade Counties, is making it increasingly 
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difficult to finance the acquisition of the required spoil areas by the 
Florida Inland Navigation District. 

The canal, being located adjacent to the ocean, passes through the 
most desirable area for commercial and residential development. 

So as not to block the progress of these rapidly growing areas the 
Florida Inland Navigation District has released certain spoil areas 
with the provision that the upland owners dredge the canal to project 
depth or deeper adjacent to his land and, further, that substitute spoil 
areas be provided. 

An illustration of this is the Coral Ridge development in Fort 
Lauderdale. The existing spoil areas were released. The developing 
company dredged the canal below project depth and provided substi- 
tute spoil areas for maintenance purposes by dredging lateral canals 
to a depth sufficient to provide space for disposal of materials equal 
to the cubic yardage of the released spoil areas. 

This can be done only in the new developments. With increasing 
cost of land it is imperative that the project to Miami be completed 
as soon as possible. 

The commercial use potential of the canal increases in ratio to the 
area’s growth. The distribution of such commodities as petroleum, 
cement, rock, steel and other building supplies is at a ratio of 1 to 1 to 
population growth. 

The use of this protected waterway in time of emergency was 
established in World War II by its uselessness rather than its useful- 
ness. Had it been available in 1942 and 1943 when the submarine war- 
fare was at its peak, the Government would have saved a great deal of 
money through lower transportation costs. 

In conclusion I will state that the completion of the Intracoastal 
Waterway to Miami will produce the following benefits: 

1, Provide a cheaper mode of transportation for the areas through 
which it passes. 

2. Make available a protected mode of transportation in time of 
emergency and for the national defense. 

3. Utilize the present investment of both the local taxpayers and the 
Federal Government. 

The Florida Inland Navigation District respectfully requests that 
the committee include an appropriation in the 1956 budget of $850,000 
so that the work can continue and so that early completion of the en- 
tire project can be realized. 

Thank you. 

Mr. Marsnati. Thank you for your statement. 


STATEMENT BY MR. NELSON 


_Mr. Fascerz. Mr. Chairman, we would like to now call on Larry 
Nelson, who is with the Belcher Oil Co., Miami, Fla. 

Mr. Marsnatn. We would be glad to hear you, sir. 

Mr. Netson. My name is Larry Nelson. I reside in Miami, Fla. I 
represent the Belcher Oil Co. 

We tow on the inland waterway to the extent of 250,000 tons a year 
of bulk cargo of petroleum products. We cannot load the barges down 
to their depth, so we are running 60 to 70 percent of their capacity due 
to the shallow draft. The 8-foot depth is not even maintained, and 
that is insufficient. At times it is down to 5 feet. 
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There was a recent meeting in Savannah, where an organizatioy 
was formed which is known as the South Atlantic States Intracoastal 
Improvement Association. At that meeting were many of the oper. 
ators and users of the inland waterway, with the engineers, and we 
find that the appropriations have been insufficient to maintain the 
project depth of 12 feet in that waterway and 8 feet from Eau Gallie 
to Miami. The result of these loadings and groundings of these barges 
has been that it has cost my company in the past year $60,000 beyond 
that of maintenance of the floating equipment. 

Now, we do need some relief down in that part of the country. We 
need it urgently. If we could only get the depth as it is maintained 
down to 8 feet and 12 feet it would be a help, but we do consider that 
12 feet is necessary from Eau Gallie to Miami. 

Thank you. 

Mr. Marsuati. Thank you for your statement. 

Mr. Fascetn. Mr. Chairman, I will turn over the rest of the presen- 
tation to my colleague, Mr. Paul Rogers. I am scheduled to appear at 
a subcommittee meeting of the Government Operations Committee. 
If you will excuse me he will introduce the rest of the witnesses. 

Thank you very much. 

Mr. Marsuaty. We will be glad to hear from Congressman Rogers. 

Mr. Rogers. Mr. Chairman, our next witness will be H. C. Gee, con- 
sulting engineer, for the Inland Navigation District. We would like 
to have his testimony presented now. 

Mr. MarsHaty. We would be glad to hear from you, Mr. Gee. 


STATEMENT BY MR, GEE 


Mr. Grr. Mr, Chairman and gentlemen: I have a prepared state- 
ment. Some of the points included in my statement have already been 
covered. ‘iat | 

Mr. MarsHa.yu. We will insert your statement in the record at this 


point. 
(The statement is as follows :) 


INTRACOASTAL WATERWAY, JACKSONVILLE-MIAMI 


STATEMENT OF HERBERT C. GEE BEFORE HOUSE COMMITTEE ON APPROPRIATIONS 


Mr. Chairman, gentlemen of the committee, my name is Herbert C. Gee. [am 
a consulting engineer from West Palm Beach, Fla., member of the firm of Gee 
& Jenson, Inc., representing the Florida Inland Navigation District at this 
hearing. 

The Florida Inland Navigation District includes the 11 Atlantic coast counties 
between the St. Johns River and Miami. The district has been in operation sinc 
1927 for the purpose of completing the requirements of local cooperation under 
the various Federal projects which have been authorized by Congress since thal 
time. Funds required to finance district activities are derived from uniform ad 
valorem levy within the 11-county area. 


THE AUTHORIZED PROJECT 


The 12-foot project was authorized in the River and Harbor Act of March 2, 
1945. Assurances of local cooperation from the district were accepted by the 
Secretary of the Army, December 24, 1946. The 12-foot project is now about 
one-half complete. The northern 175 miles from the St. Johns River to the vicinity 
of Eau Gallie has been deepened to 12 feet and widened to 125 feet. 
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ACTIVITIES OF LOCAL INTERESTS 


The district has furnished lands, rights-of-way, and spoil-disposal areas at a 
cost of $3,079,727 to date. Other facilities including side channels, turning basins, 
connections to the Atlantic Ocean and protected inlets have been provided by 
local interests at their own expense. The Corps of Engineers reports these 
expenditures for related facilities as follows: 

Terminals facilities $12, 783, 373 
Dredging of side channels, inlets, ete 30, 562, 929 

Total expenditures by local interests for project and auxiliary facilities to 
date is $46,426,029. 

In addition to the above-described essential activities the district has been 
actively engaged in a program of advance acquisition of spoil-disposal areas for 
construction and maintenance. In this land-acquisition program the district 
has enlisted the cooperation of private landowners along the waterway. 

Private owners seeking fill material for low lands have been encouraged to 
seek permits from the Corps of Engineers and to do their dredging in the 
waterway to obtain authorized project dimensions without cost to the United 
States. The success of this program of local cooperation can best be judged by 
the results obtained to date. 

The records of the Jacksonville Engineer District show that permits have 
been issued to private owners to dredge a total of 29,985 feet of waterway to 
project dimensions. In addition permits to dredge one-half the channel to 
project dimensions have been issued for 12,260 feet. All of these permits are in 
the reach from Eau Gallie to Miami, the incomplete one-half of the waterway. 
The removal of this material without cost to the United States will result in 
an overall saving in project cost of approximately $315,000. 

Additional free dredging by private interests can be expected in the reach 
from Stuart to Miami. 

DEVELOPMENT OF THE AREA 


Rapid growth of population in south Florida and particularly along the lower 
east coast has increased the difficulty of acquiring adequate spoil-disposal areas. 
In certain areas near Fort Lauderdale such disposal areas are not available at 
any price. 

However, this same rapid development of water front property has created a 
demand for fill material with the result that approximately 7 miles of the 12- 
foot project have been or will soon be completed at no cost to the United States. 

The growth of industry in Florida has produced more tonnage of commodities 
seeking to use the waterway. For the last 3 years of record, 1951-53, tonnage 
moving on the waterway exceeded one-half million tons each year. The products 
accounting for a major percentage of the total are: petroleum, concrete aggre- 
gates, commercial fertilizers, and structural steel. Additional tonnage is in pros- 
pect for the immediate future. 

The Lehigh Portland Cement Co. has a new mill at Bunnell. The mill now 
uses 50,000 tons of oil per year. An expansion of production capacity will in- 
crease oil consumption to 75,000 tons annually. Cement is now moving from 
this mill by rail. On May 2, 1955, the vice president and operating manager of 
Lehigh Portland Cement Co. advised the district: 

“There is a practical possibility that we may ultimately move from 250,000 
to 600,000 tons of cement annually from our Bunnell plant, divided into approxi- 
mately the following proportions : 200,000 tons moving south to the Miami market 
and 100,000 tons moving north to the Jacksonville area. 

“In order to make movement of cement along the inland waterway econom- 
ically feasible it is necessary (1) that the tonnage be of sufficient magnitude, 
and (2) we must move cement in large barge lots. 

_ “The present limited depth for the movement south to Miami is not sufficient 
for us to move large barge lots. A channel 12 feet deep from Jacksonville to 
Miami would make this feasible.” 

Many other commodities can move on the waterway when adequate depth and 

Width have been provided all the way to Miami. 


NATIONAL-DEFENSE TONNAGE 


The waterway from Jacksonville to Miami provides access by barge to a num- 
ber of important defense installations along Florida’s east coast. 
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The deepening to Eau Gallie provides a 12-foot channel to Patrick Air Force 
Base and the guided missile center at Cape Canaveral. In Palm Beach County, 
Palm Beach Air Force Base less than 2 miles from the waterway. In the Mian 
area the Opalocka Naval Air Station is very active, as is the Air National Guard 
at Miami’s 36th Street airport. The Homestead AFB in south Dade County jg 
being reactivated and will soon be in full operation. 

All of these military installations are large consumers of petroleum products 
and all can be served by barge operations on the Intracoastal Waterway. The 
principal petroleum storage on the east coast is at Jacksonville and Port Byer. 
glades with smaller bulk terminals at Canaveral Harbor, Palm Beach, ani 
Miami. A substantial saving to the Defense Department wil result from barge 
transport of petroleum products required at these installations. 

The transport of petroleum to these important defense installations on a pro- 
tected waterway is worthy of serious consideration by our military planners 


CONCLUSIONS 


The foregoing information demonstrates clearly that an urgent need exists 
for the early completion of the authorized and partially completed 12-foot water. 
way from Jacksonville to Miami. Both Federal and local interests have made 
a large capital investment in the project to date. Benefits from these invest- 
ments will not be fully realized until the project is complete. The Florida 
Inland Navigation District is ready to meet all requirements of local cooperation 
to complete the 12-foot project. 


RECOMMENDATIONS 


The Florida Inland Navigation District recommends that— 
1. Funds in the amount of $850,000 be appropriated for continuation of con- 
struction of the project in fiscal year 1956 


2. Sufficient funds be appropriated in fiscal years 1957, 1958, and 1959 to com- 
plete the project. 
H. C. Gee, Consulting Engineer. 

Mr. Grr. I would like to speak concerning a few points in my state- 
ment which have not yet been covered by the witnesses who pre- 
ceded me. 

I should like to go into the financial record of this project in some 
little detail. The project to deepen the waterway to 12 feet was 
authorized in 1945. 

The assurances of local cooperation were accepted on December 
24, 1946, by the Secretary of the Army, and the project is about 50 
percent complete on the 175-mile reach from the St. Johns River to 
Eau Gallie, Fla., and to date, local interests have spent $3,079,000 for 
acquisition of rights-of-way and spoil-disposal areas for this project. 

At the same time local interests have provided the necessary ter: 
minal facilities, side channels, and turning places, and inlet connec: 
tions to the ocean in order that this waterway may be a complete an! 
functioning transportation system. 

The Corps of Enigneers in their most recent report to Congress 0! 
this problem reported the total expenditures as follows: 

Terminal facilities, $12,873,000; dredging of side channels, inlets, 
and so forth $30,562,000. This brings the total expenditures by local 
interests on this project to $46,246, 000. 

During that same period of time, the Federal Government ha 
appropri iated somewhat in excess of $12 million for the construc tion 
of this waterway. There remains to be appropriated from Federal 
funds approximately $13 million to complete the deepening of the 
river from Eau Gallie to Miami. 

The earlier witnesses have indicated the rapid development of the 
area, and one benefit which has been derived by this project from that 





er. 
‘ate: 
pre- 


ome 
was 


aber 
t 50 
r to 
) for 
ject. 
ter- 
nec: 

and 


3S On 


lets, 
local 


has 
tion 
leral 
the 


f the 
that 


581 


development is the urgent need for fill material by private landowners 
who own property along the waterway. These landowners have been 
encouraged by the nav igation district to seek permits from the Corps 
of Engineers and do their dredging in the Intracoastal Waterway, with 
the result that part of the waterw: Ly is deepening, and their land is 
filled in one operation. 

This program has been quite successful. So far 29,985 feet of water- 
way has been dredged to project dimensions, and 12,260 feet has been 
dredged to half dimensions. 

The result of all of this dredging and the total cost to the Govern- 
ment has been to save approximately $315,000 in the ultimate dredging 
cost to complete the project. 

Additional free dredging by private interests is in the planning 
stage now, and the navig: ition district is actively encouraging adjoin- 
ing owners to remove material wherever possible from the navigation 
channel. 

I have an interesting excerpt from a letter written by the Lehigh 
Portland Cement Co., which company has a new mill at Porth: and, 
Fla. The excerpt re: ads as follows: 

There is a practical possibility that we may ultimately move from 250,000 to 
300,000 tons of cement annually from our Burnell plant, divided into approxi- 
mately the following proportions: 200,000 tons moving south to the Miami market, 
100,000 tons moving north to the Jacksonville area. 

In order to make movement of cement along the Inland Waterway economically 
feasible, it is necessary (1) that the tonnage be of sufficient magnitude, and (2) 
we must move cement in large barge lots. 

The present limited depth for the movement south to Miami is not sufficient for 
us to move large barge lots. A channel of 12 feet deep from Jacksonville to 
Miami would make this feasible. 

That letter is dated May 2, 1955. 

The earlier witnesses have touched upon the defense implications 
of the project, and I shall not repeat those details which are already 
before the committee. 

In conclusion, I think it could be stated that there is an urgent need 
for the early completion of the authorized 12-foot project. Both the 
Federal Gov ernment and local interests have made substantial invest- 
ments in this project, and the benefits from these investments cannot 
be fully realized until the project is completed all the way to Miami. 

The Florida Inland Navigation District is ready to meet all require- 
ments of local cooperation, and is continuing its program of encour- 
aging private interests, wherever possible, to assist in dredging this 
project to 12 feet. 

The Inland Navigation District recommends that an appropriation 
of $850,000 be made in fiscal year 1956, and that sufficient funds be 
made available in the 3 subsequent fiscal years to complete the project 
by the end of fiscal year 1959. 

That would be a feasible program of construction. Thank you, Mr. 
Chairman. 

Mr. Marsuauu. Thank you for your statement. 

Mr. Kirwan. What did the Bureau of the Budget recommend ? 

Mr. Gee. There is no recommendation in the budget. Witnesses 
from the navigation district appeared before the Bureau of the Budget 
in September, but no certain amount was included in the budget. 

Mr. Kirwan. Mr. Gee, do you know a gentleman who is now located 


in your area by the name of Hamilton, who opened a restaurant down 
there? 
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Mr. Ger. At West Palm Beach; yes, sir. 

His restaurant is on South Dixie. He has a very fine place at which 
to eat. 

Mr. Rogers. He has made quite an investment there. 

Are there any questions of Mr. Gee ? 

Mr. Marsuatu. I do not think so. 

Mr. Rogers. Mr. Chairman, I want to note for the record, an associ- 
ate of Mr. Gee, who also is a consulting engineer, Mr. Buckman. I do 
not believe Mr. Buckman has a statement, but I wanted to note his 
appearance here. 

Mr. Buckman. No, sir, Mr. Chairman; I do not have a statement, 
but I thank you very much for the interest which the committee has 
shown in this matter. 


STATEMENT BY CONGRESSMAN ROGERS 


Mr. Rogers. I do want to say, Mr. Chairman, and members of the 
committee, that we do appreciate the time which you have given us. 
From personal experience in this area, I know of the vital necessity 
of this inland waterway for national defense. I have seen ships which 
have been torpedoed right off the coast of Florida, in the vicinity of 
Fort Lauderdale. These tankers were torpedoed during ~ last war 
in an effort to get the gasoline transported to the needed area 

I do not think we can afford to wait for another c dateahcovlie to come 
upon our Nation before we prepare for these things. There is nota 
very large area — h needs to be completed, and by a small expendi- 
ture of money we can prepare for a situation which we should meet 
now before it is el late. 

With our military defense establishments located where they are, I 
feel that it is urgent that this committee give this matter serious con- 
sideration. 

Thank you very much. 

Mr. Marswaru. Thank you, Congressman, for your statement. 


Cross Froripa Bares CANAL 
WITNESS 


HON. CHARLES E. BENNETT, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 


Mr. Marsuauty. The committee will come to order. 

At this time we will be glad to hear from our distinguished and able 
colleague, Congressman Bennett of Florida. 

Mr. Bennett. Thank you very much, Mr. Chairman. 

The Chief of Engineers has requested, : ‘and the Bureau of the Budget 
has approved, an appropr iation of $8,000 for the purpose of review- 
ing the economic position of the authorized barge channel across north- 
ern Florida to connect the Atlantic and Gulf Intracoast al Waterway 
systems. 

I understand the position of the Chief of Engineers to be that the 
known benefits of this connection, with respect to both its general 
economy and its value as war insurance, have not diminished since 
its authorization. Further, that the pr esumptive evidence of its pres- 
ent need and economic value is sufficient to justify the expenditure of 
the amount requested for the purpose stated. 
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There is little, if anything, that I could add to the authoritative 
justification of his request that has already been made by the Chief 
of Engineers. But, on behalf of the people of my district, whose 
interests are vitally related to this project, I do wish to urge that 
the committee approve this item. 

The opinion generally held by informed authorities in this field 
throughout the country is that, second only to the Mississippi Valley 
system, this project is above all others in importance to the develop- 
ment of the economy of our entire network of inland navigation. It 
will increase the economic potential of every river and harbor channel 
or canal tributary to the Great Lakes, the Atlantic, and the gulf. 
This area comprises 32 of the 48 States. Only the channels of the 
New England and the Pacific States are excepted. 

Without regard to anything but the reasonably to-be- xepected 
enhancement and conservation of the immense ex isting Federal in- 
vestment in all these channels, sound economy requires, at this time, 
a study of the specific benefits this project will yield. 

It is my very earnest hope that you will act favorably upon this 
request of the Chief of Engineers. 

Mr. Chairman, I have a statement here from Congressman Billy 
Matthews, which he has asked me to submit to the committee, in favor 
of this project. 

Mr. MarsHatu. Without objection, the statement of Congressman 
Matthews will be inserted into the record at this point. 

(The statement referred to follows:) 

House OF REPRESENTATIVES, 
Washington, D. C., April 29, 1955. 
APPROPRIATIONS COMMITTEE, 


United States House of Representatives, 
Washington, D. C. 


GENTLEMEN : I should like to present this statement on behalf of a small appro- 
priation of $8,000 for the purpose of bringing up to date an economic survey of 
the Florida cross-State barge canal. This proposed canal would run through 
two counties in my district, Putnam and Levy Counties, and I plead with the 
committee to grant this appropriation. 

I feel that this economic survey will give information that will be very help- 
ful and vital for the development of the Eighth District of Florida and for the 
safety and general welfare of the Nation. 

Sincerely, 
D. R. (Brrty) MarrHews, 
Member of Congress, Eighth District of Florida. 

Mr. Bennett. I would appreciate it, gentlemen, if Congressman 
Herlong could be allowed to submit a statement. He had intended to 
appear later, but he had another committee meeting which he had to 
attend, and requested that he be permitted to file a statement. 

Mr. MarsHatn. Without objection, the statement of Congressman 
Herlong, of Florida, will be inserted into the record at this point. 

(The statement referred to follows:) 

Mr. Chairman, I want to associate myself with the remarks made by the 
Honorable Charles E. Bennett in connection with the appropriation of moneys 
for a survey to determine the economic feasibility of the Florida cross-State 
barge canal. 

I think this will be a worthwhile expenditure, and I hope the committee 


will regard it favorably. 
A. S. Herons, Jr. 
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Mr. Bennerr. I may say, before I conclude, that there is no project 
which is closer to the heart of the people of the district which I repre- 
sent than this project. 

We have two great inland waterways in this country at the present 
time, one is the - great Mississippi Valley, and all of its tributaries, 
and the other is, ‘of course, the East Coast Waterw ay from Trenton, 
N. J., on down south, and this project is the connecting link between 
the two, 

Although there have been controversies in the past with regard 
toa ship canal along this route this project before us is a barge canal, 
and as far as I know there is no difference of opinion in the delega- 
tion on the barge canal, and certainly not as to this $8,000 item, which 
goes to find out whether it is economically justified. 

We have two tremendous barge canal operations, one in the Missis- 
sippl Valley and the other is the east coast seaboard, and this con- 
nects the two. 

Mr. Marsnau. Thank you, Congressman Bennett, for your presen- 
tation here today. 

The committee will now recess until 2 o’clock this afternoon. 


Bia Lacoon WaTeRWAY At PENSACOLA, FLA. 


WITNESS 


HON. ROBERT L. F. SIKES, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF FLORIDA 


Mr. MarsHaLu. We will now be glad to hear from our colleague, 
a member of the Committee on Appropriations, Congressman Sikes. 

Mr. Stxes. Mr. Chairman, for a number of years we in the Florida 
delegation have been trying to get improvement of the alternate 
channel connecting Big Lagoon and Pensac = Bay on the Intracoastal 
Waterway. To the shippers and to the Navy this is an important 
channel. Approval for the project was authorized by Congress in 
1950 as a result of legislation introduced by me. However, because 
of the Korean war, funds were withheld from the project. 

This project has been before the American Waterways Operators 
for the past 10 years. Virtually all shippers considered it a very 
worthy project. Recently the Navy has also shown a stronger interest 
in the project, stating that from the standpoint of training carrier 
operations it would be adv: antageous to have the new route compl sted. 
From the standpoint of Navy operations these advantages are related 
to the establishment of the Big Lagoon Channel. 

Due to the restricted maneuverability and draft of the training 
carrier, experience indicates that, once committed to the channel, very 
little deviation from the centerline of the channel can be made. ‘This 
results in a greater possibility of interference between the training 

carrier and barge tows at the point where the regular ship channel and 
the present: intercoastal waterw ay merge. 

On occasions the training carrier has been delayed in getting under- 
way from the naval air station, Pensacola, wharf and in getting under- 
way from its anchorage in Pensacola Bay due to barge tows entering 
the ship channel from Big Lagoon. On other occasions the training 
carrier has been delayed in entering the Caucus Cut Channel from 
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seaward until the barge traffic in the Intercoastal Waterway reached 
a point where passing should be safely accomplished. 

Relocation of the subject Intracoastal Waterway would permit 
barge tows and small craft to enter Pensacola Bay from Big Lagoon 
without crossing the main ship channel at a critical turn in the channel, 
thereby reducing the possibility of collision and further reducing 
costly time delays on the part of the training carrier and commercial 
operators utilizing the Intracoastal Waterway. 

In addition, it 1s obvious that tonnage moving for the Air Force 
for deliveries along the Florida coast should be considered a part of 
the national defense effort. The change in the channel between Big 
Lagoon and Pensacola Bay would in all probability eliminate over 
50 percent of the weather delays encountered in carrying out transpor- 
tation for the Air Force along the gulf coast. Commercial shippers 
would, of course, enjoy the same benefits. 

Insummary, it is estimated that the work will require approximately 
$100,000, but for this comparatively small amount, a faster and a more 
practical route in and out of Pensacola Bay will be offered for barge 
operators. It will also eliminate the unnecessary delays now being 
encountered by the barge operators due to the Navy’s restrictions on 
tows crossing the Pensacola Bay during periods when aircraft carriers 
are coming in or going out of the harbor. 

Iam hopeful, Mr. Chairman, and gentlemen of the committee, that 
you will see fit to approve an appropriation of funds adequate to meet 
the needs for opening the channel connecting Big Lagoon and Pensa- 
cola Bay. 

Mr. MarsHatu. Thank you, Congressman Sikes, for a fine statement. 


Mr. Sixes. Thank you, Mr. Chairman. 


Sutron Ressrvorr, W. Va. 


WITNESSES 


HON. CLEVELAND M. BAILEY, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF WEST VIRGINIA 

CHARLES T. JONES, REPRESENTING THE CHARLESTON CHAMBER 
OF COMMERCE, CHARLESTON, W. VA. 

T. S|. BLAIR, JR., PRESIDENT, WEST VIRGINIA WATER SERVICE 
CO., CHARLESTON, W. VA. 

0. C. THOMPSON, CARBIDE & CARBON CHEMICALS CO. 

W. M. BOWERS, CHIEF CIVIL ENGINEER, HOPE NATURAL GAS CO., 
CLARKSBURG, W. VA. 

GEORGE N. REED, SYSTEM RATE ENGINEER, CONSOLIDATED 
NATURAL GAS CO., WASHINGTON, D. C. 


Mr. MarsHatu. The committee will be in order. We are pleased at 
this time to hear from our able and distinguished colleague from 
West Virginia, Congressman Bailey, who is appearing before us in 
behalf of Sutton Dam. Mr. Bailey, we will be very glad to hear from 
von at this time. 

Mr. Bamtey. Mr. Chairman and gentlemen of the committee, we 
are here in the interest of what is commonly known as the Sutton 
Reservoir, on the Elk River in central West Virginia. 

This is not a new project. It is a project which Congress authorized 
by legislation back in 1938 and 1941, and initial action was taken on 
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the project in 1946 when the first appropriation was made. This was 
followed by a second appropriation. All told there has been appro- 
priated approximately $1,800,000 for the project. 

The first appropriation was used for the acquiistion of land titles, 
for core drillings at the site of the dam and for the sealing of the 
open mines above the river on the project, the mine openings, and 
approximately $750,000 was expended for the relocation of a section 
of the Baltimore & Ohio Railroad which would eventually be flooded 
by thedam. They lifted it up on the hillside beyond the area. 

The last appropriation was made in 1950, and was for constructive 
moneys in the amount of $1,300,000. That was effective and available 
July 1, 1950. If you will recall that is the time when the Korean 
trouble broke out and President Truman froze a lot of the appropria- 
tions as not being essential to the war effort. This was one of the 
projects which was frozen. So, the object of our appearance here to- 
day is to reactivate the project, at least to ask for as much money as we 
lost when it was stopped by the President in 1950, and that would be 
for construction. 

Last year we made an effort to renew the project and through the 
Army engineers asked for additional money to finish the relocation 
of the railroad, and the budget officer said they, the budget office, 
would be much more interested in giving you something for construc. 
tion. You can relocate that railroad over a period of 4 or 5 years, 
You construct the dam because you would never flood the railroad 
there until the dam was completed and filled with water. 

So I talked with the budget officer, and we had a conference with 
the representative of the Army engineers, and I want to go down when 
we get through with the committee meeting and talk to Mr. Hughes, 
the ‘Budget Director, about giving us a supplemental item for this 
project. “We want to talk this project over with you gentlemen at this 
time. so that you will be familiar with the project so that if Mr. 
Hughes grants us this special request we would like to have you in- 
clude it in your report as one of the items in your budget for civil 
functions, acting on it as a supplemental request. 

Mr. Marsuaty. I’m sorry, I didn’t hear your last remark. 

Mr. Battey. I say if Mr. Hughes grants us this special request for 
a supplemental appropriation we want the committee to be familiar 
with the details of the project and the interests of the people who 
would be benefited, and that is what this committee is here for, to take 
20 or 30 minutes of your time to advise you people about this project. 
and if we get a supplemental we would like to have you include it in 
your budget as a supplemental request. 

Gentlemen, let me say this to you. This is an important project. 
It is the top project in the Ohio River division of the Army engineers. 
Of course, it is under the control of the Huntington regional office 
of the Army engineers, at Huntington, W. Va., which is part of the 
Ohio Valley setup of the Army engineers. May I say to you briefly 
there are four measures for the control of the great Kanawha River: 
one is the completed Bluestone Dam. The second is this Sutton 
Reservoir. There will be a third at Summersville on the Gauley River. 
and a fourth at Big Bend on the Greenbriar River. Then you wil! 
have the entire v valley under proper control. 
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This is not a power project. This is a multiple-purpose project 
for flood control, soil conservation, water conservation, and to try to 
furnish a controlled water supply for the valley below the dam. 

The Elk River joins the great Kanawha inside the corporate limits 
of the city of Charleston, the capital city of West Virginia, a city of 
over 100,000 population, in an area there of probably better than 
300,000 including the surrounding municipalities. 

We have gentlemen here today to give you a reaction of their interest 
inthis project. There isa representative here from the Hope Natural 
Gas Co. which happens to have one of the great compressor stations 
on the banks of the Elk River below where the reservoir will be 
located. Also, the United Fuel & Gas Co. is vitally interested. The 
Carbide & Carbon Chemicals Co. people have a plant at the confluence 
of the Elk and the Kanawha Rivers at Charleston. Everybody under- 
stands when we talk about the National Carbide & Carbon Chemicals 
Co. They are represented here today. 

We have a representative here also from the Charleston Chamber of 
Commerce, and, gentlemen, I have more than 150 telegrams here, 
sheaves of them, “showing the interest of the people there in this 
project. I did not want ‘to bring all of these people in here today 
to bother you, but we brought in some of the people who are directly 
interested, and some of the ‘people who are most concerned in it. 

Mr. MarsHatt. The committee appreciates that because we are 
interested not in a duplication of facts, but in getting at the facts. 

Mr. Battey. I would like to call the attention of the reporter to 
the fact that we have hundreds of telegrams here from the city of 
Clay, the city of Gassaway, the city of Sutton, and the city of C harles- 


ton, and the valley below where the reservoir will be located, who are 
naturally concerned with the construction of the project. 


STATEMENT BY MR. JONES 


I think at this time, Mr. Chairman, I should call Mr. Charles Jones, 
representing the Charleston Chamber of Commerce, and let him speak 
for the interests of the businessmen in the capital city of Charleston. 

Mr. Marsuau. We will be very glad to hear from Mr. Jones. 

Mr. Bartey. Some time in the hearings I would like to submit a 
letter from the State Water Commission giving their reaction to the 
need for this project. I would like to have it made a part of the 
record. 

Mr. MarsHatu. Without objection, it will be included in the record 
at this point. 

(The matter referred to is as follows:) 

STATE OF WEST VIRGINIA, 
STATE WATER COMMISSION, 
Charleston 1, W. Va., May 9, 1955. 
Hon, CLEVELAND M. BAILEY, 
Member of Congress, Washington, D. C. 


; DEAR CONGRESSMAN BAILEY: My attention was directed only today to the hear- 
ing scheduled for May 10 on the Sutton Reservoir project, and time did not permit 
a personal appearance before the Public Works Committee or the preparation of a 
detailed statement with factual data to support the need of additional water 
supply in the Charleston-Kanawha Valley area. 

The Sutton Reservoir is essential for the continued growth and development 
of the Kanawha Valley industrial area. Low flow augmentation in the Flk 
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River through the Sutton Reservoir will provide a safe, dependable source of 
public water supply for the populous Charleston area and will provide additiong| 
flow in the Kanawha River for industrial water requirements, including the 
dilution of pollutional materials. Although an effective pollutional contro| 
program is now underway and will greatly improve lower Elk and the Kanawha 
Rivers, the nature of some of the industrial wastes is such that some residua| 
pollutional materials which remain in the plant effluents after treatment mus 
be absorbed and diluted by streamflow. 

The writer is connected with two State agencies directly concerned with water 
supply problems and can attest to present and future water supply needs for an 
area representing over 10 percent of the population of the State, needs which 
can be met by the early completion of the Sutton Reservoir. 

I regret that time did not permit a more thorough presentation of data support. 
ing the project. 

Very truly yours, 
H. K. Gipiey, Executive Secretary. 

Mr. Batitry. I would like to put that in along with any other inserts 
that any of the other gentlemen would like to put in. 

Mr. maaan atu. Mr. Jones, we will be very glad to hear from you. 

Mr. Jones. Mr. Chairman and gentlemen of the committee, I am 
here today representing the Charleston Chamber of Commerce. We 
have a pretty vital interest there in the stopp: age of water. 

Most of you, I guess, have seen the Kanawha V alley, and probably 
from the st: undpoint of conc entration of population and industry it 
is pretty hard to duplicate in the East. We have been told that from 
the standpoint of flood control that the three great centers of popula- 
tion today in the order of hazard from floods are Kansas C ity, St. 
Louis, and Charleston. 

This, of course, is a matter of importance to us because we want to 
grow, and we want to hold ourselves out as a protected place for people 
to live in and for industry to locate in. 

The matter of most acute importance today is the city drinking 
water, which will be covered later by another witness probably better 
than I can do it. 

We must maintain a more stable flow of water in the Elk River 
than we have maintained in the past. 

The use of water from the Kanawha River, which is the river that 
flows east and west across Charleston, and which the Elk flows into, 
is so great that the temperature of the river is up some 14° to 15°. This, 
I believe, is one of the few cities in the country where this has occurred, 
and it just emphasizes our problem in the total number of gallons of 
water available for the use of industry, and the maintenance of a large 
civilian population to serve this industry. 

I will be glad to answer any questions that you may have, gentle- 
men. I do not want to labor you gentlemen with a long talk abou 
this situation, but that is prince ipally our situation. We need flood 
control, and we need drinking water and a more stable flow of water 
in the Elk River to maintain our town’s water supply and to enable 
the town to grow. 

Mr. Marsuauz. Thank you very much, Mr. Jones. 

Mr. Battery. Mr. Chairman, before we call the next witness I would 
like to get into the record the comments of the Army engineers on 
the need for this project, and here is just a are of brief paragraphs 
setting forth the importance of this project. I think this should go 
in the record in connection with the statement of the gentleman from 
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the Charleston Chamber of Commerce. I am reading now, and quot- 
ing from the Army engineers report : 


Sutton RESERVorIR, W. Va. 


Construction of the Sutton project will greatly reduce a flood hazard that 
exists in the narrow and densely occupied industrial valley of the Kenawha 
River at and in the vicinity of Charleston, W. Va. Extreme floods of record have 
inundated virtually the entire valley floor of the Elk and Kanawha Rivers and 
the occurence of a great flood similar to that of 1861 under the present congested 
condition of the valley would result in stark tragedy. The flood of 1861 covered 
the area now occupied by the Charleston business district to depths ranging 
from 2 to 11 feet and residential areas were flooded to like depths. The Blue- 
stone Reservoir, on New River, controls but 4,565 square miles of the total 
drainage area above Charleston, which totals 10,420 square miles, and it is 
apparent that additional reservoir control is required to assure dependable 
protection from major floods. The industrial developments on the flood plain at 
and below Charleston, located at the confluence of the Elk and Kanawha Rivers, 
include great basic alcohol, ammonia, and chlorine products plants which help to 
make the Kanawha Valley one of the greatest chemical centers of the world, a 
major United States naval ordnance plant, and large general manufacturing 
industries, all of which are of utmost importance to the national defense and 
economic welfare. A major portion of the processing and manufacturing works 


of the Carbide & Carbon Chemicals Corp. is located on a large island in the 
Kanawha River downstream from Charleston. The island is subject to inunda- 


tion by major floods, and if flooded, damage to the property on this island alone 
would amount to approximately $6 million. The major industries located in the 


flood plain have a combined value of over $1 billion and an extreme flood, similar 
to that of 1861, would result in a major degree of destruction to most of the 
plants and force some of them out of operation for undetermined but long periods 
of time. Use of the reservoir to increase low flows will alleviate a serious stream 
pollution and water supply problem of Charleston where large numbers of 
workers essential to national defense work reside. 


That is the statement of the Army engineers. 


STATEMENT BY MR. THOMPSON 


The next witness I am going to introduce is Mr. O. C. Thompson, 
who represents the United Carbide & Carbon Chemicals Co. 

While he does not care to make a statement he is here as their repre- 
sentative because they were not aware of the calling of this meeting 
in time for him to have a prepared statement, but he is here, and if 
he cares to make any comment I think he should do so at this time, 
Mr. Thompson. 

Mr. MarsHatu. The committee will be glad to hear you, Mr. Thomp- 
son. 

Mr. Tuompson. I am sorry I did not have time to prepare a state- 
ment. I do not know that there has been prepared by our company 
any real estimate made of the possible flood damage, but I think 
it is safe to assume that if a flood did occur that was comparable to 
the one that occurred as a matter of record back in 1861, and the 
Army engineers say that we are away past the day for some such 
cats strophe, : and I am including the entire flood control project which 
Congressman Bailey did not mention, not just one section of four 
dams, if we had been in that rain or flood condition the damage would 
have been possibly 10 times that $6 million figure that Congressman 
Bailey mentioned. 

I am sure most of you gentlemen are aware that somebody outside 
of the chemical industry has called the Kanawha V: alley the Ruhr of 
the United States. 
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The Carbide & Carbon Chemicals Co has, of course, had operations 
there for a long period of years, and it is the dominant industry in the 
valley with 10,000 people in two different plants just a few miles apart 
both down the valley from Charleston proper. 

We are interested in all of this entire flood control problem and the 
flow augmentation project represented by these dams. This is one of 
the series of four dams or reservoirs as Congressman Bailey has men- 
tioned. We are deeply interested in all of this because we need two 
things very badly. We need stabilized water flow, and we need this 
flood protection because a chemical plant inevitably does produce 
some wastes, some of which there is no known method of entirely 
eliminating other than by dissipating in a stream, and we are com- 
mitted to a tremendously extensive project now in both of those two 
chemical plants involving literally hundreds of different chemicals, 
In those two plants alone we turn out something like 300 commercial 
chemicals, and some of them are extremely complicated chemicals with 
great long chains. They call them chicken wire chemicals because 
they are so complicated. Those things have to be broken down in a 
laboratory to determine just how they can be treated in order to dis- 
charge them without causing damage to the water. 

Mr. Battery. May I ask the gentleman a question at this point, Mr, 
Chairman ¢ 

Mr. MarsHaty. Yes. 

Mr. Battey. Your industry would be directly concerned in the 
event of another world war? Your industry is one of the potential 
industries of the defense effort; is that correct, Mr. Thompson ? 

Mr. THomrson. Well, Carbide & Carbon turned out most of the 
synthetic rubber components for World War II. As a matter of fact, 
the vast majority of our war effort was on rubber which was pro- 
duced by our processes before the other people ever got ready for it. 

Mr. Battery. Your industry is one of some 5 or 6 large chemical in- 
stallations in that valley there; is that true? You have du Pont and 
others there? 

Mr. THompson. I think there are about eight of them that could be 
considered as major chemical operations in that area, but the business 
of the improvement and stabilization of our water flow through the 
Kanawha Valley is extremely important. I do not think that there 
is anything more that I can add. 

Mr. Marsuatu. Thank you for your statement, Mr. Thompson. 

Mr. Batter. I said it was a multiple-purpose project in addition 
to being a flood-control project. They are interested in protecting 
their plant from injury, and they are interested in a controlled water 
supply so as to get rid of the pollution situation, and that is one of 
the purposes of this dam. It is not a power project. It is a multiple- 
purpose project, first of all for flood protection and after that a con- 
trolled water supply, and for soil conservation. 

Now, Mr. Chairman, we have a situation that has developed since 
this project was originally authorized in 1947. We have a gentleman 
here who can give you the details of a new angle to it. Back at the 
time that this project was authorized the Government had not dis- 
posed of its Big Inch and Little Inch pipelines which were constructed 
during World War II. 
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It just so happens that this area is the eastern terminus of your 
Southwestern Big and Little Inch gas lines that come in from the 
Southwest. One of them is its terminal at the John Cornwell station 
of the Hope Gas Co. and the other is the Cobb station of the United 
Fuel & Gas Co. 

Those stations are on the banks of this river and in the flood area, 
and that gentleman will be able to tell you something about what has 
happened to those plants in the past from flood. There is one plant 
operated by the United Fuel & Gas Co. from that station through 
which all of the gas coming from the Southwest clears, and they have 
extended the gas lines to Philadelphia, to Baltimore, to Washington, 
and to Richmond. They are serving 18 million people. 

If a flood something similar to any one of a half-dozen floods that 
we have had in the last 50 years came along it would stop the operation 
of those big compressor plants. They have been trebled in size from 
what they were before they hooked on to that gas coming from the 
Southwest, and they are the stations that force the gas out to con- 
sumers all over the eastern seaboard of the United States, and the 
Hope Gas Co. there which serves areas through the John Cornwell 
Station serves industries and domestic consumers at Cleveland, Ohio, 
Akron, Ohio, points in Pennsylvania, and clear on into Mr. Taber’s 
State in western New York. All of it clears through that station. 
There is that station standing there subject to flood which, if a flood 
came, would cut off the supply of approximately 25 million domestic 
consumers. 

Mr. ANDERSEN. Why is all of this industry accumulated in sites 
of this nature, sites that are subject to flood ? 

Mr. Battery. Well, sir, the stations were put there originally ap- 
proximately 45 or 50 years ago. At the time West Virginia’s major 
production was oil and gas, and it is right in the old oil and gas 
fields of the State, and it was there that they purchased and took 
over the transmission lines which they had, and the companies started 
expanding the lines eastward and they upped the power of these 
stations as compressor stations to force that gas through to a larger 
area. 

Mr. Anprersen. Why did they put these terminae of the two big 
pipelines at such an exposed point? The construction of those pipe- 
lines was relatively recent. Why should they bring them in there to 
i point which would be subject to flood? Certainly they knew 10 years 
ago that that was the case. 

Mr. Battery. I presume they probably had knowledge of that situa- 
tion, but I cannot answer why that was done. However, it was done. 
The power of those stations is up how much, Mr. Bowers? I am going 
2 call on Mr. Bowers to give me the figures on what it was prior to 
that. 

Mr. Bowers. Our John Cornwell station was built in 1925, at 
which time we put in 6,000 horsepower. We now have 17,000 horse- 
power installed at that station. 

If I may I want to correct one thing that Mr. Bailey said. He 
refers to the Big Inch lines. They do not come into that point. They 
come into the northern Panhandle. 

Mr. Battey. What is that line? 
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Mr. Bowers. That is the Tennessee Gas Transmission Co.’s line 
from Texas that comes into the Cornwell Station. 

Mr. Batiry. It was built by the Government, however, in World 
War II: was it not? 

Mr. Bowers. No, sir. 

Mr. Battery. The Cobb station of the United Fuel & Gas Co. j 
the one they are using. 

Mr. Bowers. I do not think it was built by the Government. 

Mr. Bawtry. The Little Inch line was not? 

Mr. Bowers. That is not the Little Inch line. 

Mr. Bariry. One is the Big Inch and one is the Little Inch line. 

Mr. Bowers. No, sir; it is a different pipeline. I can show that to 
you on the map. 

Mr. Batitey. Off the record. 

(Discussion off the record.) 

Mr. Battry. At this point I would like to have Mr. Reed take over 
and tell the committee about what the Hope Gas Co. is doing in the 
way of supplying consumers through this station whether they are 
domestic consumers or industrial, where they are located, and how 
many of them are involved. This is Mr. Reed, of the Hope Natural 
Gas Cc o. of Ch irksburg, W. Va. 


STATEMENT BY MR. BOWERS 


Mr. Bowrrs. Mr. Reed suggested that I give the statement on that. 
My name is Bowers. 

Relative to the consumers that the Hope Natural Gas Co. serves, 
I can read from the annual report of the Consolidated Natural Gas 
Co., of which the Hope Gas Co. is one of the affiliated companies: 

The number of residential and commercial consumers served by the 
5 operating subsidiaries of the company exceeds 1 million. 

In addition, the system has more than 1,000 industrial consumers, 
and 32 wholesale customers. 

Service is rendered in Ohio, Pennsylvania, West Virginia, and New 
York through an integrated. natural-gas system, including produc- 
tion, transmission, storage, and distribution facilities. 

The retail area served has a population of over 4,300,000, and it 
includes some of the country’s largest industrial centers. 

Now, as to our station, it is located on the Elk River. As I said 
before, this station was built in 1925, and at this time has 17,000- 
horsepower capacity. 

It pumps 225 million cubic feet of gas per day, 365 days a year on 
a firm contract from the Tennessee Gas Transmission Co. In addi- 
tion to that, it pumps about 5 million from the local field area, and, 
passing through this station, and being treated by the gasoline plant 
at that point, “although not repumped, is an additional 100 million 
cubic feet of gas which comes from our properties south of the 
Kanawha River. 

That makes a total of 330 million cubic feet of gas per day which 
passes through this station. That is about 80 percent of the total 
capacity of the Hope Natural Gas Co., and it is also about 33 percent 
of the total capacity of the entire Consolidated Natural Gas Co.’ 
system. 
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So, we feel that this is one of the most important stations that we 
have, and for that reason we hope that it will never be flooded by a 
flood such as the flood of 1861. 

Mr. Kirwan. How many reservoirs have been built on that river 
since that flood ? 

Mr. Bowers. What kind of reservoirs do you mean? 

Mr. Kirwan. Did you not say something about four of them being 
authorized? How many were built? 

Mr. Bowers. Those are on other rivers. They are on various tribu- 
taries of the Big Kanawha River. There are none on the Elk River 
that I am aware of. 

Mr. Krrwan. There are none on the Elk River, but you said there 
was one on the other river which meets it at Charleston. 

Mr. Bowers. Yes. 

Mr. Kirwan. They were built on the other river, but if the rivers 
meet at Charleston, they must be giving you some protection even 
though they were built on the other river. 

Mr. Bowers. Our plant is 30 miles above the Kanawha River. 
The Bluestone Dam is on New River, which is probably 50 miles 
distant. 

Mr. Kirwan. Not on the Elk River or the Kanawha? 

Mr. Bowers. No, sir. 

Mr. Kirwan. Does it run into one of those? 

Mr. Bowers. No, sir. 

Mr. Taser. The New River runs into the Kanawha. 

Mr. Bowers. The New River and the Gauley River join and form 
the Kanawha River. 

Mr. Kirwan. If there had been any reservoirs built they would 
take up some of that water. 

Mr. Bowers. There are no dams at all on Elk River. 

Mr. Kirwan. No, I did not say the Elk, but on either of the rivers. 

Mr. Bowers. Yes, sir. 

Mr. Kirwan. That would give you some protection. If you had 
another such flood they would get that protection at C harleston ? 

Mr. Bowers. Are you talking about my company’s plant? 

Mr. Kirwan. No, I am talking about the rivers which you say meet 
at Charleston. Are there any ‘dams or reservoirs which have been 
built on either of those rivers that give you some flood protection that 
you did not have at the time of the flood which Mr. Bailey testified to? 

Mr. Marsuary. Did I understand you to say that only one dam 
has been built since that time ? 

Mr. Bowrrs. On the New River, the Bluestone Dam. 

_ Mr. Taser. What about the Gauley River, has that any reservoir on 
it ¢ 

Mr. Bat.ey. No, there is only an authorization for the future, but 
none have been built. The Army engineers have recommended it. 

Mr. TaBer. How big is the one on New River? 

Mr. Bamey. That is the famous Bluestone Dam and that is com- 
pleted. 

Mr. Taner. How big is it; is it a big one? 

Mr. Barey. It cost $29 million at the time it was built. It was 
finished during World War II. 

Mr, Anpersen. Mr. Kirwan asked a question that is very interest- 
ing tome, too. Just what effect did the construction of the Bluestone 
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Dam on the New River have in perhaps lessening the danger to the 
region concerning which we are speaking ? 

Mr. Barrey. It is being used for flood-control purposes. It is not 
being used for power purposes, as it cannot be used for power until 
they “have controlled the rest of the river, because they have to use it 
for flood protection. It does not protect. New River, and to a certain 
extent it protects Kanawha, but the dams we are talking about are 
located on the Elk River, a branch of the Kanawha that joins the 
Kanawha inside the city of Charleston. That is the Elk River, and 
that is the one on which the Sutton project is located. It is one of the 
four projects to control the entire valley. All of these industries 
which we are talking about here would not be benefited directly unless 
they were on the Kanawha River below or above its confluence with 
the Elk River. We are talking about industries which are located on 
the Elk River itself, and that is this project, the Sutton project. It 
will contribute to the control of the entire Kanawha Valley, but 
particularly provide flood protection for the industries located along 
the Elk River itself. 

Mr. MarsHatu, You were talking a moment ago about this chemical 
plant. 

Mr. Battery. That is right. 

Mr. Marsuau. Is this chemical plant on the Elk River ‘ 

Mr. Batzry. No, sir, the chemical plant is on the Kanawha River. 

Mr. MarsHatu. Which does have some benefit, from a flood-control 
standpoint, from the dam that Mr. Kirwan was talking about ? 

Mr. Batiey. It will have greater benefit when the one is built on the 
Gauley River at Summerville. It will be more beneficial; is that 
right, Mr. Thompson ¢ 

Mr. THompson. That is the way we understand it. 

Mr. Battery. Mr. Bowers, have you finished ? 

Mr. Bowers. Yes, sir. 

Mr. Battery. I would like to clear up the question about the Big 
Inch and the Little Inch pipelines. I was correct in my statement 
that the Big Inch and the Little Inch pipelines were built by the 
Government. They were first sold to the Tennessee Gas Transmis- 
sion Co. that operated them for a period of months, and then trans- 
ferred them to the Southwest Gas Transmission Co., which is the con- 
cern that has extended the lines to Philadelphia, Baltimore, Wash- 
ington, and Richmond and is serving 18 million customers. 

The Southwest Gas Transmission Co., through its subsidiary, the 
Seaboard Gas Transmission Co., is operating an extension of the 
Big Inch line that goes to Philadelphia, Baltimore, and Richmond. 
It is operating for the parent company, which is the Southwest Gas 
Transmission Co. 

Mr. ANnpersen. I might say that you are usually right in m) 
opinion, Mr. Bailey. 

Mr. Bartey. Thank you. I did not mean to create the wrong con- 
ception. 

STATEMENT BY MR. BLAIR 


We have one other man who is directly concerned with this project, 
and he is the manager of the West Virginia Water Service Co., Mr. 
Thomas Blair. Mr. Blair. 





Mr. Buarr. Mr. Chairman and members of the committee, I am 
with the West Virginia Water Service Co., and we have 17 water 
plants in the State of West Virginia with a total of 69,000 customers 
in the Charleston system. That is one of our plants. We serve 44,500 
customers in the great Kanawha Valley, and we serve them from 
Shrewsbury on the east, to Poca on the west, on both sides of the 
oreat Kanawha River, and about 8 miles up the Elk River, a territory 
of approximately 35 miles from one end to the other. 

This photograph here [indicating] shows the business and resi- 
dential sections of Charleston, W. Va., and it shows the mouth of the 
Elk River where it empties into the Kanawha River, and also our 
State Capital there [indicating]. 

We are particularly interested in the Sutton Dam in that certain 
storage has been allocated for low-flow conditions in the Elk River. 

We had a drought in 1930. It was the worst drought we experienced 
in West Virginia. We had another drought in 1953 which was 
equally as bad, except that it was of shorter duration. 

In the Elk River in September of 1953 we had a minimum flow of 
11 second-feet, which was 7 million gallons, and we needed for our 
customers in the Kanawha Valley 16,400,000, and in order to get that 
we had to take the polluted water of the Kanawha River to make 
that up. 

In October that flow had been reduced to 500,000 gallons, and we 
still needed 16 million gallons. In November it was down to 194,000 
gallons per day and we needed 16 million gallons per day so our 
interest is in the allocation of the storage for flow during the dry 
periods. 

The allocation would provide 50 second-feet per day, which is 
32,400,000 gallons per day, which would furnish Charleston an ade- 
quate supply of water for years to come. 

If you have any questions you would like to ask I should be glad 
to answer them. 

Mr. Marsnwatu. I do not believe there are any questions. Thank you 
for appearing before our committee. 

Mr. Batter. Gentlemen, may I in conclusion say that what we 
would like to have is the indulgence of this committee if a request 
is cleared from the Army engineers and the Bureau of the Budget 
on this matter, so that it will receive your very careful consideration, 
and before you have reported the bill to Congress it be included with 
the other items. That is the request we are making today. 

Mr. MarsHatu. We thank you for appearing before our committee. 

Mr. Battey. Thank you, gentlemen. 
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MAINTENANCE, ATLANTIC Section, Ln rTRACOASTAL WATERWAY 


WITNESSES 


HON. CHARLES E. BENNETT, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF FLORIDA 

EDWARD D. HOBBS, CHAIRMAN, THE SOUTH ATLANTIC STATES 
INTRACOASTAL WATERWAY IMPROVEMENT ASSOCIATION 

H. H. FLICKINGER, FOR WOODLANDS DEPARTMENT, SOUTHERN 
KRAFT DIVISION, INTERNATIONAL PAPER CO., GEORGETOWN, 
s. ©. 

C. G. WILLIS, OF C. G. WILLIS, INC. "_ 

LEIGH G. HOGSHIRE, PRESIDENT, NORFOLK, BALTIMORE & CARO- 
LINA LINE, INC., NORFOLK, VA. 

L. P. HEARN, TRAFFIC MANAGER, SOUTHERN DIVISION, INTERNA- 
TIONAL PAPER CO., MOBILE, ALA. 


Mr. Marsnauu. The committee will be in order. We are very 
pleased to have before us Congressman Bennett of Florida. 


STATEMENT OF CONGRESSMAN BENNETT 


Mr. Bennert. Thank you very much, Mr. Chairman, for allowing 
me to be here this afternoon. I am going to introduce one of the 
gentlemen with me and let him introduce the others. 

Mr. Hobbs is the chairman of the South Atlantic States Intra- 
coastal Waterway Improvement Association. The purpose of this 
organization’s coming before you today is to make a plea for the 
maintaining of the Intracoastal Waterway along the Atlantic Sea- 
board. 

There are two main thoughts that come to my mind when I think 
about their presentation. There may be others which will appeal 
to you very much more. 

One of the thoughts is that these people represent practical down- 
to-earth businessmen using the barge facilities. In other words, it 
seems to me they are living proof of the justification of our important 
intracoastal waterways, and their combined corporations represent 
many, many millions of dollars. 

The other point I should like to make is that it seems to me there 
is some sort of a moral obligation on the part of the Government, once 
it sets up a waterway at a certain depth and encourages businesses 
to go into the utilization of that waterway to maintain the project 
at about the same level. 

I will trespass on your time too much if I do not stop, but I appre- 
ciate your allowing me to be here, and I hope you will listen carefully 
to the evidence given by these witnesses. 

Mr. Marswati. We will be glad to hear from you at this time, Mr. 
Hobbs. 


STATEMENT OF MR. HOBBS 


Mr. Hopes. Mr. Chairman, I am Edward D. Hobbs, chairman of 
the South Atlantic States Intracoastal Waterway Improvement -\s- 
sociation, recently formed at Savannah, Ga., for the express purpose 
of representing all the users of the waterway. 
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I have with me three gentlemen who represent various factors in 
the uses of the waterway, and I should like to introduce them and 
let them tell you in their own words exactly what the situation is. 

I have a short statement with regard to this matter myself. 

Mr. MarsHALL. Without objection your statement will be included 
in the record. 

(The statement is as follows :) 


THE SoutH ATLANTIC STATES INTRACOASTAL 
WATERWAY IMPROVEMENT ASSOCIATION, 
Jacksonville, Fla., May 10, 1955. 


Supplemental brief in re maintenance funds for the Atlantic section of the Intra- 
coastal Waterway—Norfolk, Va., to Miami, Fla., section. 


To: Hon. Fred Marshall, chairman, Minnesota, Hon. Michael J. Kirwan, Ohio, 
Hon. Edw. P. Boland, Massachusetts, Hon. John Taber, New York, Hon. 
H. Carl Anderson, Minnesota, Subcommittee on Public Works of the Appro- 
priations Committee of the House of Representatives, 84th Congress. 


GENTLEMEN: The South Atlantic States Intracoastal Waterway Improvement 
Association, recently organized at Savannah, Ga., on April 22, 1955, and having 
as members representatives of every industrial, civic, and waterway operators 
group in the several States of Virginia, North Carolina, South Carolina, Georgia, 
and Florida, respectfully submit the following statements of fact in support 
of our request to your commitee for congressional action to relieve the condi- 
tion of the Intracoastal Waterway which in its present state of repair does 
not meet the physical criteria laid down by the Congress in the various acts 
under Which its construction was authorized. 

1. The Atlantic Intracoastal Waterway, Norfolk to Miami, is the aggregate 
result of many acts of the Congress culminating in an authorized waterway 
having a minimum depth of 12 feet at mean low water between Norfolk and 
Miami and with construction funds appropriated from Norfolk to Eau Gallie, 
Fla. (Patrick Air Force Base). All construction authorized has been completed. 
The waterway, Eau Gallie to Miami, is being maintained at its old project 
depth of 8 feet below mean low water. 

2. Since completeion of the 12-foot project the Chief of Engineers, because 
of limitations imposed on his office by the Bureau of the Budget, has admittedly 
curtailed his requests for maintenance funds below the level necessary to insure 
effective use of the waterway by equipment so designed as to utilize the waterway 
at its project dimensions, 

3. Consideration by the Congress, and requests for funds by the Chief of 
Engineers, have followed the pattern of allocation of funds to sections, States, 
or enginer districts, and not, to the best of the knowledge of this association, 
to an interstate waterway having its beginning at Trenton, N. J., and terminat- 
ing at Miami, Fla. 

4, Original authority for construction of this waterway was predicated on 
savings accruing to waterway users and particularly those savings which rep- 
resented the difference between the cost of inland waterway and the next 
lowest method, i. e., coastwise steamship operations. As of this date, all 
of the intracoastal steamship services have been suspended with the exception 
of Pan-Atlantic Steamship Co. service which has been on a sporadic basis for 
the past year or more. 

All of the economic criteria used originally in evaluating the waterway have 
changed and the rapid industrial growth of the South Atlantic States has 
created new demands on the waterway and has made more definite the need 
for preserving this waterway as a competitive transportation artery. 

5. No economic study has been made of the value of the waterway as a unit 
(Trenton to Miami) and it is the intention of this association to ask the appro- 
priate committees of the House and the Senate that, by resolution of those com- 
nitees, the Corps of Engineers be requested to undertake a reevaluation of the 
entire waterway so that the Congress may be currently informed, by official 
report, of the present economic and physical status of the waterway. This asso- 
ciation has by formal action on its part agreed to assist such a survey to its 
ultimate conelusion. 

6. At the present time the effective controlling depth of the waterway is less 
than 10 feet below mean low water. Delays en route, damage to equipment, and 
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inability to load equipment to capacity have worked a continuing hardship 0, 
all users of the waterway. On April 22, 1955, a survey conducted by a member 
of this association found 28 separate and distinct areas where the controlling 
depth was less than 10 feet below mean low water. In another instance a membe; 
of this association found that his cost per ton for maintenance had risen from 
50 cents per ton to 94 cents per ton in a period of 8 years, with the greates 
period of increase in 1953, 1954, and 2 months in 1955. 

An industry user reports that after purchasing equipment designed to operate 
in 12 feet of depth they found that schedules could be maintained only by 
restricting loadings to 75 percent of capacity. 

Consultations and correspondence with the district engineers, the division 
enginer, South Atlantic district, and with the office of the Chief of Engineers 
reveal that instructions from higher authority have been to curtail expenditures 
for maintenance and that the funds requested for fiscal 1956 do not reflect the 
true need for that period but rather they reflect the amounts which the Congress 
might be expected to allow for this work. 

Informal estimates by the office of the division engineer, South Atlantic divi- 
sion, reveal that the sum of $1,600,000 would be the minimum amount required 
to restore the waterway to its project dimensions in that division alone, with 
no provision for any new work on any part of the project. It is estimated that 
another $400,000 would be required to restore the section from the North Car. 
olina State line to Norfolk Harbor. 


CONCLUSION 


This association respectfully suggests that, in view of (1) the economic value of 
this waterway, the dependency of the South Atlantic States on this as the last 
remaining competitive transport system ; (2) the fact that a considerable number 
of industries have invested hundreds of millions of dollars in fixed plant predi- 
cated on the use of the waterway; (3) during World War II when enemy sub- 
marines made the eastern coastwise shipping lanes unusable by reason of sub- 
marine action, the Intracoastal Waterway was the single safe avenue left 
open for the movement of petroleum products along the coast, an emergency 
situation exists that requires prompt and effective action. 

We therefore recommend that this committee recommend to the Committee on 
Appropriations that the minimum sum of $2 million be included in the national 
budget for the fiscal year 1956 and that the Chief of Engineers be directed by 
suitable resolution of the Congress to expend these funds solely for the restora- 
tion of the Intracoastal Waterway to its authorized project dimensions from 
Norfolk, Va., to Miami, Fla. 

Respectfully submitted. 

SoutH ATLANTIC STATES INTRACOASTAL 
WATERWAY IMPROVEMENT ASSOCIATION, 
By Epwarp W. Hosss, Chairman. 


Appended hereto: Statement by Norfolk Baltimore & Carolina Lines; National 
Container Corp.; C. G. Willis, Inc.; Woodlands division, International Paper Co.; 
traffic department, International Paper Co. 


STATEMENT BY MR. FLICKINGER 


Mr. Hosprs. The first gentleman I should like to present is Mr. 
H. H. Flickinger, the woodlands superintendent for the Southern 
Kraft Division of the International Paper Co. at Georgetown, 5. C. 

Mr. Marsuati. We would be glad to hear from you at this time, 
Mr. Flickinger. 

Mr. Fuickrncer. Mr. Chairman and gentlemen of the committee, 
the Georgetown, S. C., plant of International Paper Co. is located on 
Winyah B: ay on the Atlantic Intracoastal Waterw ay approximately 63 
miles north of Charleston, S. C. The company is engaged at this 
point in the manufacture of paperboard, and consumes in that opera- 
tion approximately 900,000 cords (128 cubic feet per cord) of rougi 
wood annually, equivalent to 2,430,000 tons. The wood is transported 
to the mill from various points in North Carolina, South Carolina, and 
Georgia by truck, barge, and rail. 
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In 1947 an active program was initiated to increase the delivery of 
wood by barge. Loading and unloading facilities were constructed 
and the tug and barge fleet increased and modernized. To date over 
$3,500,000 have been invested in these facilities, all of which are 
owned and operated by the company. ‘The delivery of wood by barge 
has been increased from approximately 250,000 tons in 1947 to over 
700,000 tons annually and constituting 29 percent of the wood required 

forthe plant. In addition, the company owns and has under intensive 
forest management over 400,000 acres of land to insure an adequate 
wood supply. for the barge operations. 

The delivery of wood by water results in savings in transportation 
costs of over $1 million annually and furnishes the mill raw material 
security by making available wood which is both difficult and extremely 
costly to transport by other means. The barge wood operations 
utilize approximately 410 miles of the Atlantic Intracoastal Waterw ay 
extending from Core Creek, N. C: to the Ogeechee River, south of 
Savanné th, Ga., and also use a total of 130 miles of tributary ; namely, 
New River, N. C., Cape Fear River, N. C., and Ogeechee ‘River, Ga. 

Although the project depth for the waterway is set at 12 feet with 
1 90-foot channel, we have been informed by the Chief of Engineers 
that, because of limited funds, a general policy has been established 
that no maintenance funds will be expended until the mean low water 
depth is less than 10 feet. 

However, a bulletin dated April 1, 1955, issued by the office of the 
district engineer, Wilmington district, Wilmington, N. C. shows the 
controlling depth for 80 percent of the project width to be less than 
9 feet at ¢ 3 points in North Carolina. At one of these points the 
depth was cabs’ 8 feet. Dr sie was to commence about the middle 
of April. On May another bulletin was issued by the same office 
indicating additional shoaling, with dredging to commence about 
May 5, 1 55. Ihave no information on whether the planned dredging 
has been started. 

It is apparent from these reports by the Corps of Engineers that 
the channel is not being kept to even a minimum of 10 feet. The result 
is that equipment designed for even 10 feet can only be operated by 
light loading and even then at extreme risk and greatly increased 
operating costs per ton mile. Equipment designed for 12 feet is even 
more handic apped by the present condition of the waterw ay. 

It is estimated that the present inadequate maintanence of the 
waterway is causing a loss of $20,000 annually to company equipment 
and cargo without taking into account lost time and inability to tow 
full cargoes. 

That figure of $20,000, gentlemen, takes into account the fact that 
we would expect some maintenance of our equipment and some damage 
(ue to possible misuse of equipment, even though the channel were 
its full project depth and width. 

The rehabilitation of the waterway to full project width and depth 
would enable the company to save an estimated $100,000 a year on its 
present operations. 

It is urged that the Corps of Engineers be provided sufficient 
funds for the restoration and maintenance of the Atlantic Intracoastal 
Waterway to its full project width and depth and remove or mitigate 
special hazards such as sharp turns and approaches to structures. 
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The present inadequate maintenance is resulting in actual deterioration 
of the waterway making the carrying of cargo increasingly more 
difficult and costly, and resulting i in a waterway suitable only for very 
small equipment and pleasure cr: raft. 
Thank you. 
Mr. Marsuatn. Thank you, Mr. Flickinger. 
Mr. ANDERSEN. Do the various companies which have the ad- 
vantage of these waterways contribute anything at all toward main- 
tenance of the channels? 
Mr. Hosss. You mean dollarwise, sir ? 
Mr. AnpersEN. Dollarwise, or in any way whatsoever. 
Mr. Hosps. No, sir. 


STATEMENT BY MR. WILLIS 


Mr. Hogss. Next, may I present Mr. C. G. Willis, Jr., executive vice 
president of C. G. Willis, of Norfolk, a common carrier. 

Mr. Wiis. Mr. Chairman and gentlemen, we operate a common- 
carrier barge and motor vessel line from Trenton to Jacksonville, 
Fla., serving eastern points of this country to the southeastern points, 

Mr. Marsuant. We will insert your statement in the record, Mr, 


Willis. 
(The statement is as follows :) 


CONGRESSIONAL APPROPRIATIONS SUBCOMMITTEE FOR PusLIc WorkKS 


C. G. Willis, an individual, in June 1946, resumed an operation as a contract 
carrier by water on the Atlantic Intracoastal Waterway between Delaware 
River ports and South Atlantic ports as far south as Jacksonville, Fla. This 
operation had been in existence for many years prior to World War II, but was 
discontinued when our country entered this conflict. It has, as will be shown 
later by tonnage and revenue figures, grown tremendously. Starting in June 
1946, operating 1 tug and 2 barges, the operation now embraces a fleet of 6 tugs, 
10 barges, and 2 inland cargo vessels. At the end of 1948 the operation had 
grown to the point where it was no longer practical to operate as a contract 
earrier, so in August 1949 the purchase of the McLain-Carolina Line common 
-arrier rights was consummated. Continuing to grow, Sound business dictated 
the necessity of becoming incorporated, so on July 1, 1951, the operation was 
changed from C. G. Willis, individual, to C. G. Willis, Inc. It has always been 
the policy of this corporation to provide a dependable service for the shipping 
public and that this has been consistently done is evidenced by the caliber of 
the companies using the service provided. The principal shippers northbound 
are National Container Corp., Scott Paper Co., Union Bag & Paper Corp., Robert 
Gair Co., Ine., West Virginia Pulp & Paper Co., and International Paper Co. ; and 
the principal southbound shippers are Procter & Gamble Mfg. Co., Bethlehem 
Steel Corp., United States Steel Corp., Lever Bros. Co., General Chemical Co., 
Du Pont Co., United States Government, Sun Oil Co., Campbell Soup Co., and 
Ford Motor Co. 

The great progress we have made has not been made without the many hard: 
ships encountered in any business venture, but in spite of them. Our greatest 
problem since the inception of this operation has been the condition of the 
Atlantic Intracoastal Waterway. The project controlling depth for this water- 
way is 12 feet; however, this depth has not been maintained. Maintenance 
dredging that has been performed since the end of the World War II was only 
to a depth of 10 feet. In this time of high operating costs, it is desirable to 
load vessels to full capacity. With the waterway in its present condition, this is 
not possible. In addition to not being able to haul capacity loads, these shoal 
conditions greatly increase vessel-maintenance costs. In many sections of the 
waterway vessels are constantly dragging on the bottom which wears the plates 
thin necessitating replacement. This is not the only maintenance problem 
since operating “on the bottom” (a term used by operators to indicate that 4 
vessel is dragging bottom) takes its toll in bent propellers and clogged coolits 
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systems blocked up by debris stirred up off the bottom. The worst section of 
the waterway is along the North Carolina coast between Morehead City, N. C., 
and North Carolina-South Carolina line. This is principally due to the many 
inlets located on this coast where sand and silt are constantly being washed into 
the waterway by the tides and currents. During the past 6 months, delays in 
this section have been numerous. A vessel grounding on one of these shoally 
spots at the beginning of ebbtide will have to wait through ebbtide and until 
floodtide reaches a high enough stage to float her. Operating under conditions 
such as these, it is extremely difficult to maintain a schedule that is satisfactory 
to our shippers. Several times, due to just such conditions, our vessels have 
been delayed to the point where shippers have found it necessary to route 
shipments via rail or truck, and some consignees of cargo loaded on these 
vessels have been forced to curtail production awaiting arrival of their cargo. 
Our suggestion is that a complete survey of the Atlantic Intracoastal Waterway 
be made with the idea of restoring it to the original project depth of 12 feet. 
If this is done, it is our firm belief that water transportation on the Atlantic 
coast will greatly increase thus affording the many shippers and receivers of 
cargo the benefit of lower transportation costs. In the event of a third world 
war, having this waterway in good condition would be a big asset to the 
transportation network of our country. The Russians are reported to have an 
enormous fleet of submarines, and we are all familiar with what the Germans 
did to Atlantic coastal shipping in the early days of World War II. Cargoes 
necessary to the conduct of war could move on the waterway immune to sub- 
marine attacks. Preparedness is the greatest preventive of war, so in addition 
to being prepared battlewise, let’s be prepared transportationwise. 


Tonnage and revenue for years 1947-54 





Tons Revenue Year Tons Revenue 


35, 982 $291, 461 || 1951__ i 149, 412 $1, 454, 436 
41, 369 476, 129 || 1952....-.- : | 218, 088 2, 029, 623 
60, 690 569, 584 || 1953.....--. 273, 109 2, 985, 329 
120, 226 ei EEA. LE BU Rincandvecnuccanes 303, 428 3, 315, 350 








Respectfully submitted. 
. WILLIs, INC., 
. HOGAN, 
Treasurer. 

Mr. Wiis. Let me read off some of the principal shippers. The 
principal shippers northbound are the National Container Corp., 
Scott Paper Co., Union Bag & Paper Corp., Robert Gair Co., Inc., 
West Virginia Pulp & Paper Co., and the International Paper Co. 
The principal southbound shippers, which are general commodities, 
are Procter & Gamble Manufacturing Co., Bethlehem Steel Corp., 
United States Steel Corp., Lever Bros. Co., General Chemical Co., 
du Pont Co., United States Government, Sun Oil Co., Campbell Soup 
Co., and Ford Motor Co. 

We started this operation in 1947, and at that time the waterway 
was maintained at 12 feet. It was a nice operation. We had very 
few difficulties as far as the physical waterway was concerned. But 
in about 1950 the maintenance was dropped to 10 feet of the water- 
way, and we have been running into continuous trouble, time delay, 
and tremendous maintenance on the bottoms of the barges. 

We built 2 new barges in 1947, and in 3 years we had to replace the 
entire bottoms. We have replaced bottoms on five barges altogether. 
The maintenance runs about 20 percent now on our equipment. Of 
that I would say that 8 percent was due directly to the shallow con- 
ditions of the inland waterway. 

Another thing that must be brought up not only for the common 
carriers, but during the last World War everyone knows the con- 
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ditions we had on this coast with the submarine menace from the 
Germans. If a third world war comes up the potential Russian sub- 
marine factor is very grave. During the last war the Atlantic Intra- 
coastal Waterway carried a tremendous volume of oil and general] 
goods along there. If the emergency arises now I would have to say 
that the Atlantic Intracoastal Waterway would practically be worth- 
less for the volume that would have to be moved on that waterway. 

In 1947 we handled 35,000 tons on the inland waterway. In 1954 
it was 303,000 tons. The approximate saving to the shippers was 
$1.2 million. Thank you. 

Mr. MarsHauu. Thank you 

Mr Taser. Your revenue was $3,315,000? 

Mr. Wits. That is right, $3,315,000 revenue in 1954. 

Mr. Taser. You are talking about the depth of the waterway all tlie 
way down from Norfolk? 

Mr. Wuuts. Yes, sir; to Jacksonville. That is where we operate; 
from Trenton, N. J. From Trenton to Norfolk is the Delaware 
River and the Chesapeake Bay, which is deep water. We go into this 
12-foot—supposedly—project depth at Norfolk. It is filled up now 
to 8 or 9 or 10 feet in some places. 

Mr. Taper. You figure it will cost how much? 

Mr. Wituts. It is $1.6 million to bring that back to 12 feet and 
raintain it. 

Mr. Taper. You mean it would cost that much every year? 

Mr. Wiis. No, sir. I think it is $600,000 a year to maintain it at 
12 feet. 

Mr. Taser. How many folks are operating there? How many dif- 
ferent operators are operating barges on the canal ? 

Mr. Wiuts. There is Mr. Hogshire’s company, ourselves, National 
Container, a number of oil companies—just about all of the paper 
people bring their raw products in by barge, for a certain amount. 

Mr. Taner. }fow many tons would you estimate were handled ? 

Mr. Wits. Do you have those figures, Mr. Hobbs? 

Mr. Hopes. On the entire stretch of the waterway, sir ? 

Mr. Taper. Yes. 

Mr. Hoses. Somewhere in the neighborhood of about 23 million to 
28 million tons. 

Mr. Taper. If the average were as good as the company Mr. Willis 
represents, that would be $230 million. 

Mr. Wuuts. I do not think the average would be as good as ours, 
because we are in general commodities. It is an average rate saving 
from the east to the south of about $4 a ton. 

Mr. Taper. $4? 

Mr. Wiis. Saving to the shipper. 

Mr. Taser. Then it would be maybe $115 million. You would not 
think that it would really hurt the feelings of the ship operators or 
the barge operators too much if they contributed 1 percent of their 
gross to rehabilitate that channel. would you? 

Mr. Wiutuis You are talking about a user’s charge ? 

Mr. Taser. Yes. 

Mr. Wuuis. No, sir; it would not hurt me a bit, if it were maintained 
at 12 feet. But then on the Mississippi River you run into a different 
thing. About 90 percent of that is flood control. 
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Mr. Taper. We are not talking about the Mississippi River now; 
we will cross one bridge at a time. 

Mr. Wiis. If you put it on one waterway you would have to put 
it on all waterways. 

Mr. Taper. That might be, but what of it? 

Mr. MarsHau. Mr. Hobbs, did you have another witness to present ? 


STATEMENT BY MR. HOGSHIRE 


Mr. Hogss. We also have with us, Mr. Chairman, Mr. L. G. Hog- 
shire, the president of the Norfolk, Baltimore & Carolina Line, Inc., 
also a common carrier operating into the general area of North and 
South Carolina and Virginia. 

Mr. Hogsutre. Gentlemen, we have been operating over that route 
south of Norfolk since 1953. When the waterway was opened up to 
Wilmington we extended our service to Wilmington, and when it was 
opened up to Charleston we extended service to Charleston. We 
operated without interruption all through World War Il. We had 
to curtail service somewhat due to the Government’s taking some of our 
vessels, 

We are a common carrier certificated by the Interstate Commerce 
Commission and we operate on a schedule. We have been doing so 
for quite a few years. 

We are continuing to face a very serious obstacle in the depth of 
the Intracoastal Waterway. Practically all of our vessels have been 
acquired and maintained to accommodate a profitable load on a 12- 
foot draft, or an 11-foot-6-inch draft over a 12-foot waterway. We 
are now having to curtail that to a 9-foot-6-inch draft, and sometimes 
less. 

Mr. AnpersENn. In such curtailment you are losing money every day ; 
are you not? 

Mr. Hogsure. Well, we are not losing money, but we are not mak- 
ing any money. Let us put it that way, Congressman. 

Mr. AnpDerRSEN. Is there any law against you people voluntarily 
putting up money for maintenance, if the Government does not do it? 

Mr. Hoesutre. We feel this way, sir: We feel that when the Gov- 
ernment gave to the railroads under land grants a lot of very, very 
valuable land, which today is worth much more than the cost of these 
waterways, that we should not be called upon to do that. There are 
forest products, minerals, and oil products on those rights-of-way, 
which the Government gave the railroads, which today are worth many 
millions of dollars more than they paid on the waterways. 

Mr. AnpersEN. Is that the case in the Southeast? Did they give 
such land grants in the Southeast ? 

Mr. Hocsuire. I am not too familiar with that, sir, but in Florida 
I think there were quite a few land grants given. 

Mr. Hosss. In Florida the aggregate value of lands granted to all 
railroads in the State of Florida, on today’s market, would be some- 
where in the neighborhood of $1.6 billion. 

Mr. Hoesuire. It is many times what the Government has paid on 
the waterways, to build these waterways. 

Gentlemen, we are losing 35 percent of our capacity by reason of 
the condition of this waterway. Our maintenance and expenses are 
out of all reason because of what we have to undergo. In the past 5 





604 


years we have spent over $100,000 in replacing bottoms on these ves- 
sels alone, where they are scraping over this shallow draft. Our in- 
surance premiums have increased considerably by reason of broken 
propellers, machinery, rudders, and stuff like ‘that. 

Those claims are under insurance, but in addition to the general 
average it means that our insurance is increasing all the time. Fur- 
thermore, we are not able to operate on a schedule. We are losing 
business that way. 

If this waterway were put back to its original draft of 12 feet, with 
the modern equipment we could reduce our rates. Those economies 
would accrue to the shipping public over those routes there. It would 
be to the advantage of those people for whom this waterway was built. 
We and the people getting direct advantages of the operation feel 
that we have been very patient and we have been very considerate, 
We have not made any demand on you gentlemen before. We have 
put no pressure on you. We realized thi at the national debt was high 
and we wanted to be good citizens, but we have waited now about 5 or 
6 years. We think we are entitled to some consideration here. 

It is only a matter of $114 million. Half of that or one-third of 
that will be saved in the maintenance alone for the year in which the 
work is done. You are talking about exactly $1 million more, which 
would possibly take care of this thing for another 3 or 4 years. 

I would like to urge you gentlemen, if you will, please, to grant us 
that consideration and recommend to Congress that we have this 
money in order that we can continue to operate those common carriers 

and the other people on the waterway can continue to benefit from 
the fs acility that was created for them. 

Thank you. 

Mr. Marsuatx. We thank you for appearing before the committee. 

(The prepared statement of Mr. Hogshire is as follows:) 


STATEMENT OF LEIGH G. HOGSHIRE, PRESIDENT NorFoLK, BALTIMORE & CAROLINA 
LINE, INC., NORFOLK, VA. 


Gentlemen, the Norfolk, Baltimore & Carolina Line, Inec., is a water line, 
classed as a common carrier and certificated by the Interstate Commerce Commis- 
sion to operate between Baltimore, Md., on the one hand and Charleston, S. C., 
on the other, serving intermediate points on the Atlantic Intracoastal Waterway. 

This line has been in continuous operation since January 1, 1923, at which 
time it began a service between Norfolk, Va., and Morehead City, N. C., and inter- 
mediate points. When the waterway was extended to Wilmington, N. C., its 
service was likewise extended and when the waterway was opened up as far 
as Charleston, its service was also extended to that point in 1940. Though 
curtailed somewhat during World War II by reason that certain of its vessels 
were utilized by the Government, it has maintained a scheduled service between 
Baltimore and Charleston since that time. 

Total annual tonnages on its routes since 1932 are as follows: 

Tons | Tons 
at 273 | 1944 . 74,895 
2, 996 | 1945 ; 74, 771 
: ae 773 | 1946 apiece 
117, 871 | 1947 88, 059 
122, 551 | 1948 < 83, 456 
- 126, 860 | 1949 x) 118; 254 
117, 676 | 1950 oe. 
105, 926 | 1951 139, 264 
116, 342 | 1952 ba 127, 377 
122, 640 | 1953 ‘ _.. 134, 383 
105, 802 | 1954___ 130, 050 
96, 868 
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For the past several years we have been having considerable difficulty in 
operating south of Norfolk due to the fact that the Intracoastal Waterway has 
not been maintained to its project depth of 12 feet. We have had to curtail 
loadings to meet the condition of the waterway and suffered numerous delays 
with result in loss of business, and our operating expenses have reached a level 
far beyond what could be termed reasonable; due to unreasonable depreciation, 
maintenance of equipment, and insurance cost incident to grounding damages, 
ete. 

We have vessels which when fully loaded have a draft of approximately 11 
feet 6 inches. At the present time these vessels cannot be loaded down beyond 
a draft of 9 feet 6 inches and even at this draft at times they are forced to tie 
up and await a higher tide level in order to proceed on their voyage. This dif- 
ference in draft results in an average curtailment of tonnage capacity of approxi- 
mately 35 percent. 

The delays which we are experiencing are very costly from the standpoint of 
“loss of business.”” As a common carrier in order to be competitive, we must 
maintain a schedule. When these schedules cannot be maintained, customers 
are unable to depend on the time of arrival of their cargoes and of necessity 
have to utilize a different transporation service. We are confident that a suffi- 
cient draft of water would enable our vessels to operate without delays, to be 
loaded to a reasonable capacity, and would result in doubling our tonnage 
within a very short time. 

Naturally the curtailment of loading capacity and delays as outlined above are 
extremely expensive from an operating standpoint, in addition to expensive 
depreciation, cost of installing new bottoms, new propellers, rudders, etc., due 
to dragging bottoms. In the past 5 years renewal of bottom plates alone have 
exceeded $100,000 in addition to increased insurance premiums brought about 
by excessive damage to hulls, machinery, propellers, rudders, ete. 

Should the waterway be restored to its project depth operators would be able 
to effect considerable savings in operating expenses, utilize their equipment to the 
fullest extent, eliminate delays and make a substantial reduction in their 
rates. Such reductions would attract additional business and increase the 
economies accruing the the public who use these services, and for whom this 
facility was created at great expense. 

At a recent meeting held in Savannah, Ga., on April 12, it was indicated by the 
Corps of Engineers that the Intracoastal Waterway from Norfolk, Va., to a 
point in Florida, approximately 170 miles south of Jacksonville, could be re- 
stored to its project depth of 12 feet for less than $2 million and that there- 
after could be maintained at that depth for approximately $600,000 annually. 
One year’s maintenance would be saved in the year the restoration was being 
accomplished. 

I therefore urge that you favorably consider the necessity for restoring this 
waterway to its project depth of 12 feet, both from the standpoint of national 
defense and commercial utilization and that you recommend to this Congress 
that $2 million be appropriated to cover the cost of immediately carrying out 
this project. 

Respectfully submitted. 

LetcH G. HocsuHtre. 


Mr. Horgss. Mr. Chairman, I would like to submit for the record 
the letter from the International Paper Co. of Mobile, Ala., and 
the communication from the National Container Corp. 

(The information is as follows:) 


INTERNATIONAL PAPER Co., 
Mobile 9, Ala., May 7, 19355. 
Honorable MEMBERS, 
Appropriations Committee, House of Representatives, 
United States Congress, Washington, D. C. 

Strs: This statement is submitted to you in further support of statement 
made to you by Mr. Edward D. Hobbs, chairman, Special Atlantic Intracoastal 
Waterway Committee. 

We would like to acquaint your honorable committee with our interest in 
the improvement and maintenance of the Intracoastal Waterway project between 
Norfolk, Va., and Miami, Fla. 

We understand your committee is to consider on May 10 what appropriations 
should be made in order to return this waterway project to the original depth 
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and width, as well as the appropriation which would take care of the adequate 
maintenance of the waterway. 

We operate a large paper mill at Georgetown, S. C. We transport thousands 
of tons of raw material and finished products annually from and to this mil] 
over this waterway. During 1954 we transported 569,500 tons of pulpwood 
from North Carolina, South Carolina, and Georgia origins to Georgetown, S. C, 
over this waterway. In the first 3 months of 1955 the movement of wood 
amounted to 168,570 tons, and we anticipate a total of 715,000 tons for the year 
1955. 

We also anticipate that the tonnage will remain substantially the same each 
succeeding year after 1955. By the utilization of this waterway we estimate that 
we save on the transportation of this wood between $850,000 and $900,000 
annually. 

We also use this waterway for the movement of paper from Georgetown to 
destinations in the Hast. In 1954 we transported 34,772 tons of paper by the 
waterway. The savings on this movement under what we would have been 
required to pay by rail amounted to $41,726,40. Because of the recent suspension 
of coastwise steamship service we anticipate that the movement will amount to 
52,000 tons in 1955 and approximately the same amount each year thereafter, 
resulting in a saving of approximately $64,200 annually to us. 

We also receive at this mill 1,300,000 barrels, or 162,500 tons, of fuel oil 
annually which moves from Charlestown, S. C., over this waterway. If we 
were required to use other means of transportation, the transportation cost of 
this fuel would be approximately $280,000 greater than we are now paying. 

From the above you can understand that we are vitally interested in this 
waterway project. We respectfully urge that your honorable committee recon- 
mend appropriations sufficient to adequately improve and properly maintain this 
vital waterway. 

Yours very truly, 
L. P. HEARN, 
Traffic Manager, Southern Division. 


NATIONAL CONTAINER CORrP., 
Jacksonville, Fla., May 9, 1955. 
Subject: Atlantic Intracoastal Waterway Between Norfolk, Va., and Miami, Fla. 
HousE COMMITTEE ON APPROPRIATIONS. 


HONORABLE CHAIRMAN AND HONORABLE MEMBERS: The National Container Corp 
is a large manufacturer of pulp and paper products, with 7 paper mills and 25 
converting plants scattered throughout the country with many of the converting 
plants located in the North Atlantic States adjacent to or in close proximity 
to the Intracoastal Waterway. 

In 1937 the National Container Corp. made a study of various areas for the 
purpose of determining upon a suitable location for the construction of a pulp 
and pulpboard mill at which to manufacture the pulpboard consumed in its box 
converting plants. 

One of the primary reasons for the selection of Jacksonville as a site for 
their Southeast mill, which now manufactures in excess of 500 tons daily, 
was the fact that water service could be employed to a very substantial extent 
in delivering pulpboard to its northern box plants. 

For many years after operations commenced at Jacksonville the shippers in 
the Jacksonville area, including National Container, had available to them the 
services of several coastwise steamship carriers. During the war, however, 
services were suspended, and with the exception of coastwise service rendered by 
the Pan-Atlantic Steamship Co., they have not been resumed since the cessation 
of hostilities. 

The lack of coastwise service prompted the development of barge transporta- 
tion on the Intracoastal Waterway and barges have been employed in this 
service for several years. The barge service by contract carriers, common cal- 
riers and private operators has proven to be of great value to the pulp and paper 
mills located along the Atlantic Intracoastal Waterway at points such as Jack- 
sonville, Fla., Brunswick, Ga., Savannah, Ga., Charleston, S. C., Georgetown, 
S. ¢., and Plymouth, N. ©. Inadequate maintenance of the 12-foot project 
depth has, however, proven to be a matter of extreme concern to the users of 
this waterway. Not only does inadequate maintenance contribute very heavily 
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to the operating costs of the users due to frequent groundings and the necessity 
for more than the normal number of haulouts, but in addition it brings about 
the loss of a very large amount of revenue because of the fact that failure to 
maintain a project depth places the users under the burden of transporting less 
than the normal tonnage for which an aoa is designed. As a more specific 
example, I respectfully refer to the National Container’s own situation. 

In order to provide the most economical deliveries to our northern consumers 
of pulpboard we acquired 2 steel barges with a rated carrying capacity of 1,200 
tons of pulpboard each, and commenced its operation between Jacksonville, Fla., 
end Trenton, N. J. Due to frequent groundings we found it was impossible to 
utilize the full capacity of these barges and consequently they have, for the past 
2 years, been operating at between 75 percent and 80 percent of the expected 
tonnage. For the year 1954 through March 10, 1955, the barges failed by 
7,200 tons to carry their normal load of 1,200 tons. 

This represented a revenue loss to the barge operation by reason of short load- 
ing of $50,400 and by reason of having to transport the short tonnage by other 
means of transportation the mill operation incurred a loss of $31,104 in freight 
charges. 

In addition to the loss incurred by short-weight another most serious factor 
enters into the picture. Again attributable solely to inadequate maintenance, 
instead of the barges being utilized for a normal 44 trips per year (22 each), 
the 2 barges were able to complete on 29 trips during the year 1954. The loss 
of 15 trips during that year translated to loss of revenue by the marine operation 
amounted to $126,000 and the loss in freight charges by the mill due to the 
necessity of moving the traffic by other modes of transportation amounted to 
$77,760. 

Summarizing these figures we can attribute to inadequate maintenance the 
following loss during the periods shown: 


1. Loss of revenue by marine operation, 1444 months______-__-_-_--__ $50, 400 
2. Loss to mill in freight charges, 144% months_____-...__.._-_---_-- 31, 104 
. Loss to marine operation account limited trips (12 months) 126, COO 
. Loss to mill operation in freight charges (12 months) 77, 760 


Grand total 285, 264 


In addition to the actual figures illustrated above, substantial damage has 
been incurred to the tugs employed in the handling of the two barges owned 
by National Container Corp. 

It is respectfully urged that this committee give very serious consideration to 
the request made by Mr. Hobbs for additional appropriations to restore the 
project dimensions and sufficient appropriation to guarantee the continued main- 
tenance of this important waterway. 

Respectfully submitted. 

NATIONAL CONTAINER CORP., 
By T. C. MAURER, 
General Traffic Manager. 


Mr. Hosrs. Mr. Chairman, I should like to make a short concluding 


} statement. if I may. 


This matter goes beyond the mere carrying of freight and the mere 
differential that exists between the cost’ of ‘shipping by one method 
or by another method. There have been located in the Southeast in 
the past 15 years plant capacities of some $150 million to $200 million, 
which were predicated completely and wholly on the usability of this 
waterway. 

A pare allel would be—it probably would be an obnoxious parallel, 
but it is a parallel—for the United States my ernment to say to all 
of the pe ale of the United States of Americ: 


Having built up a business which is dependent upon communications the United 
States of America is going to go out of the post-office business and let you 
transport your mail and make your communications as you see fit. 

This waterway was built to save money for the people of the area it 
served. It was built with a specific purpose in mind, and it had a de- 
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fense connotation to it when it was built. It represents a consider: ub le 
investment on the part of the respective States and the respectir 
political subdivisions through which it passes. It also represents a a 
rather considerable amount of money expended by the Congress of 
the United States for the purpose of constructing it and maintaining 
it up to date. For the Congress to abandon this project would not, in 
my opinion, be good business. 

The policy of the C ongress, as to whether the Congress should main- 
tain it or whether the users should maintain it, is a matter only Con- 
gress can decide; but I feel that if a user’s charge such as the Con- 
gressman has intimated but not suggested were imposed upon the 
users of this waterway then the Congress must take a realistic view 
of any and every service which the C ongress gives to the people of 
the United States and of the world, and evaluate them on the same 
basis. 

Gentlemen, that is physically, politically, and economically im- 
possible. 

Mr. Marsnatu. Thank you, Mr. Hobbs. We appreciate your group 
coming before the committee, Congressman Bennett. 

Mr. Bennett. Thank you very much for letting us appear, Mr. 
Chairman. 

Mr. Horrs. Thank you, gentlemen. 


DEEPENING OF THE Mystic RIver 
WITNESS 


HON. TORBERT H. MACDONALD, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF MASSACHUSETTS 


Mr. MarsHatu. We are very pleased at this time to have before 
our committee our able and distinguished colleague from Massa- 
chusetts, Congressman Macdonald. 

Mr. Macponatp. I want to thank you, Mr. Chairman, for the 
privilege of appearing before you. I realize how busy you are. 

Mr. Chairman, and gentlemen of the subcommittee, I am Torbert 
H. Macdonald, Representative from the Eighth Congressional Dis- 
trict of Massachusetts. I want to thank you, Mr. Chairman, and the 
members of the subcommittee for permitting me this privilege of 
making a brief statement relative to the Mystic River project. 

I want to first state that I am vitally interested in this project 
because of its great value to my district, to the port of Boston, to the 
Commonwealth of Massac husetts, and to our national defense. 

The existing project, adopted in 1892 and supplemented by enact- 
ments in 1910, 1935, 1938, and 1950, provides for a channel 35 feet 
deep extending from the 35-foot channel of Boston Inner Harbor 
to the city playground at Charlestown, a channel 20 feet deep from 
the head of the 35-foot channel to a point 800 feet above the Malden 
Bridge with a turning basin above the bridge, a channel 6 feet deep 
from the Boston & Maine Railroad (western division) bridge to : 
point about 2,500 feet above Wellington Bridge, and thence 4 feet 
deep to Craddock Bridge. 

All work on the existing project, with the exception of the 35-foot 
channel from Boston Harbor to the playgrounds at Charlestown, has 
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heen completed. The last work was done in 1938 when the section of 
the river between Island End River and the playground was dredged 
to 30 feet. 

The dredging of the 35-foot channel, estimated to cost $4,500,000 is 
dependent upon the appropriation of funds as of May 17, 1950. 
Federal Law 516 authorized dredging the Mystic River from 30 feet 
to 35 feet at mean low water to within 100 feet of established United 
States bulkhead lines, generally from upper limit of 35 feet channel 
of Boston Harbor at Chelsea Bridge to the Charlestown playground 
and then narrowing to the downstream side of the Malden River. It 
was anticipated that this project would be completed simultaneously 
with the construction of the new Mystic River bridge, which was 
built at a high level with added expense to our taxpayers so that ves- 
sels could come and go freely. However, deepening of the channel 
has not been done and shipping has not been able to capitalize on 
the benefit of the new high level bridge. Presently the inadequate 
depth of the river limits the passage of tankers and many seagoing 
vessels to a few hours each day at high tide. 

I am sure you gentlemen will agree with me that this project is 
of vital importance to the waterborne commerce of the port of Boston 
and the economic welfare of the Commonwealth of Massachusetts. 
At the present time this portion of Boston Harbor has the greatest 
potential for development, depending, of course, on a deeper approach 
waterway. Most of the deep-draft vessels which ply within the area 
of the project cannot now safely navigate at all stages of the tide, 
and must wait the higher stages. This results in costly delays to 
all concerned. 

Since 1950 every effort has been made to have Congress appropriate 
the necessary funds for the accomplishment of this project, but to 
date these efforts have been unsuccessful. President Eisenhower's 
budget for fiscal year 1956 calls for an estimate of $500,000 to start the 
project. As I stated before, the dredging of the 35-foot channel is 
estimated to cost $4,500,000. I appreciate very much that the Presi- 
(dent is interested in getting this project started but I sincerely feel 
that the President’s estimate of $500,000 is inadequate. I think a 
larger appropriation should be granted because this is a major channel 
of one of our country’s primary ports, and it is my understanding 
that almost without exception, all such channels in other harbors have 
been dredged to 35 feet, and many have 40-foot channels. The 
present channel limits the passage of tankers and many seagoing ships 
tou few hours each day during high tides. Deepening of the channel 
would allow the passage of seagoing ships under the new bridge on a 
24-hour basis. Any reduction in the cost of ter minaling must even- 
tually be reflected in New England economics. As you know, long- 
range ship construction contemplates ever-larger ships of greater 
drafts. At present tankers are built which cannot be ace -ommodated 
at the docks of a major oil company which has its piers on the Mystic 
River. This refinery and terminal is an important factor in prov iding 
iviation gasoline, motor fuels, heating oils, and residual fuels to 
Everett, other cities surrounding Boston, and a mi jor part of Massa- 
chusetts. In wartime, as the only large refinery in New En; ‘land, its 
supplies are even more important. 
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Some of the industries located in Everett which are very essential to 
the national economy and national defense and which would benefit 
by completion of this project are: Eastern Gas & Fuel Associates, 
Mystic Iron Co., Boston Edison Co., Esso Standard Oil Co., Monsanto 
Chemical Co., General Electrical Co. 

In addition to Everett’s industries, there are a large number of com- 
panies located on the Boston side of the Mystic River which would also 
benefit by the completion of this project. These include: Boston & 
Maine Railroad, Wiggins Terminal Co., U. S. Gypsum Co., Pocahontas 
Coal Co., Revere Sugar (United Fruit Co.). 

Mr. Chairman, let me say in conclusion that by providing a channel 
of sufficient depth we will have greater opportunity for industry to 
employ our people, and this means more Federal tax revenue. If the 
funds are not appropriated for this project, serious damage to the 
industry of the district will result. I respectfully urge the committee 
to report favorably legislation for an adequate amount that will 
enable this great improvement to be started at the earliest possible 
date. 

Mr. Marsuwauy. Thank you. 

Mr. Anpersen. Mr. Macdonald, formerly the shipping went up the 
Mystic River without trouble, did it not ? 

Mr. Macponatp. No, sir; not without trouble. Shipping still can 
get up under favorable circumstances. This project represents more 
a matter of convenience. The present status of the Mystic River does 
not prevent shipping going through but the ships have to wait for a 
favorable tide. 

Mr. ANpersen. Has this been largely due to the change in the size 
of the tankers ? 

Mr. Macponatp. No, sir; but you bring up a very good poini. 
Actually, if the tankers keep increasing in their tonnage and size there 
might come a time when it will be impossible, under the present con- 
ditions of the river, to have tankers go through at all, and they would 
have to be diverted to some other port. Ac tually, Boston Harbor is 
one of the primary ports on the eastern seaboard and I undestand 
one of the very few, if not the only, harbors that has not been dredged. 
to answer your question specific ally, it is not impossible to have 
these tankers come up as yet, but it is very difficult, with many man- 
hours wasted, the cost of which is passed on to the consumers of oil 
in New England. That is so because of this unnecessary waiting a 
favorable tide. 

Mr. ANpDERSEN. How long has this situation existed ? 

Mr. Macvonaxp. Actually this project was adopted back in 1892. 
[It has been supplemented by enactments in 1910, 1935, 1938, and 1950. 
The dredging has worked its way up from the outer reaches of the 
harbor now up to the end of the section in which my district is 
located, and it has been in existence ever since the Mystic River has 
been there, to my knowledge. There has been a lot of talk about it for 
a long time, and never much done. 

I am happy to point out again that the money has been put In 
President Eisenhower’s budget. It is just a question of appropri- 
ating the money. 

Thank you very much, Mr. Chairman. 
Mr. Marswauty. Thank you, Congressman. 





GL1 
WILMINGTON Harpor AND Care Fear River CHANNEL 


WITNESS 


HON. F. ERTEL CARLYLE, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF NORTH CAROLINA 


Mr. MarsHati. We are happy to welcome our distinguished col- 
league, Congressman Carlyle of North Carolina, to the committee. 
We will be glad to hear your statement, Congressman. 

Mr. CartyLe. My name is F. Ertel Carlyle, and I represent the 
Seventh Congressional District of North Carolina. The important 
city of Wilmington and the Wilmington Harbor are located in the 
congressional district which I represent. Wilmington is located on 
the Cape Fear River and the harbor is an old and well-established one. 
There is now existing an urgent and tremendous need for additional 
depth in the Cape Fear River, which serves the Wilmington Harbor, 
to the end that the larger and more modern ships may safely enter 
the harbor. This need has existed for many years as shown by the 
Rivers and Harbors Acts of July 25, 1912; March 2, 1919; September 
29, 1922; July 3, 1930; March 2, 1945; and May 17, 1950, providing for 
a channel 35 feet deep and 400 feet wide from the 35-foot contour in 
the Atlantic Ocean through the ocean-bar channel, thence 34 feet deep 
and 400 feet wide to the upper end of the;anchorage basin (foot of 
Castle Street) at Wilmington, thence 32 feet deep and 400 feet wide 
to Hilton Bridge over Northeast (Cape Fear) River, with increased 
widths at bends; for an anchorage basin at Wilmington 34 feet deep, 
2,000 feet long, 900 feet wide at the upper end, 1,100 feet wide at the 
lower end, with approaches 1,500 feet long at the upper end and 4,500 
feet long at the lower end with some widening of the transition chan- 
nel at the downstream end; for a turning basin opposite the principal 
terminals at Wilmington, 32 feet deep, 1,000 long, 800 feet wide, with 
suitable approaches at each end; for a channel 12 feet deep and 100 
feet wide in the Cape Fear River, from a point near the eastern en- 
trance of the Intracoastal Waterway to a connection with the main 
river channel at a point about 3 miles above; and for a channel 25 
feet deep, 200 feet wide, from Hilton Bridge over Northeast (Cape 
Fear) River to a turning basin of the same depth, 600 feet wide, 114 
miles above. 

It is estimated that the existing project is 61 percent complete. 
Deepening and widening the river channel to 32 by 400 feet, enlarging 
and deepening the anchorage basin and southern approach thereto, 
and deepening the ocean-bar channel to 32 feet, was completed up to 
the foot of Castle Street in 1949. Deepening and widening the chan- 
nel to 32 feet and 400 feet, respectively, above Castle Street has been 
indefinitely deferred. No work has been done on deepening the ocean- 
bar channel to 35 feet, and the river channel and anchorage basin to 
d+ feet. 

_ Actual developments in recent years substantiate the need for and 
justify the early completion of deepening the channel. Our national 
defense program causes this additional depth to be extremely im- 
portant at this time. I should like to name the large military installa- 
tions located within a radius of 100 miles of the port of Wilmington: 
Fort Bragg is one of the largest permanent posts in the country from 
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which troops have embarked at the port of Wilmington for overseas 
destinations; Pope Air Force Base is also loc ated at Fort Bragg; 
Camp Lejeune, home of the 2d Marine Division and the country’s most 
complete amphibious training base; the Laurinburg-Maxton ‘Airbase 
is a storage and reshipping point for Air Force vehicles ov erseas, and 
much of its traffic has moved out through the Wilmington port; Sey- 
mour-Johnson Airbase at Goldsboro is now undergoing rapid reac- 
tivation; primarily, the Sunny Point Army Ammunition Loading 
ae now nearing completion, is located on the west side of the 
Cape Fear River below Wilmington. It isa gigantic installation with 
3 docks which will accommodate 3 large ships each, and its operation 
will greatly increase the flow of traffic through the Wilmington port. 

More than ever before there is a concerted effort by w aterside indus. 
tries, terminal operators, local, State, and Federal Government agen- 
cies and kindred activities to establish fuller utilization of the 
Wilmington Harbor. New general cargo traftic has developed quite 
recently and there is every indication that shipping tonnage will 
increase substantially in coming years. Despite the handicap of an 
inadequate depth of channel, nearly three-fourths of the total tonnage 
at the port of Wilmington is petroleum products. Large petroleum 
tank farms are located at this port and others are now under construc. 
tion, Standard tankers now find difficulty in entering the harbor by 
reason of the present shallow depth and the harbor’s competitive posi- 
tion therefore is naturally weakened. ‘To use Wilmington Harbor, 
the standard T-2 tanker either awaits a favorable tide or enters only 
partly loaded. Either is certainly uneconomical. 

Consideration of the above-mentioned sources of deep-water tratffic 
for the port of Wilmington, although only briefly touched upon, point 
up unmistakably the need of deepening ‘the ocean-bar channel to 3) 
feet, and the river channel and anchorage basin to 34 feet. 

In view of the rapidly advancing program of Armed Forces trans: 
portation in the midst of an expanding civilian economy, certainly 
the time is here for a deeper channel at Wilmington to provide safer 
operating conditions and to improve maneuverability of vessels which 
may well in the interest of economy carry mixed cargoes of civilian 
and military traffic. 

Money spent by the Federal Government to improve the Wilmington 
Harbor is a sound investment. Not only will this fine port be able 
to accommodate larger ships of all types, but the revenue collected from 
cargo shipments in “the course of time will more than repay the Gov- 
ernment investment. 

In conclusion, and on the basis of existing facts, I do wish to urge 
that appropriate action be taken at the earliest possible date which 
will provide for the additional depth in the Wilmington Harbor and 
River Channel, and which will assure its full utilization. 1 am com- 
pletely confident that the economy of North Carolina and our national 
military program will be greatly benefited thereby. 

At this point in the record, I wish to have inserted a very able and 
informative statement prepared by the Honorable Elvie L. White, 
mayor of the city of Wilmington, and the following have indicat . 
their approval of and their desire to associate themselves with 
statement made by Mayor White: Coastal Terminal of North C -—o 
Inc., Brunswick County Commissioner, city of Southport, N. C., Wil 
mington-Cape Fear Pilot’s Association, Fayetteville Chamber of ‘Col 
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merce, Fayetteville Area Industrial Development Corp., Davidson 
Chemisel Co., International Mineral & Chemical Corp., Johnson 
Cotton Co., city of Wilmington, N. C., North Carolina State Ports 
Authority, Southeastern North Carolina Beach Association, Wil- 
mington Chamber of Commerce. 

Mr. Marsuauni. Thank you for a fine statement, Congressman. We 
will place Mayor White’s statement in the record at this point. 

(The statement of Mayor White follows :) 


WILMINGTON HARgsor, N. C., IN THE MATTER OF THE CAPE FEAR RIVER CHANNEL A’ 
AND BELOW WILMINGTON, N. C. 


State of Facts, Circumstances, and Conditions Submitted to Support Affirmation 
by the Board of Project Previously Approved for 35-Foot Depth Through 
Ocean-Bar Channel Thence 34 Feet to Foot of Castle Street, Wilmington, N. C. 


WILMINGTON, N. C., May 1955. 

(‘omes now your petitioning parties hereinafter listed and begs leave to present 
and file this statement of facts, circumstances, and condiitons as being helpful 
to the Board in its deliberations looking toward improvement of rivers and 
harbors in furtherance of the national defense and the needs of commerce. 
Your attention is respectfully invited to the following review of events bearing 
on the existing project at and below Wilmington, N. C., also to additional infor- 
mation, most of which covers noteworthy developments in the intervening 
period since approval of the existing project. 


I. REVIEW OF DATA HERETO SUBMITTED RELATING TO AUTHORIZATION OF MAY 17, 1950 


The appendix hereto identified by the letter A is copy of a public notice 
isued July 11, 1947, by the War Department, Office of the Division Engineer, 
South Atlantic Division, Atlanta, Ga. This notice was issued following presen- 
tation of statements to the War Department, United States Engineers Office, 
at Wilmingon, N. C., on July 30, 1946, as per title pages of said statements 
ijentified by letters B and C appended hereto. The statement identified by 
the letter B was filed on behalf of the Board of County Commissioners of 
New Hanover County and the Wilmington Port Commission of Wilmington, 
NX. (. This statement, consisting of eight mimeographed pages sets out and 
describes a realistic general need for the approved channel improvements. 
Statement identified by the letter C submitted by the city of Wilmington also 
colsisting of eight mimeographed pages plus several appendices sets forth con- 
siderable information to justify the improvements authorized by the Rivers and 
Harbors Act of May 17, 1950. These data in their entirety are on file with the 
Board: however, additional copies will be supplied upon request. 


II. EXISTING PROJECT 


Authorized by the Rivers and Hi: arbors: Acts of July 25, 1912; March 2, 1919; 
September 22, 1922; July 3, 1930; March 2, 1945; and May 17, 1950, and provides 
for a channel 35 feet deep and 400 feet wide from the 35-foot contour in the 
Atlantic Ocean through the ocean-bar channel, thence 34 feet deep and 400 feet 
wide to the upper end of the anchorage basin (foot of Castle Street) at Wilming- 
ton, thence 32 feet deep and 400 feet wide to Hilton Bridge over Northeast 
(Cape Fear) River, with increased widths at bends; for an anchorage basin at 
Wilmington 34 feet deep, 2,000 feet long, 900 feet wide at the upper end, 1,100 
feet wide at the lower end, with approaches 1,500 feet long at the upper end 
and 4.500 feet long at the lower end with some widening of the transition 
channel at the downstream end; for a turning basin opposite the principal 
terminals at Wilmington, 32 feet deep, 1,000 feet long, 800 feet wide, with suit- 
~~ upproaches at each end: for a channel 12 feet deep and 100 feet wide in the 

Cape Fear River, from a point near the eastern entrance of the Intracoastal 
Waterway to a connection with the main river channel at a point about 3 miles 
above; and for a channel 25 feet deep, 200 feet wide, from Hilton Bridge over 
Northeast (Cape Fear) River to a turning basin of the same depth, 600 feet 
Wide, 1144 miles above. 
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III. PROGRESS 


The existing project is 61 percent complete. Dredging the 25- by 200-foot 
channel and basin in Northeast (Cape Fear) River was completed in 1948 
Dredging the 12- by 100-foot connecting channel to the Intracoastal Waterway 
was completed in 1948. Deepening and widening the river channel to 32 by 4 
feet, enlarging and deepening the anchorage basin and southern approach 
thereto, and deepening the ocean-bar channel to 32 feet, was completed up to the 
foot of Castle Street in 1949. Deepening and widening the channel to 32 feet 
and 400 feet, respectively, above Castle Street has been indefinitely deferred 
Increasing the width of the turning basin to 800 feet and widening the east side 
of the river channel to the harbor line, in the vicinity of the turning basin, all to 
a depth of 30 feet, was completed in 1949. No work has been done on deepening 
the ocean-bar channel to 35 feet and the river channel and anchorage basin 
to 34 feet. 


IV. MORE RECENT DEVELOPMENTS JUSTIFYING WORK TOWARD DEEPENING THE CHANNE 


Actual events during the intervening years have substantiated in large part 
the potentials described in the data heretofore submitted as referred to in the 
paragraph No. I above relating to that subject. The report on an engineering 
and economic survey dealing particularly with eastern North Carolina recent 
completed and submitted in June of 1954, contains the following comment: 

“Completion in 1952 of the State ports authority terminal at Wilmington and 
the United States ammunition loading facilities now under construction at Sunny 
Point (on the west side of the Cape Fear River below Wilmington) should tend 
to increase traffic through this port in the next few years.” 

In fact, the foregoing paragraphs, one of which is No. IIT under the heading 
of “Existing Project” and the other No. IIT under the caption of “Progress” wer 
lifted verbatim from said recent report which was made by an outstanding firm 
of engineers after diligent and careful study. 

In addition to the more recent report just mentioned of June 1954, another 
report by a different outstanding firm of engineers was released near the early 
part of 1948. This report resulted from a study which dealt more directly wit! 
the actual and potential movement of deepwater commerce. While it is of 
voluminous proportions, your petitioners will gladly supply a copy to the Board 
More than ever before in the long history of the port there is a sustained effort 
by waterside industries, terminal operators, local, State, and Federal govern 
ment agencies, also kindred activities toward fuller utilization of the harbor 
These efforts, plus the need revealed by the studies mentioned above which have 
been augmented by special consideration of particular commodities and con 
modity groups point up unmistakably the need of deepening the ocean-bar channel 
to 35 feet and the river channel and anchorage basin to 34 feet. 
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New general cargo to and from nearby tributary territory, and from competi: 
tive territory as well, west of the Ohio River has developed within the year 
A semimanufactured product of the forest originating at a recently established 
nearby processing plant will total 12,000 short tons through the port this year 
into foreign trade channels with every indication of a substantial increase it 
1956. An equal or greater quantity of processed foodstuffs is moving offshore 
through the port of Wilmington this year from Illinois, Wisconsin, Minnesota ané 
other Western States from which the itnerior export freight rates to Wilmingto 
are competitive with Virginia and North Atlantie ports and the South Atlanti 
end gulf ports as well. Other developments could be particularized. 


VI. IMPORTANCE OF PETROLEUM PRODUCTS 


Despite the handicap of an inadequate depth of channel, a large petroleum 
company is now constructing terminal storage and distributing tanks on the 
waterfront here but at the same time property acquisitions and plans by the 


same company at a port to the north and another to the south with deeper channel 


are on a larger scale. Still another petroleum tank farm under construction # 
well on the way to completion thus adding materially to the ever increasil 
number of tank farms located at the port of Wilmington. 
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The general cargo vessels calling at secondary ports such as those along the 
South Atlantic Coast generally have shallower drafts than the tankers trans- 
porting petroleum products calling at the same ports. The tankers generally 
determine the depth needed in the harbors. 

The T-2 tankers are the standard vessel for transporting petroleum products 
to the South Atlantie ports. They draw 30.2 feet, loaded, in ocean water and 
about 31 feet in fresh water. To improve maneuverability, vessels are loaded 
to draw 1 foot more at the stern. Additional depth is needed for “squat,” the 
settlement of the stern when underway, and for clearance under the keel. It 
is generally recognized that the minimum depth required for the operation of 
a T-2-type tanker is 35 feet across the ocean bar and 34 feet in inside channels. 

To use Wilmington Harbor, T-2 tankers either await a favorable tide or 
enter the harbor only partly loaded. Either is uneconomical and weakens the 
harbor’s competitive position. 

There are many tankers having even deeper drafts than the T-2-type. At 
present they serve the major harbors which are able to accommodate them. 
However, harbors having a 34-foot depth could serve such vessels at high tide. 
Nearly three-fourths of our total tonnage is petroleum products. 


VII. DEPARTMENT OF DEFENSE 


The Official Guide of the Railways publishes a list of military posts and 
camps in the United States. Fort Bragg, N. C., carried in that list is a large, 
permanent post located approximately 100 miles inland from the port of 
Wilmington near the terminus of the Intracoastal Waterway over which water- 
way moving inland there passes a substantial volume of petroleum products 
for storage at and distribution from Fayetteville, N. C., a rapidly expanding 
industrial point situated at the farthermost inland area on the Intracoastal 
Waterway adjacent to Fort Bragg. An asphalt terminal just now established 
near the petroleum products terminals at Fayetteville is also receiving asphalt 
which moves via the port of Wilmington. Troops from Fort Bragg have em- 
barked recently with impedimenta and equipment at the port of Wilmington 
for overseas destinations. 

Listed in the Railway Guide is Camp Lejeune, another of the larger military 
installations of the entire country, a scant 50 miles from the port of Wilmington 
and like Fort Bragg has a direct rail line, excellent highways, and the Intra- 
coastal Waterway to the port of Wilmington. The Board is well aware that 
Camp Lejeune, the permanent home of the 2d Marine Division, is the world’s 
most complete amphibious training base. Preliminary use of the port of Wilming- 
ton by the United States Marine Corps might well be the forerunner of more ex- 
tensive utilization of the port and its facilities in the near future. 

The Laurinburg-Maxton Air Base, at McNair, N. C., approximately 100 miles 
to the west is a concentration point for reshipping United States Air Force 
vehicles overseas. A part of this traffic has moved out through the port of 
Wilmington. The Seymour Johnson Air Base at Goldsboro, N. C., undergoing 
reactivation on a large scale is only 85 miles distance by rail and highway. 

Railroads serving the foregoing military posts and camps are of the class 1 
trunkline type. Additionally there are a number of other smaller active military 
operations and installations in the area which are tributary to the port. 

The Sunny Point Army Ammunition Loading Terminal (SPAALT) now in 
control of the Army Transportation Corps has 3 crescent-shaped docks, each of 
Which will accommodate 3 ships. This gigantic installation backed up by miles 
of rail classification yard tracks is said to be the first evidence of the essential 
decentralization of the Nation’s industrial defense facilities. 
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In the tributary area just 180 rail-miles to the west there is large-scale 
activity in progress toward establishing substantial manufacturing capacity 
for the production of guided missiles—the overseas movement of which would 
logically utilize Wilmington as the outport. 


VIII. CONCLUSION 


All of the foregoing sources of deepwater traffic for the Port of Wilmington 
are but briefly touched upon. These and others not specifically mentioned could 
be amplified if need there be for such detail. 

The promoters of a plan well underway for specially constructed vessels to 
carry trailers between Eastern and Southern ports have definitely designated 
Wilmington Harbor as a place for an important terminal where highway and 
water facilities would join. 

In February 1955, Federal authorities specified vertical clearances of 130 feet 
for a new highway bridge over the upper reaches of the harbor now in the blue- 
print stage. 

With the advancing program for the industrial basis in Armed Forces trans- 
portation in the midst of an expanding civilian economy coupled with a move 
toward decentralization of the total program, certainly the time has come for 
a deeper channel to provide safer operating conditions and to improve maneuver- 
ability of vessels, some of which may well in the interest of economy carry 
mixed cargoes of both civilian and military traffic. 

Exnvig L. Waite. 


APPENDIX A 
PUBLIC NOTICE 


War DEPARTMENT, 
OFFICE OF THE DIVISION ENGINEERS, 
SoutH ATLANTIC DtvIsIon, 
Atlanta, Ga., July 11, 1947 

It having come to the notice of the undersigned that you may have an interest 
in the investigations for the improvement of Cape Fear River, N. C., at and below 
Wilmington, concerning which a hearing was held at Wilmington, July 30, 1946, 
you are hereby informed that the report thereon, authorized by a resolution of 
the Committee on Commerce, United States Senate, adopted February 7, 146, 
and by an item in section 7 of the River and Harbor Act approved July 24. 1946, 
has been made by the district and division engineers, and is partially favorable 
to the improvement in that the district and division engineers recommend modi- 
fication of the existing Federal project for Cape Fears River, N. C., at and below 
Wilmington to provide for a channel 35 feet deep and 400 feet wide through the 
ocean bar, and thence 34 feet deep and 400 feet wide along the present alinement 
to the upstream end of the anchorage basin at Wilmington at a total estimated 
Federal first cost of $1,201,000, subject to the conditions that local interests 
furnish, without cost to the United States, as and when required, all lands, ease- 
ments, rights-of-way, and spoil-disposal areas necessary for the initial work and 
for subsequent maintenance, and hold and save the United States free from 
claims for damages resulting from the improvement. The reporting officers 
find that the cost of extending the deeper channel above the upstream end of the 
anchorage basin, and of providing the cutoff requested by some local interests, 
would be prohibitive due to the large amount of hard-rock excavation required: 
they also find that foreseeable benefits would not justify the added costs of 
widening the existing channels, deepening to 35 feet throughout, providing an 
anchorage basin between Wilmington and the ocean, or of constructing tie-up 
dolphins along the present anchorage basin. 

You are further notified that all interested parties have the privilege of pre- 
senting their views on the subject matter covered in the report to the Board 
of Engineers for Rivers and Harbors, a permanent body sitting at Washington, 
D. C., to which all examination and survey reports of this character are referred. 
Parties desiring to present any statements or facts concerning the proposed im- 
provement may be heard by the Board, either orally or in writing. Written 
communications should be addressed to the Board of Engineers for Rivers and 
Harbors, room 1336, Building T—7, Gravelly Point, Washington 25, D. C., and 
should be mailed in time to be in possession of the said Board within 4 weeks 
from the date of this communication. If, however, you have important datn to 
communicate to the Board, which cannot be collected and put in shape for proper 
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presentation within 4 weeks, the Board should be informed of this fact without 
delay and request made for an extension of the limiting date for submitting 
information. If oral hearings are desired, dates for the same may be arranged 
for by correspondence with the Board. 

Any further information needed may be obtained by application to this office 
or the District Office, Corps of Engineers, War Department, Customhouse, Wil- 
mington, N. C. Copies of the reports will not be furnished or loaned for use 
outside of the office ; but interested parties, including the press, will be permitted 
to make such notes of the contents as they desire. 

You are requested to communicate the foregoing to any persons known by you 
to be interested in the improvement and who, not being known to this office, do not 
receive a copy of this communication. 

G. W. GILLErve, 
Colonel, Corps of Engineers, Division Engineer. 


Turspay, May 10, 1955. 
PINEVILLE AND BAREOURVILLE FLoop ConTROL PROJECTS 


WITNESS 


HON. EUGENE SILER, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF KENTUCKY 


Mr. MarsHALL, At this time we are glad to hear from our able and 


' distinguished colleague from Kentucky, Congressman Siler. 


Mr. Stren. Mr. Chairman and members of the committee, I thank 
vou for the privilege to come before your committee to urge that the 
funds recommended in the President's budget message to the C ongress 
for the 1956 fiscal year for the Pineville and Barbourville flood-con- 
trol projects—$816,000, for Pineville and $720,000, for Barbourville, 
Ky., be included in the pending appropriations bill for flood-control 
projects, when it is reported by your committee to the House, so that 
these sums of money may be appropriated by the Congress to insure 
a continuation of work on these projects to give flood protection for 
these two towns on the Cumberland River in southeast Kentue ‘ky. 

In brief the facts connected with these projects are as follows: 

Pineville, Ky.: The estimate of the Army Corps of Engineers to 
construct a floodwall around Pineville is $1,692,000. The local citi- 
zens are putting up $490,000. In addition to this, the highway depart- 
ment of Kentucky constructed a new concrete bridge across Cumber- 
land River and elevated the highway through part of Pineville where 
> floodwall ties into the highw ay at a cost ‘of $1 million. 

his project was advanced to approximately 33 percent of comple- 
tion during 1954. im nit No. 1 floodwall and drainage facilities were 
complet ted. Unit No. 2 drain: age facilities were also essentially com- 
pleted. A contract for unit No. 2 floodwall and unit No. 3 embank- 
ment was awarded this spring. It is the largest single construction 
contract yet awarded for this project. 

Finds in the amount of $816,000, contained in the budget for 1956 
fiscal year, is considered sufficient by the Army Corps of E ngineers 
to complete this entire flood protection project at Pineville next year. 

Darbourville, Ky.: The estimate of the Army Corps of Engineers 
te construct the floodwall and levees at Barbourville, Ky., is $2,190,000. 
The local citizens are putting up $290,000. In addition to this, the 
citizens of Barbourville have installed a water and sewer system that 


ties in with their flood protection project at a cost of approximately 
S$S00.000, 
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The Army Corps of Engineers have divided the floodwall into three 
different parts of about 1 mile each. The rights-of-way have been 
acquired and paid for for the constructions “of the first unit and 
Barbourville is proceeding with remaining requirements and relo- 

cations. Some delays were encountered in some 2 or 3 instances in 
obt: ining rights-of-way, and in these cases condemnation proceed- 
ings were filed in Federal court. 

Unit No. 1 construction levee is now out for contract and the con- 
tract is expected to be awarded this month. 

Funds in the amount of $720,000, contained in the budget for 
1956 fiscal year, are needed to continue construction of this project. 
The town of Barbourville proposes to proceed with the operation and 
maintenance of this flood protection project when completed. 

Pineville and Barbourville both held elections of all their people and 
each of these towns voted overwhelmingly its bond issue to raise her 
portion of funds for these flood- protection projects and, to make sure 
that the steps were legal, these bond issues were carried through the 
highest court in our State and held to be legally voted and appro- 
priated. 

The town of Pineville has sold $450,000 in bonds and has already 
spent approximately $300,000 to date. The town of Barbourville has 
sold $130,000 in bonds and has on hand sufficient funds to complete 
local cost of their flood-protection project. 

During the last several years, we have heard many distressing con- 
ditions about the terrible damages and destruction inflicted upon our 
American people by flood w aters. These two Kentucky projects in 
my congressional district present all of the horrible conditions that 
usually prevail when some river goes wild and flows through the 
towns and citizens of our country, inflicting widespread distress, 
suffering, damage, sickness and destruction. 

These towns of Pineville and Barbourville are on the Cumberland 
River and about 18 miles apart, and each of them presents the same 
problems and can be remedied by the same procedure. 

To give this committee a few highlights on the devastating results 
of floods in Pineville and Barbourville, I wish to state that accord- 
ing to information furnished by the Army Corps of Engineers in 1918 
the damage to Pineville, alone, exceeded $800,000. In 1928 it was more 
than $400,000. In 1929 it again exceeded $800,000. In 1932 it ex- 
ceeded $300,000. In 1946 the damage was $1,451,500. In 1918 the 
damage to Barbourville exceeded $500,000. In 1929 more than 
$480,000, In 1939 more than $230,000. In 1946 it exceeded $720,000, 
and in 1951 more than $310,000. 

During the other years since 1918 the damage has been less than 
the above figures but has occurred often and the people live in dread 
of these floods all the time. 

These two towns are on the Cumberland Valley division of the 
Louisville & Nashville Railroad Co. This railroad runs from Corbin 
through Barbourville, Pineville, and on to Lynch, a distance of ap- 
proximately 100 miles, and serves one of the richest bituminous coal 
fields in America. It runs through the counties of Knox, Bell, and 
Harlan. These counties produce approximately 20 million tons of 
coal each year. They can produce much more in case of national 
emergency. Much of this coal goes into the Tennessee Valley to pro- 
duce aluminum, electric power, and other essential defense materials. 
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All of this coal passes through Pineville, where there is a railroad 
yard and where trains are made up going in all directions, to feed the 
factories and defense plants of the Nation. After leaving Pineville, 
they pass through Barbourville. 

All of the coal mined by the United States Steel Co. at Lynch, Har- 
lan County, Ky., goes into the steel mills. 

In addition to the essential industries of coal and hardwood timber 
between the towns of Pineville and Barbourville, there is located a 
huge electric plant owned and operated by the Kentucky Utilities 
(‘o. where electricity is created for the use of this bituminous coal 
field in southeastern Kentucky, and many of the industries through- 
out the State of Kentucky. At the request of the Federal Government 
it contracted to furnish electric power to the Atomic Energy Plant at 
Ouk Ridge, Tenn. It also supplies electric power to help operate the 
Atomic Energy Plant at Paducah, Ky. 

Most of the fuel that makes this power comes from Knox, Bell, 
and Harlan Counties. <All of it is hauled through Pineville and 
Barbourville. 

When these floods strike, they are flash floods, and come up very 
quickly, and they have devastating effects on all of our people in this 
particular area; 15,000 to 20,000 people work in and around the coal 
mines in this section of Kentucky, and the coal industry in this area 
produces approximately 50 million tons of coal each year. When the 
Cumberland River goes into flood stage in this section, it floods through 
the business and residential sections of Pineville and Barbourville. 
Sometimes the water in the principal streets gets from 6 to 8 feet deep, 
the highways are flooded, the homes and business property, public 
buildings, schools and churches are flooded and all business paralyzed. 

For weeks and months after these floods strike, the people are try- 
ing to clean up the mud and debris that is left, and terrible damage 
is inflicted upon the property and people by them. 

We have recurring floods almost every year. The Army Corps of 
Engineers have worked out a plan to give this much needed protection 
to each of these towns of Pineville and Barbourville by building 
floodwalls and levees around the towns and keeping the river out of 
them. 

Your committee and the Congress have heretofore, at the request of 
my good friend and predecessor, Hon. James 8. Golden, our two 
Kentucky Senators, and other members of our Kentucky delegation 
in the Congress, and the officials of Pineville and Barbourville and 
the Budget Director, appropriated sufficient funds for the last 2 or 
3 years to carry on the construction work on the Pineville project, 
which is scheduled to be completed next year, and to begin con- 
struction work on the Barbourville project this spring. 

The citizens of each of these two towns are most anxious that there 
be no break or interruption in this construction work, and we are now 
asking that your committee include in the appropriations bill for 
flood control projects, the amounts submitted by the Budget Director 
for the fiscal year 1956—$816,000 for Pineville and $720,000 for 
Barbourville. 

Mr. Marsuati. Thank you for your statement. 


Mr. Stzer. Thank you so much. If you can help us out it will be 
wonderful. 
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STATEMENT OF SENATOR CLEMENTS 


Mr. Marswauu. Senator Clements, whose busy schedule made it im 
possible for him to be here in person today, has sent a statement to the 
committee which we will place in the record at this point. 

(The statement referred to follows:) 


‘ 


STATEMENT OF SENATOR EARLE C. CLEMENTS IN SUPPORT OF FUNDS IN THE Ciyy 
FUNCTIONS APPROPRIATION BILL FoR THE FISCAL YEAR 1956 FOR THE PINeEyILy 
AND BARBOURVILLE FLOODWALLS 


Mr. Chairman, I appreciate the opportunity to appear before you to present 
the following statement supporting the appropriation of funds carried in the 
budget for the continuation of the Barbourville and Pineville, Ky., floodwalls. 

For many years the town of Pineville has been periodically inundated by the 
frequent flooding of the Cumberland River. On occasion these floods have 
reached a heighth of 10 feet in the town; destroyed many homes and businesses 
in addition to paralyzing rail transportation and commerce. The floodwall now 
under construction by the Corps of Engineers will protect not only business and 
residential sections of Pineville but will also protect the railroad yards and 
truck route, so that coal may be hauled to the Kentucky utilities plant locate 
beyond the city limits of Pineville. The generating capacity of this particula 
plant has been greatly enlarged at the request of authorities in charge of th 
atomic energy plant at Oak Ridge, and in addition, a direct car line has been 
constructed to Oak Ridge to afford uninterrupted service to this vital defense 
installation, 

Pineville is in the heart of the bituminous coal section of southeast Kentuck) 
It includes the Wallsend Railroad yards where the coal trains are made up fron 
the coal fields of Harlan and Bell Counties. Of interest to the committee, I an 
sure, is the fact that the largest coal mine in the world is the United States 
Coal & ‘‘oke Co. at Lynch, Ky., near Pineville. The coal from this mine goes 
directly to steel mills engaged in manufacturing both industrial and defense needs 
of our country. 

As far back as 1936, Congress recognized the need for Federal action to con- 
trol floods on the Cumberland River, and in the Flood Control Act of 1936, 
uuthorized the Pineville project at a then estimated cost of $1,292,000. N 
steps were taken to initiate construction of this project until 1946 when a sever 
flood at Pineville caused damage of approximately $1,451,000. Following this 
catastrophe, the citizens in the area arrived at an agreement as to the course 
of action to follow in the construction of the floodwall and voted a bond issue of 
$490,000 which the Federal Government had called upon the city of Pineville t 
contribute as its proportionate share of the cost of the floodwall. This repre. 
sents about one-third of the entire cost to the Federal Government for the 
project. 

A portion of the money raised by the citizens has already been used to pur 
chase rights-of-way for the floodwall and in addition, the Commonwealth of 
Kentucky has expended large sums in cooperation with the project, building 
a high bridge over the Cumberland River and an elevated highway from the 
bridge tying on to the floodwall. 

Congress appropriated $25,000 for advanced planning at Pineville; $249,000 
the following year for construction ; $400,000 for construction in the fiseal year 
1954: and $230,000 during the current fiscal year. Funds required to complet 
the Pineville floodwall amounted to $816,000, and I am pleased that the budget 
under consideration includes this amount. 

I would like to point out the increase in the cost of this project over the 
amount estimated when authorized, has been due to the increased cost of 
material and labor, as is the case with many other long term projects today 

Officials of the Corps of Engineers have testified the project can be completed 
in the next fiscal year if the balance of funds are made available by the Congres’, 
and I concur in the recommendation of the Bureau of the Budget that the 
amount required, $816,000, be included in the appropriation measure now unde! 
consideration by the committee. 


BARBOURVILLE 


sarbourville, located 18 miles downstream on the Cumberland River fro! 
Pineville, is in a situation similar to that of Pineville. It is also periodically 
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fooded and in 1946 suffered severe flood damage to the extent of approximately 
$720,000, 

The authorization for the Barbourville project is contained in the Flood Con- 
trol Act of 1950. Local participation is required and the citizens of Barbour- 
yille have voted a bond issue and raised $294,000 as their share for the construc- 
tion of the flood wall. Congress appropriated $25,000 in the fiscal year 1953 for 
advanced planning at Barbourville, and $350,000 was appropriated for con- 
struction work during the current fiscal year. Six-hundred thousand dollars 
has been recommended in the budget for the fiscal year 1956 for construction 
work on the Barbourville project, leaving aproximately the same amount needed 
to complete the project in the fiscal year 1957. 

In summary, it can be stated that the flood walls at Pineville and Barbourville 
should be speedily completed on the basis of their contribution to the defense 
effort; potential loss of tax revenue; bond issues raised by the local citizens; 
investment of the Federal Government through previous appropriations, and 
the existing danger to the lives and property of the local residents. For these 
reasons it is respectfully urged that the funds recommended in the budget for 
Barbourville and Pineville be included in the civil functions appropriation bill 
for the fiseal year 1956. 


HitpesraNp Lock aAnp Dam 


WITNESS 


HON. HARLEY O. STAGGERS, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF WEST VIRGINIA 


Mr, Marsnaun. We are glad to have as our next witness our dis- 
tinguished colleague from West Vi irginia, Hon. Harley Staggers. 
P lease proceed with your statement. 

Mr. Sraccers. Mr. Chairman, and members of the committee, since 
first elected to Congress in January 1949, 1 have been pleading to the 


members of the Subcommittee on Civil Functions for an adequate 
appropriation for the Hildebrand lock and dam project on the Monon- 
gahela River in West Virginia. Time after time I have conferred 
with the Army engineers, ‘the Director of the Budget and even the 
President of the United States stressing the importance of this project. 

This project is now ready for construction, 1f Congress will appro- 
priate the funds. I cannot stress too strongly the importance of 
modernizing the transportation facilities of the Monongahela River. 
The replacement of locks and dams Nos. 12 and 13 of the Hildebrand 
project was authorized by the River and Harbor Act approved May 
17, 1950; yet no funds can be obtained for the completion of this essen- 
tial work. The modernization of this facility is long overdue, and this 
delay has already caused a great economic loss. 

| beg that you will gr ant an adequate appropriation for immediate 
commencement of this already approved project. The construction 
of this project is desirable and economical, as it would provide a mod- 
ern water transportation facility for the important Fairmont coal- 
producing district, similar to that now existing on the lower river. 
It isa matter of public record that West Virginia is suffering unem- 
ployment to the point of depression. ‘This is due to the “very sick” 
coal industry. This work on the dam’s project would mean money in 
the pockets and food in the mouths of the multitude of unemployed. 

The project will facilitate an increased movement of the large re- 
serve of low sulfur coal now being dev eloped in the area to serve the 
important downriver industrial areas. Hildebrand will replace locks 
12 and 13 whose inadequacy and obsolescence have been accentuated 
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by the increased lockages presently being experienced in this reach of 
the river. 

The Monongahela River flows through one of the most extensive 
and valuable coalfields in the world. The transportation of this coal] 
is seriously handicapped by the lack of adequate and modern trans. 
portation facilities on this river. As you all know, coal is one of our 
Nation’s most important defense resources. It is needless for me to 
repeat its many uses in our defense efforts. The completion of this 
highly important waterway will open the channel to a greater reserve 
of this much-needed metallurgical coal. 

Not only is this waterway needed for the transportation of coal but 
for the development of this rich area’s vast natural resources. It is 
essential to the defense program of the Nation to allow this mineral to 
flow to the steel mills as speedily as possible, which it cannot do now 
because we do not have the railroad facilities to carry it. 

There are 25 mines above these locks which would be affected by 

he dam and lock and the potential of these mines, running something 
over 15 million tons yearly of coal, could be gotten out if ‘this project 
is completed. 

It is in the interest of the public welfare that the project be com- 
pleted. The amount needed to finish this work will be comparatively 
small in comparison with what has already been spent. This develop- 
ment would mean more employment, better living conditions, and 
more coal flowing to industry, which would result in increased tax 
collection for the Government. 

I believe it is an investment in America’s future, not an outlay or 
expenditure of money. It is our responsibility to look into the future 
and not just at the present outlay. With adequate transportation 
facilities provided there are thousands of acres of coal land that could 
be developed in this section. 

We have been shortsighted on many things, especially on our ore 
products. If the world emergency continues we will be forced to 
turn to hydrogenation of coal and synthetic liquid fuels, and 98 per- 
cent of our fuel reserve is in coal. The merits of this project cannot 
be questioned. Its completion is long overdue and it should be con- 
cluded without further delay. 

Mr. Marsuauty. Thank you. We appreciate your statement. 

Mr. Sraccers. Thank you, Mr. Chairman. 


DeLAwaRE River CHANNEL 


WITNESSES 


HON. GEORGE T. BECTON, MAYOR, BOROUGH OF RIVERTON, N. J., 
AND PRESIDENT, DELAWARE RIVER VALLEY ASSOCIATION 

CHARLES J. BIDDLE, VICE PRESIDENT, DELAWARE RIVER VALLEY 
ASSOCIATION 

DR. HAROLD WINKLESPECHT, CHAIRMAN, BOARD OF DIRECTORS, 
DELAWARE RIVER VALLEY ASSOCIATION 

RAYMOND SUTPHIN, BOROUGH OF FLORENCE, N. J. 

OTTO GRUPP, OF BUCKS COUNTY, PA. 

HAROLD CROOKER, MANHATTAN SOAP CO., BRISTOL, PA. 


Mr. MarsHary. The committee will be in order. 
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We are pleased at this time to hear from a group representing the 
Delaware River Valley Association. At this time we will hear from 
Mayor George T. Becton, from Riverton, N. J. 

Mr. Becron. Yes, sir. 

Mr. MarsuHauu. Mayor, will you lead off and introduce the people. 

Mr. Becron. Yes, if I may. 

This is Charles Biddle, attorney for the Delaware River Valley 
Association, and vice president. 

This is Dr. Harold Winklespecht, chairman of our board of 
directors. 

Councilman Raymond Sutphin, from the Borough of Florence, 
N. J. 

Otto Grupp, from Bucks County, in the real-estate business. 

Mr. Harold Crooker, from the Manhattan Soap Co., Bristol, Pa. 

Mr. MarsHatt. Do you have a statement you wish to present at 
this time / 

STATEMENT BY MR. BECTON 


Mr. Becton. Yes, sir, if I may, please. 

First I have a prepared statement for the record. 

Mr. MarsHaui. That statement will be placed in the record. 
(The statement is as follows :) 


The Delaware River Valley Association is an organization composed of 
professional and business men, industrial and municipal officials, civic organi- 

zations, industries, municipalities and many private individuals from Bucks 
County, Pa., and Burlington County, N. J. This association is completely 
opposed to the proposed dredging of a 40-foot channel in the upper Delaware 
River as an unsound and unnecessary project. Our opposition is based on 
three fundamental points, namely : 

No. 1. The present 25-foot channel in the upper Delaware River, with its 
6-foot rise of tide, is sufficient for the proper development and industrial expan- 
sion of the area plus the fact that there is no general port development evident 
on the upper river and no tangible prospect that one will be created by the 
deeper channel. 

No. 2. $91 million, or $73 million, for the proposed 40-foot channel above Phil- 
adelphia is an unjustified use of public funds for the benefit of special interests. 

No. 3. The injurious effects of the proposed 40-foot channel will be far 
greater than the questionable advantages that may occur. 

From the very first time the 40-foot channel project was submitted to the 
public for consideration, proponents have carried on an intensive propaganda 
campaign seeking to make it appear that a river channel of this depth is badly 
needed in the upper Delaware for the general economic welfare of the area 
und that the opening of such a deep waterway would bring great industrial 
expansion with consequent abounding prosperity to residents of this region. 

Arguments advanced by the channel proponents have consisted largely of 
vague generalities, exaggerated claims and visionary predictions of a highly 
speculative nature, which are wholly unsupportable by existing facts. 


ASSOCIATION CONDUCTS SURVEY 


In order to ascertain the true facts concerning the need for a 40-foot channel, 
the Delaware River Valley Association conducted a careful survey of require- 
ments for waterborne commerce on the upper Delaware between Philadelphia 
and Trenton. This survey disclosed that there was little, if any, demand for 
the project by any industry other than the United States Steel Corp.’s Fairless 
works. 

The survey included every industrial plant located along the river between 
Alegheny Avenue, Philadelphia, and the Trenton Marine Terminal, in both New 
Jersey and Pennsylvania. The United States Army engineers’ industrial map, 
‘ocating every industry in the area, was used as a basis for accurate conduct 
of the survey. 
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Questionnaires were sent to the managing officers of each company whose })l, 


was indicated on the map. These questionnaires requested answers to six bas 
questions regarding the company’s waterborne shipping needs. 


RESULTS OF SURVEY 


The results of the survey showed, first of all, that there were actually only 4 
industries owning property along the river above Allegheny Avenue, Philadelphi 
And of these, more than half did not use the river for any purpose whateve 
doing all their shipping by rail or truck. 

For the balance, with very few exceptions, the existing 25-foot river chann 
is fully adequate for the moving of bulk raw materials to their plants or finishe( 
products from their plants. 

Virtually all water transportation on the river above Philadelphia, with tlh; 
exception of that to and from the United States Steel Corp.’s Fairless works 
is carried on by means of tugs, lighters, barges and small vessels which do | 
require even the 25-foot depth of water afforded by the present channel. 

No industrial plant on the river above Philadelphia, other than United States 
Steel, has piers or cargo-handling facilities capable of accommodating the 
extremely large class of vessels for which a 40-foot channel would be necessary 

A few companies with land holdings informed the survey committee that 
they favored the deeper channel in the hope of selling their ground for industrial 
use, although not requiring the proposed channel for their own shipping needs, 
One or two reported that they would like to make use of the spoil dredged fron 
the channel to fill low-ground areas on their properties. 


WHO BENEFITS ? 


In the light of self-evident facts, the conclusion is inescapable that a 40-foo 
channel in the Delaware River above Philadelphia could, under existing or 
foreseeable conditions, be of no measurable benefit to anyone but United State 
Steel. 

A 40-foot depth of channel is only required for vessels of extremely larg 
size. There are relatively few commercial vessels in existence today larg 
enough to require such a depth for their passage. These few are designed for 
special purposes, principally for transportation of certain bulk raw materials 
such as iron ore and oil, in enormous quantities. 


UNITED STATES STEEL WANTS CHANNEL 


There is only one industrial concern on the Delaware River above Phil: 
delphia that is in any position to make use of such supersized ships as would 
require a 40-foot channel. That concern is the United States Steel Corp., whic 
has recently had built in Japan, through a subsidiary company, some hug 
ore carriers, the largest vessels of their type the world has ever seen—74 feet 
long, 116 feet beam, of 60,000 tons, and having a draft, fully loaded, of 38 feet 
6 inches, 

The United States Steel Corp. would like to have the river deepened, at the 
taxpayers’ expense, in order that these big ships may bring foreign iron ore to ifs 
Fairless works, thus reducing its transportation costs, and thereby improvilt 
United States Steel’s competitive position in the industry. 

By having its big ships built in a foreign land with cheap foreign labor an 
operating them under a foreign flag, manned with low-paid foreign crews 
further cost reductions can be seen. 


UPPER DELAWARE HAS FEW PIERS 


The idea that ships of this kind could be of any use in the carrying of ge! 
eral cargoes to or from upper Delaware River points is utterly ridiculous. Pie" 
and cargo handling facilities capable of accommodating vessels of this super 
size are nonexistent on the upper river, with the exception of those of United 
States Steel’s Fairless works. There is not the slightest evidence that al! 
other industrial concern or any municipality on the upper river would eve! 
consider the expenditure of the millions of dollars necessary to provide su! 
terminal facilities. 

To illustrate why building piers and docks are prohibitive from a_ practi 
standpoint of costs for most industries on the upper Delaware take the ca* 
of the Hoeganaes Sponge Iron Corp., a beautiful $6 million plant in Cinnamins 
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Township. This corporation owns property at the water's edge and imports 
all of its iron ore from Sweden and other countries. This ore is unloaded at 
the Camden Marine Terminal and transshipped by rail to the processing plant 
at a cost of $20,000 annually for transshipment. To construct their own docking 
facilities on their own river front property to bring the ore by boat directly to 
the plant Hoeganaes officials estimate the cost of $750,000. This shows that the 
tremendous cost of building docking facilities rules out this method of shipping 
for all industries except those of comparable operation and size of the Fairless 
works. 

The Delaware River, in its upper reaches, is completely unsuited for the 
operation of extremely large ships. It is narrow, winding, and except for the 
artificial channel, very shallow. This would mean tremendous expense for 
private dredging of turning basins that would have to be incurred by any in- 
dustry undertaking to handle deepdraft vessels at its docks—much greater 
expense than could be borne by any but some ultra-large-scale operation such as 
the United States Steel Corp.’s Fairless works. 

The fact is that the general economic needs of this area for waterborne com- 
merce are being agageatony served by the existing channel, the authorized depth 
of which at low tide is 25 feet. As the mean range of tide in the upper Delaware 
is approximately 6 feet, our 25-foot channel becomes a 31-foot channel at high 
water. 

As far as United States Steel is concerned, the Fairless plant is receiving for- 
eign iron ore regularly and in vast quantities by means of ships using the existing 
channel. There is no question about the steel plant’s ability to operate success- 
fully with the transportation facilities afforded by the present channel, which is 
readily navigable by large oceangoing freighters. 


CLAIMS OF FUTURE INDUSTRIAL DEVELOPMENTS 


What of new industries that may later locate in the area because of a 40-foot 
upper Delaware Channel? Channel supporters have heavily stressed the vast 
industrial expansion that would result if the river were deepened to accommo- 
date the world’s largest vessels. Such rose-tinted claims, however, have thus 
far been in purely general terms. Specific statements as to the identity of 
such industries—where they would locate, what they would produce, what they 
would consume, and just what use they would or could make of the huge type of 
vessel that requires a 40-foot channel have been conspicuously lacking. 

Any heavy industries seriously considering the construction of a vast new 
plant where deep-water shipping facilities on the upper Delaware would be 
a deciding factor in their site location should speak up now. Let them stand up 
and be counted. River dredging for the accommodation of the world’s largest 
vessels is too costly to be done merely on the strength of speculative predictions, 
unsupported by any concrete facts. 


CHANNEL DREDGING BALLYHOO AN OLD STORY 


History over the past 20 years has demonstrated that, aside from United States 
Steel's Fairless works, there is no demand for or interest in the use of large 
i py vessels on the upper Delaware 

Back in the 1930's, when the channel ¥ was dredged to a depth of 25 feet to 
Trenton, the project was hailed as ushering in a new era of industrial expansion 
and prosperity for the upper Delaware region. On the strength of rosy predic- 
tions the city of Trenton constructed a marine terminal which was opened with 
great fanfare. 

And what happened? A few seagoing vessels, bringing cargoes of china clay 
and lumber, docked at Trenton, but the arrivals became fewer and fewer and 
then ceased altogether. The deep channel from which so much had been 
expected, fell into disuse and Trenton’s marine terminal was leased for storage 
purposes, 

After a few years, the Army engineers, realizing that the deep channel 
project had proved a dismal failure from a commercial standpoint, discontinued 
inaintenanece and the channel was permitted to shoal. 

Little more was heard of the upper river channel until the United States 
Steel Corp. constructed its Fairless plant. As the channel, which had shoaled 
to a depth considerably less than the authorized 25 feet, would not permit the 
passage of large seagoing vessels, the Army engineers, in the summer and fall 
of 1952, had the river redredged and restored to a depth of 25 feet. 





626 


This was done purely for the benefit of the United States Steel Corp., in 
order that iron ore from foreign countries could be brought to its Fairless 
works by ship. The steel company was justly entitled to this service, however, 
as it had a right to assume that the authorized depth of 25 feet would be available 
for its transportation needs. 


DEEPER CHANNEL NOT JUSTIFIED AS A PUBLIC WORKS 


It is noteworthy that the St. Lawrence seaway, the most important waterway 
project ever undertaken in this country, designed to open up the entire Great 
Lakes region to world commerce, is to have a controlling depth of 27 feet. We 
already have in the upper Delaware, at the higher stages of the tide, a greater 
depth of water than the St. Lawrence seaway is to provide. And this depth is 
sufficient to permit the passage of vessels of a size and type which carry the 
major portion of the world’s commerce. 

In order to establish the importance of recognizing the presently authorized 
25-foot channel in the upper Delaware as economically sound and an entirely 
adequate channel for the proper development and industrial expansion of the 
area, a close comparison of the upper Delaware River project with the St. Law- 
rence Seaway provides a scoreboard of tremendous value to measure the use and 
benefits of projects made possible by the use of public funds. 

The following basic factors are worthy of careful evaluation : 


Cost of projects: 
St. Lawrence seaway, $105 million 
Upper Delaware, $91 million plus 
Depth of project: 
St. Lawrence seaway, 27 feet 
Upper Delaware, 25 feet, with 6-foot rise of tide 
Anticipated tonnage of shipping: 
St. Lawrence seaway, 50 million tons, 1959 
Upper Delaware,’ 14,810,000 tons (50-year average) 
Areas of benefits : 
St. Lawrence seaway, 17 inland cities transformed into seaports for world 
commerce 
Upper Delaware :? 
United States Steel, 13,030,000 tons 
Others, 1,780,000 tons 
Sums to be spent by industry and cities in anticipation of project: 
St. Lawrence seaway, approximately $1 billion 
Upper Delaware, not one commitment, outside of United States Steel 


The above facts are inescapable and show the deeper channel in the upper 
Delaware to pale into insignificance in comparison with the costs, benefits, and 
future potential of the St. Lawrence seaway. It throws such a bold light of 
economic facts on the project that the deeper channel is clearly evident as an 
unreasonable demand for public funds, it is not a justified public works project 
but constitutes an out-and-out subsidy to United States Steel Corp. 

A justifiable public works project, for which the taxpayers of the entire 
Nation are forced to pay, should be one which would bring benefits over a 
wide territory and to a large segment of our populace. This requirement is 
certainly not fulfilled by the upper Delaware River project which could benefit 
only a relative few, localized in one small area. Even if local interests agree 
to pay the $18 million proposed by President Eisenhower's budget, the remaining 
$73 million Federal expenditure cannot be justified as a proper use of tax funds. 


PROPOSED CHANNEL A DEAD-END PASSAGE 


The proposed channel is not a connecting link, for example, such as the St. 
Lawrence Seaway or the Calumet-Sag Canal, opening up vast areas of the 
country to commerce. It is simply a dead-end passage leading into one small 
locality for the special benefit of purely local interests. We believe that the 
use of public funds for such a purpose would be highly improper and not at all 
in conformity with the principles of democracy. 


——_—— 


183d Cong., 2d sess., H. Doc. No. 358, p. 26, sec. 58. 
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If Government funds are appropriated for such a project as the upper Dela- 
ware River 40-foot channel, there is no logical reason why similar large grants 
should not be made to deepen many other rivers in the country where certain 
local interests feel they would be benefited. 


40-FOOT CHANNEL SHOULD BE DEFEATED 


If our debt-ridden, deficit-plagued Federal Government is to be placed on a 
sound financial basis, the budget balanced and our currency saved from further 
ruinous inflation, such needless extravagance as the upper Delaware River 40- 
foot channel must be firmly ruled out. 

DELAWARE VALLEY ASSOCIATION, 
Mayor GeorGe 'T. Becron, President. 

Mr. Becron. I should like to say, Mr. Chairman, that we are very 
vrateful to you gentlemen for giving us this time, and also that so 
far as we know this is the first time that any House committee has 
lieard the testimony which we have been working very earnestly on 
during the past 2 or 214 years, in our study and preparation to be of 
-ervice to the national taxpayers on this project with regard to deepen- 
ing the channel between Philadelphia and Trenton. 

As you gentlemen know, the authorization bill was a rider on the 
rivers and harbors omnibus bill in the Senate, and was approved 
in joint action of both Houses. ‘That is the reason, as far as 1 know, 
that our story has never been presented to a subcommittee of the 
House. Therefore, we are very happy to pass along the information 
we have been getting. 

The Delaware River Valley Association was formed in 1952. That 
was when this matter became generally known about the channel, 
and we became very much interested in it. The membership of our 
association is made up of industrial and municipal officials and busi- 
ness and professional men and industries and municipalities, recrea- 
tion and civie groups, from Burlington County, N. J., and Bucks 
County, Pa. 

We represent in essence some 10,000 people, and we have a paid 
voting membership of individual members of over 1,000. 

This is a list of industries and municipalities which I should like 
to leave with the Clerk, if I may. 

Mr. Marsan. Yes. 

(The information was submitted for the committee. ) 

Mr. Becron. We have found as we studied this project that the 
proponents of the channel have been given a great deal of publicity, 
but our opposition is based on three basic facts which we think are 
very tmportant. 

No. 1: We feel that the present 25-foot channel on the upper 
Delaware River with its 6-foot rise of tide is sufficient for the proper 
development and industrial expansion of the area, plus the fact that 
there is no general port development evident on the upper river and 
no tangible prospects that one will be created by the deeper channel. 

Second: We think that the use of any funds to dredge the upper 
liver is an unjustified use of public funds for the benefit of special 
Interests, 

Third: We think that the injurious effects of the proposed 40-foot 
channel will be far greater than the questionable advantages that may 
occur, 

‘Those are the three points we have based our gathering of data on. 
We will talk a little bit more about that. 
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From the beginning the proponents have endeavored to put across 
the thought that this deeper channel would bring wide prosperity and 
industrial expansion to the area, 

We who are from Bucks County in Pennsylvania and Burlington 
County in New Jersey, living there and doing our business affairs in 
the area, did not feel th: at that was quite so, but we did not know how 
to go about ascertaining whether we were right or not. So we felt that 
the thing to do was to try to conduct some informative factual survey 
on the matter. 

When Councilman Sutphin from Florence and I went down the river 
with Colonel Krueger on the district engineers’ boat in the harbor we 
were shown the entire layout. At that time we were given this indus 
trial map that is prepared by the Army engineers, Philadelphia dis- 
trict office. IThaveithere. Itsays: 

DEAR MAyor: I am enclosing copies of our industrial map of the Delaware 
River between Trenton and the sea. 

This covers the project area between Trenton and Allegheny Avenue 
in Philadelphia. This map locates every industry loc ated on the river, 
according to the Army engineers. Therefore, we thought if we could 
contact every one of these companies and ascertain by a factual survey 
what their present use of the channel was and what is intended as a use 
for the future we would be performing a service. So we did exactly 
that. 

This is the survey letter which we sent out, and which is entirely 
factual in nature. This is the questionnaire which we asked them to 
answer. 

We asked them if they used the present 25-foot channel, and if so. 
did they receive raw materials or ship finished products. 

Second, we asked them did they anticipate greater use of the 25-foot 
channel in the future, and third, we asked them if the present 25-foot 
channel was adequate for them and for their needs. 

Fourth, we asked them would the dredging of the Delaware Rive: 
(Channel to a depth of 40 feet be advantageous to the shipping opera 
tions of their company, and stated “if the answer is yes, can you give 
us the approximate annual savings which you expect to m: ake 2” 

Fifth, we asked them, Did they anticipate any damage to their prop 
erty as a result of the dredging of the 40-foot c hannel, and stated if om 
answer is yes to that fifth question, to please explain briefly, and sixth, 
was space for remarks. 

Now, this is simply a copy of this industrial map which the Arm) 
engineers have prepared; it is simply a tracing and we did that for 
reproduction purposes. 

The interesting thing about that survey was that it brought out, firs 
of all, that there were only actually 48 industries located in this area 
where the Federal Government anticipates the expenditure of 
S91 million to $99 million. There are 45 industries listed, but the 
survey disclosed that 2 of them went out of business. 

The survey brought forth some very interesting facts to light. 

No. 1, that of the 43 industries located there, more than half do not 
use the river at all; they just do not use it, because they do all of their 
shipping by rail and by motor truck. 

Then, those who do actually use the river, nearly all of them stated 
that the present 25-foot channel was adequate for their needs, because 
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most of the shipping on there is done by barge and by lighter boats, 
and which the 25-foot channel is adequate to handle. 

The survey also pointed out that there is only, of course, the one 
actual industry above Philadelphia which has piers and cargo han- 
ling facilities for deep draft vessels, and of course that is the United 
States Steel Corp. 

Now, of course, the 40-foot channel is designed primarily for deep- 
draft vessels, and this survey disclosed that there were no piers, and 
no accommodations on the upper reach, outside of the steel company, 
of course, Which could handle in any way the deep-draft vessels, for 
which this dredging would provide transportation. 

Now, of course, the steel company is planning, and I believe has 
ordered, boats that we are all aware of, which are 800 feet long, with 
116-foot beams; they are being built under a subsidiary company in 
Japan. The Flagship reports show that they will be operated under 
foreign flags, with a foreign crew. 

The other fact is that the survey brought out is that there is no in- 
dustry anticipating the spending of huge sums of money to provide 
these facilities. 

! would like to point out one important thing, which illustrates 
why industries are not going to put in these large piers. The Hoe- 
vanaes Sponge Iron Co., which was a part of our survey, is located 
just above where I live in Riverton. They are a Swedish concern, 
and they make sponge iron ore, and all of the ore which is utilized 
it that plant is imported from either Sweden or other countries. 

I visited with the officials of that company, and incidentally, this 
plant is located right on the river, and asked them if they spent $6 mil- 
lion to dock there—it is not anywhere near like a steel plant, but a 
very modern iron ore plant which imports all of its raw materials. 
I said, “Why do you not build your own dock so that this ore which is 
brought from Sweden and from other foreign lands can be brought 
to your plant directly ¢” 

They said, “Well, it is very simple right now. We bring our iron 
ore into the marine terminals at Camden and transship it by rail.” 

They said, “Our year’s cost for transshipment of iron ore by rail 
trom Camden to the plant is $20,000.” 

“We have gone over all of this area and surveyed this property, and 
we estimate that to build the kind of docking facilities and piers 
which would be required would cost $750,000, besides the cost of a 
channel from the river channel into our piers.” 

So, they said “You can see why we are not bringing in ore directly 
to the plant.” 

That is what is true with so many of these industries which are 
located there, and that is very important. 

Another point that I want to bring out which is very important is 
the fact that there sometimes is a statement made to the effect that the 
present 25-foot channel is inadequate for the present needs on the 
upper Delaware. However, we now know that the steel company is 
getting ore presently at the plant on ocean-going vessels on the present 
channels, and one of our men will present testimony on it later which 
| will go into a little bit more detail than that. 

Now, another point is about the plans of the future. The pro- 
ponents of course have said that the future expansion and industrial 
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growth of our area is entirely dependent for the most part on the 
deeper channel, and our feeling is that this is not so, and in particular 
if any industry like the steel company was planning to locate a plant 
on the site along this river, where the Federal Government has been 
asked to spend these millions of dollars for dredging. If they exist, 
they should be willing to stand up and be counted, and we feel that 
they have a right to tell us if they are interested enough because we 
do not feel that the tax funds should be spent for a costly job to 
provide water transportation for deep-draft vessels merely on specu- 
lation. 

This ballyhoo which they have been giving out about the growth 
of the area has some phases which are connec ted with the histor y of the 
area, where we, back in the 1930's, had this 25-foot channel recom- 
mended by the Army engineers to go to Trenton and that was her- 
alded with great fanfare up at Trenton; that we were going to have a 
great industrial boom and that it was going to help the entire area. 

However, that is not what happened. There were a few boats which 

came to Trenton with lumber and china clay and things like that. 
In fact, one boat came up with enough china clay for the entire year’s 
supply for every industry at Trenton. As you know, there is a big 
pottery industry up at Trenton. This proved to be such a dismal 
failure from a commercial standpoint that the Army engineers per- 
mitted this to shoal over, and it was not used hardly at all. 

In 1952, however, when the steel pl: int was located there, the river 
was redredged to the authorized 25 feet and, certainly, we feel that 
that was absolutely proper and right. 

The steel company had located there with the knowledge of the au 
thorization of the channel to a depth of 25 feet, and they should have 
it, and they do have it. That is one important fact which we shall 
touch upon later. However, we do not feel that this proposed dredg- 
ing of the 40-foot channel is what might be termed a public works 
project, and we just do not feel that it serves and protects enough area 
to be called a public works project such as, for instance, the St. Law- 
rence seaway which opens up the entire Great Lakes area, as you gen- 
tlemen are well aware, to world commerce. 

The interesting thing about that is, and which has a very, very, very 
vital concern to us, is that that channel is authorized, and will have 
a controlling depth of 27 feet. 

At Delaware we have an authorized depth of 25 feet, and we also 
have a 6-foot rise in tide. So, we feel it is practically equal to the St. 
Lawrence seaway as it is right now. 

In order to establish a sort of a yardstick or a measuring rod on the 
expenditure of tax funds for this deeper channel, we felt ‘that a close 
comparison with the St. Lawrence seaway project would be a greater 
means of accomplishing the showing of values. 

We are not here, of course, to speak pro or con about the St. Law- 
rence seaway since that is not a part of this project here, and we 
appreciate that, but nevertheless, we are interested in this matter, and 
the information which we have gotten together, I think, does have 
some bearing in regard to trying to arrive at just what is going on 
there. 

This [indicating] is a followup of a center spread in the April issue 
of the Chamber of Commerce Nation’s Business magazine which | 
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think you gentlemen are probably all aware of, and you will see that 
that opens up a vast area there to commerce. 

The comparison which we felt was important in regard to these 
two projects and which we think is most interesting, is that the basic 
factors which are worthy of careful evaluation are these : 

The cost of the project on the St. Lawrence seaway is $105 million. 
The cost of the upper Delaware project at the very minimum, as you 
gentlemen are well aware of, is $91 million, and of course we have 
figures in the engineering report which go up almost to $100 million, 
according to the various items which they may or may not include. 

The depth of the St. Lawrence seaway is 27 feet. On the upper 
Delaware we have this 25-foot presently constituted with a 6-foot rise 
in tide, and, of course, they are requesting 40 feet, but the two projects 
are almost identical here. 

The anticipated tonnage of shipping, and I thought this was very 
significant, on the St. Lawrence seaway which has been totaled up, 
shows that the tonnage by 1959 will approach a 50-million-ton figure. 
The Army engineers in their report here on page 26 give the tonnage 
as the figures which I have here. 

The total figures on a 50-year average—that is, trying to project it 
to make it as favorable as possible—is only 14,810,000 for this project. 

Mr. ANDERSEN. Let me suggest that the reporter is taking down 
what you say, and you did not mention the words “Upper Delaware.” 

Mr. Becron. I mean the upper Delaware. 

Mr. AnDeRsSEN. In your last statement you were referring to the 
Upper Delaware ? 

Mr. Becron. That is right, sir. The areas of benefit, of course, 
are the St. Lawrence seaway, according to this article, and you can 
see that list on the right-hand side, going down there, opens up 17 
cities and transports them into the world-commerce seaports. 

That is very significant, I think. Whereas, the upper Delaware is, 
we feel, a dead-end passage, and we are talking about an area above 
Philadelphia. It goes on up, but it does not end any place except at 
Trenton. There is nothing beyond there, and therefore we feel that 
we can make the statement that actually, according to the Army Engi- 
neers’ report, the area benefit accrues to this steel company to the 
extent of 13,030,000 tons of shipping, and for all others, 1,780,000 tons 
of shipping, and we think that is very significant. 

The sums to be spent by industry in cities in anticipation of the 
project, we think, is very important as a point, which has received 
no publicity at all. 

This article in the chamber of commerce magazine points out in 
the headline that this project will start a billion-dollar trade race. 
That is added up, and itemized in the right-hand column, but the 
sums of money which the various cities will spend for improving 
channels in the various cities and for creating and the construction 
of docking facilities, and piers, and a great many things like this; 
no one has come up and said they will construct anything if the 
deeper channel goes through. 

We think that is a very significant item. 

We think that people, if they receive benefits from it, should be 
willing to come out and say “Well, if you do it, we are really going 
to put a plant up, and construct something,” but we feel that this 
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is best described by the term that the upper channel is a dead-end 
assage. 

We feel that this comparison shows that this demand for a 40-foot 
channel is one reason for their not justifying it. It amounts, finally, 
to nothing more than a Federal subsidy to the United States Stee 
Corp., and even if local interests pay the $18 million which President 
Eisenhower's budget requests, we still feel that the benefits do not 
justify the expense. 

We would like to urge you gentlemen, after you have considered 
everything which we have to present to you, this afternoon, that 
you really defeat this project. We do not feel that it is practical, 
We would like to see that it be refused. 

That is all I have to say at this time. 

Mr. Kirwan. I would like to ask you 1 or 2 questions off the 
record. 

Mr. Becron. Yes, sir. 

Mr. Kirwan. Off the record. 

(Discussion off the record.) 

Mr. MarsuHauyi. You may proceed, Mr. Becton. 

Mr. Becron. Mr. Chairman, I would like to introduce to you 
Mr. Biddle. 

Mr. Marsuauyu. We shall be glad to hear from Mr. Biddle. 


STATEMENT BY MR. BIDDLE 


Mr. Bippte. My name is Charles J. Biddle, and [ live at Andalusia ii 
Bucks County, on the banks of the Delaware River. Just to illus- 


trate my knowledge of the river, I was born there some 65 years ago, 
and I have lived there throughout my entire lifetime. 

The lawn of my house runs down to the water. I have lived there 
ever since I was a child. I was always interested in fishing and 
shooting, and I have spent a tremendous amount of time in that im- 
mediate area, living all my life on the river, and I think I have a prett) 
detailed knowledge of it. 

I have opposed this channel for reasons similar to those given by 
Mayor Becton. I think my opposition has been discounted, to a 
certain extent, because of the fact that I happen to own an old family 
place where we have been there for a great many years, and 3 have 
objected to the channel, and they say, “Well, that fellow just 
thinking about his palce, and he is afraid that the factories are going 
to come in, and will blow smoke in his eyes, and so forth.” 

As a matter of fact, I think I have sense enough to realize that 
when real progress comes along, that individuals come forward, an 
assist, and cannot stand in the way. 

As a matter of fact, if this deeper channel would do what th: 
proponents claim it would do, it would be very much in my interes 
te be for it, because my place is a very large one. I have about three: 
quarters of a mile on the river, running b: ick a half mile to the Pennsy!- 
vania Railroad, and it is the largest pl ice along that area 

It is comprised of about 200 acres in a single block, controlled by 
one owner, and that amount of area would not have to be assemble 
and would be, if what the proponents claim is true, an ideal locat! 
for industrial development. 
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So, if all this were true, I would think I could sell out and not have 
to work so hard for the rest of my life, as I have so far. 

Now, I think the committee should keep clearly in mind that there 
are two separate problems, the upper river and the lower river, and 
the proponents, it has seemed to me, have consciously attempted to 
confuse the two. 

The lower river comes up to the port of Philadelphia, which is a 
ereat port, and which is comparatively inexpensive to deepen a chan- 
nel. They have a 37-foot channel and they want 40 feet, which has 
been approved, and which is estimated to cost, if I recall the figures 
correctly, about $5 million. That project up to Philadelphia is one 
thing—to the port of Philadelphia. However, to go on up into the 
narrow upper reaches from there to Trention is an entirely different 
matter, and we feel is not worth the expense which would be involved. 
Asa matter of fact, in explaining it, we have checked with all the in- 
dustries up and down the river, and can find no one but the United 
States Steel Corp. who wants this project, and I think the committee 
might be interested in the history of the upper reach, and its com- 
mercial use over the last 50 years. 

Fifty years ago there was, with the exception of the present use by 
boats going to the United States Steel Corp., more commercial use 
considerably of the upper Delaware than there is today. There was 
a regular line of passenger boats which traveled that area, and my 
father in the summertime went to town and back to his office. It was 
a regular line of freight boats, and all of those have been given up. 

The channel in those days, speaking always at low tide, was about 
lv feet as a natural channel. In the 1920's, the recommendation was 
made that it be deepened to 20 feet, and that was done. Then, in the 
early 1930’s, during the depression, it was suggested as a make-work 
proposition that it be deepened to 25 feet. The Army engineers rec- 
ommended against it, because they said—the local Army office recom- 
mended against it-—but they were later overruled in Washington be- 
cause they said that since it had been deepened to 20 feet from the old 
\v-foot depth, that there had been no substantial use made of it, and 
that industries who had docks along the river had not taken the trouble 
to deepen their docks, so they could handle deeper-draft boats, and 
that the project was not justified. 

However, it was deepened in the 1930's to 25 feet, and still there was 
no additional use of it. So, they let it silt in until 1952, when the 
steel mill came there, and it has gone down in one spot, I think, to 16 
feet, and I am sure of 18 feet, but between 16 and 18 feet, which of 
course was the limit of the channel. 

When the steel company opened up they then corrected it. In other 
words, from the early 1930’s and only until 1952, for 20 years, after 
they deepened it to 25 feet, there was no demand and use of it, and it 
Wa silting down. 

it was pumped out again, and there has been no change in the use 
of the river from what it originally was except for the protection of 
the steel company boats, which go up and down, several of them, each 
aay, 

_ [think the committee should also bear in mind the cost which this 
is going to be, because to my mind the $95 million is just, I would say, 
«i estimate, and just a starter, which includes only a bank protection 
at Florence, and Bristol, for a total of about $1.1 million in the $95 
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million figure given in this report of the United States Army engi. 
neers, but all of the engineers will tell you that it is unnecessary to 
protect those banks of the riv er, except at those points. 

All I have to say to that is that all you have to do is to go and 
stand and walk on the shore, and look where the shore used to be, and 
where it is now, since the channel has been deepened, and particularly, 
since it has been cleaned. 

In the last couple of years the whole shore along there has sunken 
about a depth of 18 inches; and you may ask : “How can you prove that 
it is due to the deeper channel?” Well, my place has been there for 
125 years, and more, prior to the deepening of the channel, and the 
shore has never changed, but since the channel has been deepened, 
it has gone down to such an extent that it exposes the underpinning 
of the wall, and when we have storms the wall just collapses so that 
you have to go and put a concrete underpinning, which is highly 
expensive. 

I can give you a few figures on that, if you are interested. 

In addition to that, for this deepening, according to the Army 
engineers’ own figures, they will remove 2.3 million cubic vards of 
rock, 38,790,000 cubic yards of mud, sand and gravel, and unless th 
river is going to be made into an oversized canal, that spoil material 
will have to be transported somewhere, unless they just pile it along 
the banks. 

If you do that, I think, as opposed to the interest of one industry, 
the fact that there are thousands and thousands of little people who 
use that waterway, and I see them every day—they use the upper 

reach for sailing and fishing, swimming and motorboating, and that 
sort of thing, they will have to give way to progress, if it is real prog- 
ress, but before you make an ov ersized canal out of the upper Delaware 
River, it seems to me that that is something to be taken into considera- 
tion, because it is used tremendously by the people of the area. It 
is the only large water recreational area there. Otherwise, these 
people have to go to the seashore 60 miles away in traffic conditions. 
It seems to me that is something which should be considered. 

Finally, I would like the proponents to tell me this: 

They claim that you have to forget about all of this, because if you 
get this project, it will attract a lot of heavy industry, to come there, 
and we will have a tremendous industrial development. I have asked 
several of them where they are going to put such industrial develop- 
ment. 

Now, mind you, the kind of industry they are talking about which 
needs a 40-foot channel is not the kind of industry which you can 
place on a 100-acre farm. The river, on both sides, is developed all the 
way up and down already for industry, and for homes, but for this 
sort of thing, you need a tremendous area, and I know every inch of 
it, from Philadelphia to Trenton on both sides of the river, and it 
just does not contain any place of that kind which is left. 

I happened to have something to do with the Morrisville plant of 
the steel company, because I represented the farmer who owned the 
land which they purchased. I am a lawyer by profession, and we 
sold 2,000 acres of the 4,000 acres which the steel company purch: ised 
up there. That is the kind of land there is. There is not any suc! 
place along there for the use of another great big industry, whicl 
is accessible to this channel. As you know, to be economical, yo 
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must have accessibility to a channel, because with a large channel 
and basin, it is bad enough to keep the silt out of the channel, but 
when you cut a deep ditch in a river, that drains so much silt into it. 

Mr. Kirwan. Let me interrupt you there. How far is the bay 
from this point? 

Mr. Bropte. About 115 or 120 miles. 

Mr. Kirwan. That is the only place where they could dispose of 
this dredged material ¢ 

Mr. Biwpie. No, sir; they could find places nearer than that, but 
there is no place nearby. 

Mr. Kirwan. They would have to locate such a place if they dig 
the channel to a depth of 40 feet ? 

Mr. Brwpie. I would not be sure how far they would have to go, 
but what I am saying is that you have to cart it away for some 
distance, because you know when they dredge a channel, what they do 
is that they have a big hydraulic dredge, which has a big thing on 
the end of it which looks like an apple corer, and it is a big thing 
like that [illustrating], and goes down into the bottom of the river, 
and they have pipes connected to pumps for a mile or so. The apple 
corer cuts up the bott6m and they have to blast and dynamite when 
they get in rock. They can move the mud and sand and gravel 
through these pipes for a certain distance, but if you go beyond that 
distance, then you have to have it placed in something and take it 
away, and there is no appropriation listed for that, which would in- 
dicate that they plan to put this amount of material on the side of 
the river. 

When they deepened it to 20 feet, and to 25 feet, there were a great 
many reaches of the river which did not have to be deepened, those 
reaches being a natural channel, but when there is no natural channel 
anywhere and when you pump this material out of the channel, you 
have to pump it the entire 25 feet or 40 feet all the way from here, 
30 miles from Philadelphia, to Trenton. 

That is all I have to say, Mr. Chairman. 

Mr. Marsuati. Thank you for your statement. 

Mr. Taser. Does your presentation here in any way involve the 
estimate which has been submitted to us for a bridge near Allegheny 
Avenue ¢ 

Mr. Becron. I do not think so. You see, the project starts just 
above Allegheny Avenue, sir, and there is a bridge of the Pennsyl- 
vania Railroad at Delair which had to be changed. Then there is 
another bridge which, I take it, could be financed out of tolls, but I 
do not know about the Pennsylvania Railroad bridge. 

In regard to that copy which you are looking at, I have been over 
all of this in detail with Deputy Director Belcher, of the Bureau of 
the Budget. He gave me about 2 hours one afternoon. 

Mr. Taser. Did I understand you to say that the steel company 
was the only one which answered “Yes” to the 40-foot channel ques- 
tion ¢ 

Mr. Becron. No, sir; the statement that I made was that they were 
the only industry above Philadelphia which had piers and docking 
facilities above there. | 

Now, here were about six industries which said they would like the 
40-foot channel. I went over the details of this with Mr. Belcher. 
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In fact, three of them do not use the channel at all now, and the 
others stated that they thought it would be helpful to them if they 
could get the dredging done. 

Mr. Chairman, I would like to present to you at this time Dr. Win 
kelspecht. 

Mr. MarsHatyi. We would be glad to hear from Dr. Winkelspechi 
at this time. 


STATEMENT BY DR. WINKELSPECHT 


Dr. Winketsrecnt. I am Dr. Winkelspecht, and I live at Dela- 
ware, N. J., and, like Mr. Biddle, I was born on the Delaware River 
and I have lived there all my life and feel as though I know the river 
pretty well. 

I have not been there as long as Mr. Biddle, but I have been there 
48 years. I am a dentist, and my only interest is from the stand- 
point of a resident in seeing this area developed properly, and as a 
taxpayer and payer of income taxes I want to see a little economy. 

In this report I want to bring out that there is no need for a 40-foot 
channel in the upper Delaware River above Philadelphia. 

The Congress of the United States authorized the deepening of the 
Delaware River to 40 feet up to the United States steel plant, and to 
35 feet from there to Trenton. This approval was obtained through 
the use of many half-truths, and it is time that a reevaluation is made 
based on the actual facts concerning this whole project, and this report 
is to summarize some of the points which need to be studied. 

Proponents say : For United States Steel Co. so it can function more 
efficiently through use of 40,000-ton seagoing vessels. 

Senator Duff, as the first witness before the Senate hearing on 5. 
2317, stated : 

It seems to me that the deepening of this river at this place in order to afford 
seagoing vessels an opportunity to go right up to the place where the plants are 
located is.a matter of extreme importance for the welfare of the whole country, 
and is a matter of national defense. 

This statement, along with many others of a similar nature from al 
proponents of the 40- foot channel imply, and even actually state, that 
the United States Steel Co. cannot get ore direct to its Fairless plant 
without the deeper river. In fact, ‘the calculation of benefits by the 
United States a is explained as follows by Colonel Milne at 
the hearing on S. 3. 2317: 

There are two methods by which iron ore could move from Philadelphia to the 
Fairless works—other than by deep-draft vessels. One method would be to con: 
plete unloading of ore carriers in Philadelphia, and transport the ore by rail to 
the works. A second method would be to unload the heavy ore carriers, and 
transport the ore by barge. 

One method entails railroad transportation, and the other method 
entails barge transportation, and he says that is the only way ore 

‘an be moved from Phil: adelphia to the plant. 

The facts are that the United States Steel plant at Morrisville is 
now operating at full capacity with ore received directly at their plant 
by oceangoing vessels. In fact, they can and have received enoug! 
ore direct by these oces ingoing vessels to take care of a plant three times 
its present size; the extra ore not being used now is either stockpiled 
in big hills of ore, or is being reshipped i in huge quantities, thous: ands 
by arload, by rail, to plants in the Pittsburgh : aren. 
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As a part of this testimony, I would like to show you a picture of 

‘o of the boats which are typical of the boats going up to the steel 
2 ant. They are boats which are large cargo vessels, oceangoing type, 
as You can see from the pictures, and they are cargo vessels, and the 

size is marked on there. The 7’asha was the first one which came up 
the first time with flags on it. It was the first boat to bring ore from 
South America to the plant. 

Here is a December newspaper clipping showing the ship’s move- 
jvent in the port of Philadelphia, and it shows that three boats came up 
Sunday and Monday to the steel plant at Morrisville. 

So, that shows the half-truth in these statements like the statement 
by Senator Duff that they have to have large boats to carry direcly to 

he steel plant. 

They are carrying it directly to the steel plant now in those boats 
which you see. 

They also say that the 40-foot channel in the Delaware to the United 
States Steel plant, and 35 feet to Trenton, for oceangoing vessels, 
will greatly assist the national defense, and will aid growth and expan- 

sion urgently needed in this great diversified production area 

Mr. LaBrum, in his testimony at the hearing on S. 2317, stated that 
the reason for the— 
low state of industrial development between Philadelphia and Trenton is inability 
of oceangoing vessels to navigate the river between these points where large 
areas of land are either vacant or devoted to less productive use, and thereby 
excluded from consideration by major industries which require a 40-foot channel. 

Gentlemen, right now there is a situation of expansion with or 
without the channel which is overwhelming the people in that area 
It is all they can do to cope with the expansion without the channel, 
and Tsay that the channel is not a necessity for this expansion. 

Mr. LaBrum also stated : 

When the channel is deepened, we can expect at least two more steel companies 
to come into the greater Philadelphia area, one in Burlington County, on the New 
Jersey side, where the land is already under option, and another in Gloucester 
County, on the New Jersey side, where the land has already been purchased. 

That is where they confuse the Philadelphia area with the upper 
Delaware area. 

I want you to particularly note that on the New Jersey side where 
the land has already been purchased, and the engineers say there is 
considerable evidence—this is the United States engineers reports, 
they say there is considerable evidence from creditable sources that 
i number of large concerns are planning to establish their plants on 
the Delaware River in this upper reach, if and when the deeper 
channel is available, but who are unwilling for business reasons to 
reveal their plans at this time. 

Then, here is a list of the different companies, and it is a list of 
the top companies of the country whom they say are coming there. 

Now, here are the facts: 

In the 4 or 5 years since it was known that United States Steel was 
locating its big Fairless plan at Morrisville, not one industry has 
located in the upper Delaware River area. Surely, some of the 
hundreds of industries due to move in could get along with a 25-foot 
channel, so why are they waiting for a 40-foot channel ? 
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Could it be that there just is not room for a major industrial de- 
velopment now that tens of thousands of Philadelphians and other 
thousands from Trenton have moved into lower Bucks County to live? 

There are at the present time 50,000 homes along the Pennsylvania 
side of the river alone, w ithin 7 miles of its 10-mile reach from Phila- 
delphia city line to Warners’ sand pits, and the United States Steel 
plant, and only recently William Levitt has started building houses 
on a 280-acre area which he had reserved for industrial use, but could 
not find a buyer. 

Perhaps you are acquainted with the Levitt projects in that area, 
He built a number of homes, and he reserved this one area for indus- 
trial development, and could not find a buyer. 

So, now, he is building homes there. 

As to the two steel companies, Mr. La Brum refers to, why does he 
bring in an area below Philadelphia, when we are talking about a 
deeper river above Philadelphia? Gloucester County is already 
located on the lower Delaware River opposite the Philadelphia Navy 
Yard, which is on the present 40-foot channel. The only available 
large area left in Burlington County on the river has approxim: itely 
1,000 acres. This is only one-quarter the area of the United States 
Steel plant, which is 3,900 acres. 

One can readily see that a plant one-quarter the size could not be 
of major importance. 

As you can see, there are none. 

Here is a map of lower Bucks County, and this large area which 
you see is the location of the United States Steel plant covering 3,900 
acres. These other areas are the areas which are available for indus 
try, and as J said, you can see there are none. 

"Mr. Taper. There are large sand pits there’; are there not? 

Dr. Witxerspecut. Those involve the operations of the Warner 
Co. 

Mr. Taser. That is located quite near the steel plant; is it not! 

Dr. WINKELSPECHT. It is just below the steel plant, sir. 

Now, these are residences here, parks, and most of these areas are 
being used at present. There are very few areas which are available. 

Mr. Taser. Do they wash the sand in the river, as they pump it 
out of the pits? 

Dr. Winxetspecnt. I think they do. 

Mr. Taper. Does the silt go down the river? 

Mr. Becron. I think I can answer that question. 

That is an inland operation which is shut off from the river. 
It is inside, but they do not pump that sand from the river because 
just out of the river there is a bank between where it is pumped 
and the river. 

Dr. Wrnxexsrecnt. This New Jersey map shows it. Here is an- 
other map showing the industrial area in Burlington County. Here 
is about 1,000 acres which is available. These black areas are already 
occupied and here is a list of the plants which occupy those areas. 

There is another 100 acres here which could be used. Here is 40 
acres and here is another 100 acres, and they are about all of the areas 
left in Burlington County to be used by industry. So, you see those 
statements are just not true; they could not be. I will leave these 
maps with you. 
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Another highlight is in the expenditures. The Army engineers set 
the total Federal expenditures at $99,974,000. It was lowered by the 
Board of Engineers for Rivers and Harbors to $91,738,000 and they 
are leaving out any changes in the Tacony-Palmyra Bridge which the 
engineers say is so important. : ; 

The United States Army engineers are basing the savings to United 
States Steel on the hauling of 10,400,000 tons of ore to the plant, but 
the plant actually uses 4,400,000 tons at the Fairless — and they 
will transship the other 6 million tons from Fairless by rail. 

Our contention is that those 6 million tons could be unloaded at 
Philadelphia, where the Pennsylvania Railroad has just built a new 
$10 million dock. When we ask the engineers why they cannot ship 
them from Philadelphia instead of from Morrisville, they say they 
have nothing to do with that but we feel they are sort of stacking 
the figures, and if you eliminate that steel that they are going to trans- 
ship, apparently, it cuts the ratio of saving to approximately 0.92 
to 1 and 0.72 to 1, respectively, which would not justify the project. 

Mr. Taser. You mean they will ship more ore up to the Fairless 
plant than they will use? 

Dr. WINnKELSPECHT. That is right. 

Now as to our conclusions: 

It appears that methods of calculating of savings to cost ratios 
were based on the lowest underestimates of expense for construction 
and the highest overestimates of benefits for transportation. In other 
words, they figured on transportation by rail or barge. The engineers 
have not figured on transportation by these boats which they are using 
today, which are undoubtedly cheaper than barge hauling. 

Mr. Taper. You mean these boats that draw 34 feet of water; is 
that what they draw ? 

Dr. WinxEtspecut. No; they have a 34-foot hold. They draw 24 
to 25 feet of water. 

Mr. Kirwan. The gentleman said they built a 40,000-ton boat in 
Japan. 

Dr. Winketspecut. The boats they will use are as large as the 
Queen Elizabeth, which is too big. 

As far as Trenton, here is what the Army engineers say in regard 

to the channel above the Fairless works to Trenton: 
Previous to World War II, over a period of about 8 years, a very small number 
of oceangoing vessels, some with drafts up to 24 feet, used the channel above 
Philadelphia to its terminus at Trenton. Under wartime conditions traffe in 
ocean-going vessels practically ceased on the portion of the river above Dalair, 
Wherein a channel depth of 25 feet is authorized ; its resumption was not consid- 
ered sufficiently assured to warrant maintenance of the project depth. 

_From that it appears that the proposed 35-foot channel above the 
Fairless works will never be used, as they never used the 25-foot chan- 
nel. When they restored it to 25 feet for United States Steel they did 
not restore it up to Trenton because it is not used at Trenton. So we 
feel the present ratio is zero to 1. It was not justified when it was origi- 
nally built in 1938 so we feel when Congress gets to the final appropria- 
tion the channel to Trenton will be left out of the picture; and 
Justly so. 

All evidence points to the fact that all claims for the approval of 
this project are expressed in generalities and not concrete facts, with 
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confusing and not businesslike figures to justify a Federal subsidy of 
nearly $100 million to the United States Steel Co. 

Thank you. 

Mr. Marsuaiz. Thank you. Your prepared statement will be jp. 
serted in the record at this point. 

(The statement referred to is as follows a 


Facts DEMONSTRATE No NEED FOR A 40-Foor CHANNEL IN THE Upprer DELAWARE 
River Anove PHILADELPHTA 


The Congress of the United States authorized the deepening of the Delaware 
River to 40 feet up to the United States Steel plant, and to 35 feet from there to 
Trenton. This approval was obtained through the use of many half-truths and 
it is time that a reevaluation is made based on the actual facts concerning this 
whole project and this report is to summarize some of the points that need to be 
studied. 

1. WHAT IS PURPOSE OF 40-FOOT CHANNEL? 

(a) Proponents say: For United States Steel Co. so it can function more effi- 
ciently through use of 40,000-ton seagoing vessels. Senator Duff, as first Witness 
before Senate hearing on S. 2317 stated: “It seems to me that the deepening of 
this river at this place in order to afford seagoing vessels an opportunity to go 
right up to the place where the plants are located * * * is a matter of extreme 
importance for the welfare of the whole country and is a matter of national 
defense.” 

This statement along with many others of similar nature from all proponents 
of the 40-foot channel imply, and even actually state, that the United States Stee] 
Co. cannot get ore direct to its Fairless plant without the deeper river. In fact, 
the calculation of benefits by the United States engineers is explained as follows 
by Colonel Milne at the hearing on S. 2317: “There are two methods by which 
iron ore could move from Philadelphia to the Fairless works other than by deep- 
draft vessels. One method would be to complete unloading of ore carriers jy 
Philadelphia and transport the ore by rail to the works. <A second method would 
be to unload the heavy ore carriers and transport the ore by barge. 

The facts: The United States Steel plant at Morrisville, is now operating at 
full capacity with ore received directly at their plant by oceangoing vessels. In 
fact, they can and have received enough ore direct by these oceangoing vessels 
to take care of a plant three times its present size. The extra ore not being used 
now is either stockpiled in big hills of ore or is being reshipped in huge quantities 
(thousands by carload) by rail to plants in the Pittsburgh area. 

Attached is a picture of the present boats going to the Fairless steel works. 

(b) Proponents say: For expansion of industry. 

A 40-foot channel in the Delaware to United States Steel plant and 25-foot to 
Trenton, for oceangoing vessels, will greatly assist the national defense and will 
aid growth and expansion urgently needed in this great diversified production 
area. Mr. LaBrum, in his testimony at the hearing on §. 2317 stated that the 
reason for the “low state of industrial development between Philadelphia and 
Trenton * * * jg inability of oceangoing vessels to navigate the river between 
these points where large areas of land are either vacant or devoted to less pro 
ductive use and thereby excluded from consideration by major industries, which 
require a 40-foot channel.” 

Mr. LaBrum also stated: “When the channel is deepened we can expect at least 
two more steel companies to come into the Greater Philadelphia area, one i 
Burlington County, on the New Jersey side where the land is already under op- 
tion, and another in Gloucester County, on the New Jersey side where the land 
has already been purchased.” 

The United States Engineers state: “There is considerable evidence fron 
credible sources that a number of large concerns are planning to move or estab- 
lish plants on the Delaware River in this upper reach, if and when the deeper 
channel is available, but who are unwilling for business reasons to reveal their 
plans at this time.” 

List of business firms interested in a deeper channel above Philadelphia: Gulf 
Oil Co., General Refractions Co., Sinclair Refining Co., Seott Paper Co., Sun 
Oil Co., Philadelphia Coke Co., Atlantic Refining Co., and 11 more nonoil 0! 
chemical companies. 
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The facts: In the 4 or 5 years since it was known that United States Steel 
was locating its big Fairless plant at Morrisville, not one industry has located 
on the upper Delaware River area. Surely some of the hundreds of industries 
due to move in could get along with a 25-foot channel, so why are they waiting 
for a 40-foot channel? Could it be that there just isn’t room for major industrial 
development now that tens of thousands of Philadelphians and other thousands 
from Trenton, have moved into lower Bucks County to live? 

There are at the present time 50,000 homes along the Pennsylvania side of the 
river alone, within 7 miles of its 10 miles reach from Philadelphia city line to 
Warner’s sand pits and the United States Steel plant, and only recently William 
Levitt has started building houses on a 280-acre urea that he had reserved for 
industrial use—but couldn’t find a buyer. 

As to the two steel companies, Mr. LaBrum refers to, why does he bring in 
an area below Philadelphia when we are talking about a deeper river above Phila- 
delphia. Gloucester County is already located on the lower Delaware River 
opposite the Philadelphia Navy Yard which is on the present 40-foot channel. 
The only available large area left in Burlington County on the river has approxi- 
mately 1,000 acres. This is only one quarter the area of United States Steel 
plant which is 3,900 acres. One can readily see that a plant one quarter the size 
could not be of major importance. 

Attached are maps of lower Bucks County and Burlington County which 
show the very small areas available for industry. Industries requiring bulk 
shipments of raw materials in quantity which could use a 40-foot channel would 
need much larger areas than those available in this area. 


2. EVALUATION OF COSTS VERSUS BENEFITS 


(a) United States engineers method of calculations—1. The total cost of 
a project is determined by a detailed study of construction costs, maintenance, 
and financing. This cost is amortized over a 50-year period which is con- 
sidered the effective life of the project. This total 50-year cost is then divided 
by 50 to give an annual charge. 

These charges are borne by the Federal Government and paid through taxes. 

2. The benefits are determined by a study of present and proposed operations 
from information provided by industries or groups interested in the project. 
These benefits are summarized over a 50-year period and, as with costs, are 
brought down to an annual benefit figure. 

These benefits accrue to private businesses who, theoretically are supposed 
to pass on the savings in reduced prices so the entire country benefits thereby. 

3. A benefit-cost ratio is then obtained from the above figures, which deter- 
mines whether or not the project is economically sound. If the annual benefit 
is greater than the annual charges the benefit-cost ratio is more than 1 to 1 and 
is considered a worthwhile project—of course the greater the ratio the more 
economical the project. 

(b) Cost estimates.—1. The United States engineers made their original cost 
report December 12, 1951, and followed by a revised report on November 18, 1953. 
The main changes were: 

(a) The 1951 report showed the cost of bank stabilization at Florence and 
revetments at Bristol to be non-Federal cost. Who was to pay for this was not 
shown. The 1953 report includes $1,124,000 as part of the Federal cost after 
local groups and persons objected to having to bear the cost of protecting 
their own property because of deepening the river which was of no benefit 
to them, ° 

(b) The 1951 report showed only a 32-foot channel was economically sound 
above United States Steel plant to Trenton. The 1953 report says channel should 
he 35 feet deep at an extra cost of $2,477,000. 

2. The Board of Engineers for Rivers and Harbors, who had to review the 
United States engineers report, cut out of the costs $6,227,600 for changing the 
Tacony-Palmyra bridge, although the United States engineers were very spe- 
cific in the need of a more adequate bridge because strong currents at oblique 
angles to the axis of bridge and strong winds made realinement of the channel 
through the bridge a necessary job for safe passage of the huge superearriers of 
ore. 





642 


SUMMARY OF COST ESTIMATES 


Below is listed the Federal cost for the present proposed 40-foot channel to 
Newbold Island thence 35 feet to Trenton, N. J. 


UNITED STATES ENGINEERS, NOVEMBER 18, BOARD OF ENGINEERS FOR RIVERS AND 
1953 (H. DOC, NO. 358) HARBORS 


Total Federal expenditure, Not detailed in public 

(p. 38) $99, 974, 000 documents $91, 738, 000 
‘Annual benefits (p. 43)_-. $6, 675,000 | Annual benefits (p. 43). $8, 450, 000 
Annual benefit-cost ratio__ 1.48 to1| Annual benefit-cost ratio__ 1. 93 tol 


Of the benefits the United States engineers report $6,363,000 of the above 
$6,675,000 will accrue to the United States Steel Co. (p. 46). This is approxi- 
mately 95 percent. 

COMMENTS 


Note that all of the above costs are based on 1951 level of costs, which 
certainly are much lower than the costs will be during the next several years, 
while the work is actually being done. . 

Note that the Board of Engineers for Rivers and Harbors has lowered the 
cost and raised the benefits over the original figures of the United States Army 
engineers thus increasing the benefit-to-cost ratio without detailed public 
documents. 

The United States Army engineers based the savings to United States Steel 
on the eventual shipment at a future date of 10,400,000 tons if the plant is 
expanded to two times the present capacity. Of this 4,400,000 tons will actually 
be used at the Fairless plant and the balance will be shipped to the Pittsburgh 
area and other inland plants. (This amounts to 200 80-ton cars daily.) Neither 
United States Steel nor the Army engineers can explain why this tonnage 
cannot be shipped from the new $10 million Pennsylvania Railroad docks below 
Philadelphia or from Baltimore and other ports located on the present 40-foot 
channel. This change of avenue of transportation would cut the cost ratio to 
approximately 0.92 to 1 and 0.72 to 1, respectively, and thus not justify the project 
at all. 

The engineers report does not calculate the ratio of savings to cost, under the 
method of using oceangoing vessels of a size by which most of the world’s 
commerce is carried, as the United States Steel Co. is doing at the present time, 
at this plant (see enclosed photograph ). 

Now let us consider another possibility. Suppose that the 40,000 ton ore 
carrier were used as far as Philadelphia and barges were used for the remaining 
32 miles. If advanced engineering methods can produce super ore carriers, 
can they not produce super barges of larger than ordinary capacity that would 
also operate more economically? The Great Lakes area uses shallow-draft 
vessels to move ore which are no more than glorified oversize barges. These 
are easily loaded and unloaded and designed for just such shorthauls that are 
undoubtedly a cheap form of transportation. 


OUR CONCLUSIONS 


1. It appears that methods of calculating of savings-to-cost ratios were based 
on the lowest underestimates of expense for construction and the highest over- 
estimates for benefits of transportation. A more realistic calculation, we believe, 
‘in the hands of expert engineers should produce an inverse ratio of savings 
to cost. 

2. In view of the following statement by the United States Army engineers 
(p. 27, H. Doc. 358) in regard to the channel above the Fairless works to 
Trenton, “Previous to World War II, over a period of about 8 years, a very 
small number of oceangoing vessels, some with drafts up to 24 feet, used the 
channel above Philadelphia to its terminus at Trenton. Under wartimes col- 
ditions traffic in oceangoing vessels practically ceased on the portion of the 
river above Delair, wherein a channel depth of 25 feet is authorized ; its resump- 
tion was not considered sufficiently assured to warrant maintenance of the 
project depth,” it appears that the proposed channel above the Fairless works will 
never be used and the estimated saving ratio of 1.03 to 1 could very well become 
0 to 1. Zero to 1 is the present ratio that exists now on the 25-foot channel to 
Trenton that was dredged at Federal expense in 1937. Is the channel to Trenton 
included to attract New Jersey and its legislators? 
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8. All evidence points to the fact that all claims for the approval of this 
project are expressed in generalities, not concrete facts, confusing and not 
businesslike figures to justify a Federal subsidy of nearly $100 million to the 
United States Steel Corp. 

DELAWARE RIVER VALLEY ASSOCIATION, 
By Dr. HanoLp J.. WINKELSPECHT, Director. 


Mr. Becton. The next witness is Mr. Harold Crooker, plant engi- 
neer of the Manhattan Soap Co., Bristol, Pa. 
Mr. MarsHay. We shall be glad to hear from you, Mr. Crooker. 


STATEMENT BY MR. CROOKER 


Mr. Crooxer. Mr. Chairman and gentlemen, my name is Harold 
Crooker. I am manager of the Manhattan Soap Co., at Bristol, Pa. 
As a matter of fact, that plant makes soap your grandmothers prob- 
ably used, the Sweetheart toilet soap. Iam also on the Bucks County 
Planning Commission, and as such, I am vitally interested in what 
goes on in the entire county so far as all business, industry, roads, and 
homes are concerned; but as the manager of the soap plant I should 
like to present to you the company’s situation, where they have at- 
tempted to get information from the United States engineers as to 
just what protection will be provided along the river, where we are on 
a high bank. 

The building is about 100 feet from the bank and the channel another 
100 feet from the edge of the bank. We have powerplants in operation 
and they could be severely damaged should there be any slippage of 
ground whatever. We aie the engineers if we would be part of the 
parties that would have to pay this $16 million, and they say the 
method of financing the payment would be determined by the pay 
order. We have not received any information as to what will happen 
along the bank and we are concerned. 

The say that the assurances of local cooperation to save the United 
States free from damages have not been received for this project and 
construction cannot be started until they are provided. They indicate 
that there are claims for damages which could be so serious that the 
project should not be started even. 

Then, in House Document 385 of the 83d Congress, the engineers 
indicated that the possibility of damage was quite remote, that it may 
be that the apprehension is groundless, and that it is considered im- 
probable that this work will be required as a consequence of the 
improvement. 

We are very much concerned about what protection will be provided 
along a bank that is very definitely going to be damaged by the deepen- 
of the river. 

As an observer of the area, I have only two very short things I would 
like to bring out. 

There has been much said about the increase in customs receipts 
as a result of a deeper river. Keep in mind that iron ore has no duty, 
coal is not imported, petroleum is not imported, and the shipments of 
that area are almost all coastwise shipments. 

Then, they say the deepening is needed for national defense. Phila- 
delphia is a No. 1 target for Teatene and when the Government is 
urging dispersal of industry away from vulnerable areas, why do we 
propose more industry ¢ 

Thank you. 
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Mr. Marsnauz. Thank you, Mr. Crooker. 
Mr. Becron. The next witness is Mr. Raymond Sutphin, a council- 
man of the borough of Florence, N. J. 
Mr. Marsnauu. The committee will be glad to hear you, Mr. Sut- 
phin. 
STATEMENT BY MR. SUTPHIN 


Mr. Surenin. Mr. Chairman and gentlemen, I have two letters 
which I should like to present for the record. 

Mr. Marsuatu. Without objection the letters will be placed in the 
record at this point. 

(The letters referred to are as follows :) 


Boarp OF EXpUCATION, 
TOWNSHIP OF FLORENCE, 
May 5, 1955. 
SURCOMMITTEE, House APPROPRIATIONS COMMITTEE, 
Washington, D. C. 

GENTLEMEN: Please be advised that this board has taken a stand against the 
deepening of the Delaware River Channel. In view of the location of its high 
school on the highest point of the Delaware. 

It is our opinion that the deepening of the river will subject the high school 
to damage due to erosion and falling away of the riverbank. 

Unless the Federal Government or some agency will assume the responsibility 
for damage done we shall stand firm regarding our opposition to the deepening of 
the channel. 

Sincerely yours, 
GLADYs HEINTz, Secretary. 


FLORENCE TOWNSHIP ON THE DELAWARE, 
Florence, N. J., April 5, 1955. 
The APPROPRIATIONS COMMITTEE SUBOMMITTEE, 
Washington, D.C. 

GENTLEMEN: The township of Florence, a municipality in the county of Bur- 
lington, N. J., is situated on the easterly shore of the Delaware River, directly 
south of Newbold’s Island, and shown on the Corps of Engineers’ survey of 
1951 of the Delaware, sheet 7 and 8. 

The inhabitants of the township of Florence are deeply concerned with the 
possibility of damages which may result if the proposed project for the deepening 
of the channel, from its authorized depth of 25 feet and width of 300 feet is 
constructed to a depth of 40 feet and width of 400 feet. There are listed 
below four major items, in which the township is vitally interested. 

1. Salinity.—The tests made with the Vicksburg model, as constructed by the 
Corps of Engineers, may prove that salinity intrusion will not occur to a greater 
distance up the river than it now extends, as a result of the deepening of the 
channel to 40 feet, but it must be pointed out that these tests were run under 
normal flows of fresh water from the headwaters of the Delaware River. It is ; bes 
only logical to assume that the distance of intrusion will increase in proportion abil 
to the decrease of fresh water supply from the Delaware and its tributaries en 
above Trenton. ;= 

It is admitted that the deeper the channel, the greater becomes the oppor- hi hs 
tunity for recharge of the Raritan strata from the river. The river water g tof 
must therefore be kept free from salinity and pollution. that 

Florence Township is fortunate in having an excellent municipally owned water 
supply system from a field of wells driven to the Raritan strata and any dis- 
turbance to the supply of this strata would result in disaster to the inhabitants 
of the township. It is difficult to understand that if an expenditure of $100 mil- 
lion is justified for the benefit of industries and navigation, why is it not also 
justified that at least an equal amount of moneys be appropriated to augment the 
funds to be furnished by the States of Pennsylvania, New Jersey, New York, and 
Delaware for the promotion of the Incodel project in order to protect the water 
supply system for the inhabitants of the municipalities bordering on both shores 
of the Delaware. It is agreed by many authorities that if the two projects were 
coordinated, the control of the flow of water in the Delaware would eliminate the 
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fear of extended salinity intrusion and since the Incodel project also controls 
the purity of the effluent from municipal sewerage plants the purification of the 
streams would also be greatly improved. 

2. Revetment and bank stabilization—tIn the Army Engineer’s Report of 
December 21, 1951, reference is made to the stabilization of the high banks at 
Florence for a distance of approximately 4,000 feet. It is gratifying to note that 
at last the Army engineers recognize the possibility of damage at this point. 
The township has expressed in writing to the Corps of Engineers in more than one 
instance that as a direct result of the deepening of the channel] from 18 feet tu 
»5 feet, the high banks were sliding toward the river and, in each case when the 
Army engineers attention was called to this condition, responsibility was denied. 
The slippage is a very gradual process but today the shoulder of the county road- 
way, at the highest part of the bank, has dropped below the pavement of the 
inain road as much as 4 inches. 

Florence Township has a shoreline of 444 miles, approximately 24% miles of 
which consists of high banks and bluffs of an elevation of 20 to 80 feet above 
high water. Portions of these banks are protected with seawalls of varying 
heights up to 10 feet and all of this 24%4-mile shoreline is directly in front of and 
adjacent to residential property. It is estimated by the Army engineers that 
500,000 cubie yards of earth will be required to be removed from these banks, 
to relieve the surcharge, at a cost of $450,000. It is suggested that to this amount 
should be added the following: (1) The cost of at least 7 recently constructed 
homes at an average value of $25,000, which it would be necessary to condemn 
and move to new locations, amount $175,000. (2) The loss to the township of 
assessed valuation of the real estate removed $56,000. (3) The construction of 
a large portion of the county highway and the utilities contained within its 
limits, $75,000. (4) The depreciation in value of the remaining real estate 
because of the relocation of the county highway, $25,000. The cost of these dam- 
ages plus the amount of construction as estimated by the Army engineers would 
amount to $781,000. This amount is classified in the report as “non-Federal” 
cost. The township of Florence is not only unable to finance a project of this 
magnitude, but there is little doubt that the taxpayers would refuse to authorize 
such an expenditure. 

In order to determine the extent of the damage if the banks were terraced as 
suggested by the Army engineers on a slope of 1 foot vertical and 2% feet hori- 
zontal, with a minimum of 8 terraces, the township committee has obtained 
from its engineer a survey and detailed topographical map of 1,000 feet of the 
river front shore at the most critical location, namely from Pine Street to Oak 
Street and from the high waterline southwestwardly to Fifth Street. This plan 
shows the location and elevations of all dwellings and buildings facing Front 
Street. Should this project for the deepening of the channel be approved for 
construction, the survey and plan will be completed along the entire length of 
the township shore, including foundations for buildings and machinery at both 
the Florence Pipe Foundry & Machine Co. plant and the John A. Roebling’s Sons 
Co. mill, which are situated in the township. Results of these surveys will be 
filed with the United States Army engineers as a permanent record and will 
be checked periodically to determine variations in elevation and alinement with 
a view in mind to determine the responsibility of such variations, 

In order to avoid the possibility of damage to the property along the shoreline 
of Florence Township, it is suggested that the Army engineers study the advis- 
ability of (@) swinging the Florence range to the north 214°, using the north end 
of Church range as a pivot. (6b) Move the Roebling range 400 feet west and 
parallel with its present course to intersect with the present Kinkora range. 
(€) Fill the easterly slope of the present channel with excavated rock material 
to form a toe for the slope of the easterly bank of the river. It is estimated 
that to construct this new alinement of the channel will require an additional 
1,250,000 cubic yards of dredged material and at a cost of 61 cents per cubic yard, 
as estimated by the Army engineers, this amount would be less than estimated 
damage which would occur if the banks were terraced as suggested in the report. 

5, Protection to existing industries———Florence Township is primarily an in- 
dustrial community and is therefore greatly interested in damages which may 
occur to the foundations of buildings, machinery, and dock facilities, which now 
exist in the two main industries operating in the township. Attention has been 
called to the Army engineer’s that stratas of quicksand exist in the vicinity 
of these plants, having been encountered at times of construction. It is sug- 
sested that the Army engineers thoroughly investigate these alleged conditions 
and that every effort be made to stabilize the present structures in order to 





646 


relieve the management of any unnecessary expense resulting from the proposed 
construction of the channel. 

4. Paragraph No. 79 (Engineer’s Report 1951).—Individual property owners 
and industries fronting on the riverbank have expressed great anxiety as to 
the interpretation of the statement contained in paragraph No. 79 as follows: 
“Tt is considered possible that, after the channel has been depened and widened, 
a requirement for some protection for shorelines and shoreline structures may 
develop. This is regarded as work that should be accomplised by and at the 
expense of local interests.” 

It is admitted that normal erosion of the shoreline and disintegration of struc. 
tures is the responsibility of the owners but accelerated distruction and settle. 
ment of the shore caused by increased wave action or excavation too close to 
the banks, is definitely the responsibility of others. Unless ways and means 
can be provided to protect the property holders and relieve them of expense of 
unnecessary damage, they are compelled to vigorously oppose the deepening of 
the channel. 

In conclusion it should be stated that the township committee of the township 
of Florence is not opposed to the dredging of the channel as such. However, 
unless the township can be assured that the underground water supply will not 
be damaged and that efforts will be made to coordinate the Incodel project with 
the deepening of the channel and that the banks along the township will be pro- 
tected by moving the channel westwardly as suggested in this report, there is no 
other course to be taken but for the township to definitely oppose the project in 
its entirety. 

Respectfully submitted. 

MICHAEL CHANTI, 
Mayor, Florence Township Committee. 

Attest: 

CHARLES B. GREEN, 
Township Clerk. 

Mr. Surputin. The first one is from the Board of Education of 
the Township of Florence. In view of the location of its high school 
on the highest point of the Delaware, the board of education feels 
that the deepening of the Delaware River will subject the high school 
to damage due to erosion and falling away of the riverbank, and 
unless the Federal Government or some agency will assume the 
responsibility for damage done, they shall stand firm in their oppo- 
sition to the deepening of the channel. 

They have built a $1 million high school on the highest point of 
the Delaware, and they feel the deepening of the channel will greatly 
endanger the school. 

We are aware that the engineers have included $1,124,000 for the 
Florence-Bristol area, but no money is put in to collect damages, and 
they also say that they do not think that work will be necessary. 

The other letter is from the Florence Township Committee, in 
which they restate practically the same position they have taken at 
previous hearings. 

We are concerned very much about damages that may occur to our 

yater supply. Florence township is fortunate in having one of the 
best water systems in the State of New Jersey, and we believe that 
to coordinate the Incodel project would be a very good thing to control 
the flow of the water if the project should be proceeded with. 

We are also greatly concerned with our bank stabilization and we 
are deeply concerned about the protection to our industries in Flor- 
ence. We are an industrial town and have two large industries in 
the area and those industries are deeply concerned about damages 
that may occur. 

We also recommend in the Florence area that the channels be 
moved northward and westerly toward the Pennsylvania shore (0 
relieve the situation. 
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In conclusion, Florence township, I think, makes a very fair state- 
ment. They say: 


In conclusion it should be stated that the Township Committee of the Town- 
ship of Florence is not opposed to the dredging of the channel as such. However, 
unless the township can be assured that the underground water supply will not 
be damaged and that efforts will be made to coordinate the Incodel project with 
the deepening of the channel and that the banks along the township will be 
protected by moving the channel westwardly as suggested in this report, there 
is no other course to be taken but for the township to definitely oppose the project 
in its entirety. 


Thank you. 

Mr. Marswati. Thank you, Mr. Sutphin. 

Mr. Becron. Mr. Chairman, the Paterson Parchment Paper Co., 
of Bristol, Pa., did not send a representative today, but they have 
addressed a letter to the committee which I would like to leave for 
the record. They have quite a problem with reference to the manu- 
facture of parchment paper. 

Mr. MarsHauy. Without objection, the letter will be placed in the 
record at this point. 

(The letter referred to is as follows:) 


PATERSON PARCHMENT PAPER Co., 
Bristol, Pa., May 9, 1955. 
Mr. FRED MARSHALL, 
Chairman, Public Works Subcommittee No. 1, 
Capitol Building, Washington, D. C. 

DEAR Mr. MARSHALL: The Paterson Parchment Paper Co. wants to go on 
record once again in protesting the deepening of the Delaware River channel 
without funds being provided for possible damages to our present properties 
along the river, in the process of construction or as a result of the endeavor. 

We again list, in brief, the principal items of our complaint; namely— 

Item 1. Possibility of salinity intrusion: Any salt content in the water would 
be sufficient to make the manufacture of parchment paper out of the question. 
We quote from the April 1955, volume 24, No. 4, publication of the Betz Indi- 
cator: “Water used in making high-quality paper must not have salts present 
in such quantity that any appreciable amount will deposit in the drying paper.” 

Item 2. Possibility of introducing underground springs or streams to the 
Delware, 

Item 3. Change in river water level: A drop of 0.6 foot would put our com- 
pany to an extensive reconstruction of intake crib and relocation of intake lines. 

Item 4. The Paterson Parchment Paper Co. is located on the bend of the 
river. Deepening of the channel will naturally be on the westerly side, causing 
erosion to our 1,800-foot shoreline. 

Item 5. Damage to our precision machinery by blasting during construction. 

Item 6. Additional contamination of river water by oceangoing vessels. 

We further claim that our company is a typical industry along the upper 
Delaware which would not profit from the availability of oceangoing shipping. 

In conclusion, we do not oppose the deepining of the channel as such, pro- 
vided funds are available to pay for damage to properties of others. 

Very truly yours, 
H. J. KENDALL, 
Secretary and Assistant Treasurer. 
GRANT D. MUSCHIITz, 
Plant Engineer. 

Mr. Becton. The only other thing I would like to present is the 
case of the Borough of Riverton, and I would leave these maps. 

Briefly, our problem is that we have been forcibly told by the State 
department of health to construct a sewage-treatment plant back of 


the stone river wall. Drawings and specifications for the erection 
this sewage-treatment plant have been developed, contracts have been 


let, and construction is underway, and this letter and the maps show 
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the problem we are faced with by virtue of the channel giving us 
difficulties due to slippage and wave erosion. Test borings show we 
have a very bad soil condition at several points. So we are very 
apprehensive and want this in the record as a protest of our small 
borough. There are only 3,000 people in the borough, and we have 
been told it would cost $64,000 to reenforce that wall. We feel we 
should be given some consideration. The citizens of the borough have 
instructed us to oppose the project in its entirety, and they have 
adopted a resolution which we would like to leave for the record. 

Mr. Marsnaty. We will insert the letter and the resolution in the 
record, As you can understand, we are unable to duplicate the maps 
in the record. 

Mr. Becron. That is all right, but if somebody wanted to study 
them, there are cross sections : and ev erything else. 

Mr. Marsa, We will be glad to receive the maps for the files. 

(The letter and resolution above referred to are as follows :) 


BorouGH OF RIVERTON, 
Riverton, N. J., May 9, 1955. 
Re protest on dredging of 40-foot channel in Delaware River. 
PusLic WorRKS SUBCOMMITTEE No. 1, 
House Appropriations Committee, House Office Building, Washington, D. €. 

GENTLEMEN: This letter is written to you on behalf of the citizens of the 
Borough of Riverton, Burlington County, N. J. As a member of the governing 
body of the borough and as chairman of its sewer committee, I have the responsi- 
bility of developing, in conjunction with our borough engineer, drawings and 
specifications for the erection of a sewage-treatment plant to eliminate the 
discharge of the effluent from the sanitary sewer lines into that river. This 
treatment plant is required by the State of New Jersey Department of Health 
and must be constructed immediately. 

The outfall from our sewer-collecting mains which now discharge into the 
Delaware River must be connected to an interceptor main which, of necessity, 
must be installed along the banks of the Delaware River. The location of this 
collecting main cannot be changed. 

A marked-up zone plan of the Borough of Riverton is enclosed, and this is 
intended to show the proposed location of the interceptor line where it starts at 
the borough boundary continuing along the riverbank to permit connections 
from properties now facing the Delaware River and also the outfall connections 
of the main underground sanitary sewer collection system for the borough. 

The interceptor main is shown on the enclosed zone plan in red with the 
location of the sewage-treatment plant in green and you will observe this line 
is shown very close to the river and is protected from bank erosion by the stone 
wall which in some cases is only 10 or 12 feet from the collecting or interceptor 
main location. 

The elevation of this interceptor main is approximately the elevation of the 
foundation or footings supporting the river wall and the members of the Riverton 
Borough Council are extremely concerned about the problem of damage and 
undermining of the river wall by the action of waves or wash from the river 
caused by large ships using a deeper channel. 

There is every reason to expect during a high-tide condition when the river 
is close to the top of this wall the passing of a large ship will force the river 
water over the top of the wall starting serious erosion of the riverbank which 
would result in a serious break in the wall. Action of this kind would expose 
our interceptor sewer line to the river which could result in an interruption 
of the entire sanitary sewer system of the borough. A break in this interceptor 
main would permit river water to enter the line resulting in the flooding of the 
entire treatment plant. 

The frequent action of heavy waves against the river wall can be serious, 
expensive to the borough, and if our interceptor sewer main is damaged as 4 
result the borough could be exposed to very grave problems with the sewerage 
system and treatment plant. 
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The absence of adequate provision for indemnification of the borough against 
the damanges which are likely to result from the 40-foot channel and the great 
hardship and inconvenience which may be imposed upon the citizens of the 
porough have prompted borough council to instruct me to express to you on 
behalf their total opposition to increasing the depth of the channel. 

Very truly yours, 
CHARLES W. CowArpD, 
President of Borough Council, Chairman of Sewer Committee. 


RESOLUTION OF OPPOSITION TO THE DEEPER CHANNEL 


Resolved, That the borough of Riverton go on record opposed to the proposed 
dredging of a 40-foot channel in the Delaware River from Philadelphia, Pa., to 
Trenton, N. J., as an unjustified use of public funds for the benefit of special 
interests and as placing on the borough of Riverton an unnecessary burden from 
which it will derive no benefits. 


CERTIFICATE OF CLERK 

I, Lily S. De Maris, borough clerk of the borough of Riverton, in the county 
of Burlington and State of New Jersey, do hereby certify that the foregoing is 
a true copy of a resolution duly adopted by the borough council of said borough 
at a meeting thereof held on the 10th day of March 1955, and said resolution 
was approved by the mayor on said date. 

In witness whereof, I have hereunto set my hand and affixed the seal of 
said borough, this 10th day of March 1955. 


[SEAL] Lity S. De Marts. 


Mr. Becton. I have 2 more letters I would like to leave with the 
committee, 1 from the Riverton Yacht Club and 1 from the Red 
Dragon Canoe Club, of Edgewater Park, N. J. Those fellows are 
really concerned about it. 

Mr. MarsHaLu. We will insert the letters in the record. 


(The letters referred to are as follows :) 


RIVERTON YACHT CLUB, 
Riverton, N. J., April 15, 1955. 
Mayor GEORGE BECTON, 
Riverton, N. J. 

DEAR MAYor BECTON: The board of directors of the Riverton Yacht Club, 
acting in response to a motion passed unanimously at the general membership 
meeting of April 14, 1955, have asked that I convey to you their wish that 
you represent their view in opposition to the proposed 40-foot channel project 
for the upper Delaware River. 

The Riverton Yacht Club is an organization numbering approximately 200 
active members. Since its foundation in 1865, it has actively promoted recrea- 
tional sailing and boating on the upper reackes of the Delaware River. 

The Delaware at this location is ideally suited for recreational and racing 
type sailboating. The proposal to widen and deepen to 40 feet the upper 
channel could mean the end of this great recreational facility. Disposal of 
spoil would result in filling in the bays and backwater reaches which afford 
the necessary space for our activity. What would remain would be merely a 
deep flowing canal suited only to commercial shipping. 

In the interest of preserving our natural resource and the long established 
recreational character of the Delaware River from Delair to Trenton, we there- 
fore request that the proposal to widen and deepen the upper Delaware channel 
to 40 feet be rejected. 

I will appreciate it very much if you will feel free to register the sincere 
feeling of the membership of the Riverton Yacht Club concerning this proposal 
during the forthcoming hearings in May. 

Very truly yours, 
JOHN STEPHEN CARHART, Commodore. 
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THe REp Dracon CANOE CLup, 
Edgewater Park, N. J., May 2, 1955. 
Mr. Greorce T. BECTON, 
President, Delaware River Valley Association, 
Riverton, N.J. 


GENTLEMEN: At our regular meeting of January 5, 1952, the Red Dragon Canoe 
Club passed a resolution opposing in its entirety the proposed deepening of the 
Delaware River Channel from Philadelphia, Pa., to New Bold Island. 

We, as members of the Delaware River Valley Association trust you will give 
your full support to our resolution, and represent us at any congressional hearing. 

Our present membership at this time totals 98. 

Very truly yours, 
L. CARTER HARTFIELD, Correspondent. 


Sworn to and subscribed before me this 4th day of May 1955. 


W. THOMAS EMLEN, Jr., 
Notary Public of New Jersey. 
My commission expires February 17, 1958. 


Mr. Becron. Mr. Otto Grupp, a real estate man, is here, and perhaps 
he would like to say a few words. 
Mr. Marsuatu. We will be glad to hear you, Mr. Grupp. 


STATEMENT BY MR. GRUPP 


Mr. Grupr. My name is Otto Grupp, Jr. I do not wish to speak as 
a real estate man but as a private owner coming here at my own 
expense. 

Ve have about 700 feet along the Delaware River. When the river 
was dredged about 20 years ago it caused since then quite a bit of 
damage along the sea walls. Mr. Biddle mentioned that before, and 
Mr. Crooker and Mr. Sutphin are apprehensive about the new dredg- 
ing. The old dredging, I can say positively, has caused our sand and 
gravel to be about 50 inches lower than it was previously, undermining 
the stone wall. So when it goes 15 feet additional, I am apprehensive 
it will pull out our banks. 

The Army engineers say they are supposed to hold the Government 
free of any damage to the banks, walls, and revetments. Any such 
damage is supposed to be taken care of by the municipalities. None 
of them have said that they would see that any citizens’ damages would 
be recompensed. I realize that sometimes in the interest of progress 
someone has to suffer. The Army engineers say there will be no dam- 
ages, but still they have set aside $1 million for damages. If there will 
be no damages, why should they put any amount in there for pos- 
sible future claims? 

If the returns to the Government are going to be so great, they 
should definitely state that they would take care of any damages done 
to citizens along the river. 

Thank you. 

Mr. Marsnatx. Thank you for your statement. 

I think the record should also show that our former colleague Frank 
A. Matthews, had intended to appear with you, but he is ill and unable 
to be here. Will you give him our expression of hope that he will 
soon recover. 

: Mr. Brecron. Thank you very much. I know he will appreciate 
that. 
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May I thank you gentlemen for the great contribution you are mak- 
ing to the country. We came down a little apprehensive and are very 
appreciative of the fine courteous treatment you have accorded us. 

Mr. MarsHauu. We certainly appreciate your coming before us. 
We like to hear both sides of these questions. 

Before we close the hearing on the subject we will, in accordance 
with Mr. Crooker’s request, insert his letter of May 3 in the record. 

(The letter follows :) 

MANHATTAN Soap Co., INC., 
Bristol, Pa., May 3, 1955. 
Subject: Proposed Deepening of the Delaware River. 


Hon, FREDERICK MARSHALL, 
Chairman of Subcommittee on the 
Civil Functions Appropriation Bill of the Army, 
House of Representatives, Washington, D. C. 


DEAR SIR: This company, operating on the Delaware River, is naturally inter- 
ested in posible damage to its property resulting from a greatly deepened 
channel. 

We asked that our position go on record with the Senate hearing of S. 2317, 
on May 13, 1954. Senator Martin assured us that it would go into the record, 
but it was not included. (A copy of our letter and Senator Martin’s reply are 
attached. ) 

We have more recently (Feb. 7, 1955) inquired of the United States 
Engineers where the company stood in case of damage and we get only vague 
replies: Such as, “the location and type of protection has not been defined” ; 
“you as a property owner would present your claims to the interests undertaking 
to ‘hold and save’ and not to the United States”; ‘“‘the method of financing the 
payment would be determined by the payor.” (A copy of our inquiry and the 
United States Engineers reply are attached.) 

We are at a loss to know what the situation is concerning damages. In their 
reply of February 15, 1955, the United States Engineers state: “Assurances of 
local cooperation (to hold and save the United States free from all claims 
for damages due to the construction of the project) have not been received 
for this project and construction cannot start until they are provided.” ‘This 
would indicate that they expect to have claims for damages and is serious 
enough not to go ahead with: the project if provision for such claims is not 
covered. 

Then, in House Document No. 358, 83d Congress, 2d session, the United States 
Engineers indicated that they didn’t think any protection of the river bank 
Was necessary, but set up $1,100,00 for that purpose. We refer you to page 35, 
paragraph 79, of this report, “this possibility (of damage) is believed to be 
quite remote.” Also, page 36, paragraph 84—‘It may be that the apprehension 
as to these localities is groundless.” And, page 48, paragraph 126—‘It is con- 
sidered quite improbable that this work will be required as a consequence of 
the improvement.” 

With these apparent opposite statements by the United States Engineers, we 
again ask, “Are the properties along the river to have adequate protection against 
possible damage or will there be no protection provided which would require 
making claims to some indefinite undertaking to ‘hold and save’?”’ 

We would appreciate your enlightening us on these questions and making 
this letter a part of your record on the hearing. Also, please advise us as to 
what the situation is. 

_ We are attaching a map of the lower part of Bucks County, showing that 
in this park-like area there are over 40,000 homes and 70 industrial companies, 
leaving little or no space for any further large industrial development. 

Very truly yours, 


H. N. CrooKer, Plant Manager. 
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Lorain Harpor, Onto 


WITNESSES 


HON. A. DAVID BAUMHART, JR., A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF OHIO 

HON. JOHN C. JAWORSKI, MAYOR, CITY OF LORAIN, OHIO 

EDWARD J. BURGER, CHAIRMAN, LORAIN, OHIO, PORT COMMIs- 
SION; CHAIRMAN, HARBOR COMMITTEE, LORAIN, OHIO, CHAM. 
BER OF COMMERCE; AND MANAGER OF OHIO EDISON CO., LOCAL 
POWER SYSTEM 

H. L. GARY, AMERICAN SHIPBUILDING CO., LORAIN, OHIO 

CAPT. H. F. WEIRSCHE, CHAIRMAN, SHORE CAPTAIN’S COMMITTEE, 
LAKE CARRIERS ASSOCIATION, ASSOCIATED WITH COLUMBIA 
TRANSPORTATION CO., CLEVELAND, OHIO 

D. W. FRY, REPRESENTING THE BALTIMORE & OHIO RAILROAD CO. 

FRANK N. HOFFMAN, LEGISLATIVE DIRECTOR, UNITED STEEL 
WORKERS OF AMERICA 

DR. N. R. DANIELIAN, ECONOMIC ADVISER, CITY OF LORAIN, OHIO 


Mr. Marsuatu. The committee will come to order. 

We will be pleased at this time to hear from our distinguished 
colleague, Congressman Baumhart of Ohio. You may proceed with 
your statement, Mr. Baumhart, and introduce any witnesses you may 
wish to testify. 

Mr. Baumnart. Mr. Chairman and members of the committee, it 
is my pleasure to represent the 13th District of Ohio, in whieh is 
located Lorain Harbor. 

I would like to introduced, and they will appear in that order, Hon. 
John C. Jaworski, the mayor of the city of Lorain, Ohio; Mr. Edward 
J. Burger, chairman of the Lorain Port Commission: Mr. H. L. Gary 
of the American Shipbuilding Co.; Capt. H. F. Weirsche, of the 
Columbia Transportation Co. of Cleveland, Ohio; Mr. D. W. Fry, 
principal engineer of the Baltimore & Ohio Railroad Co.; Mr. Frank 
N. Hoffman, legislative director of the United Steel Workers of 
America; and Dr. N. R. Danielian, economic adviser of the city of 
Lorain, Ohio. 

Mr. Marsuauti. You may call them in the order in which you wish 
them to testify. 

Mr. Baumuart. The first witness will be Mayor Jaworski, of 
Lorain. 

Mr. Marsuatyu. We will be pleased to hear from you, Mr. Mayor. 


STATEMENT BY MAYOR JAWORSKI 


Mr. Jaworski. Mr. Chairman and honorable members of the com- 
mittee, my name is John C. Jaworski. I am mayor of the city of 
Lorain, Ohio. Lorain is a thriving industrial city with a popula- 
tion of 60,000, located on the south shore of Lake Erie, 30 miles west 
of Cleveland and 60 miles east of Toledo. I am appearing before 
your committee together with a group of representatives of the lead- 
ing industries and organizations of our community to make a plea 
for the appropriation of sufficient funds to enable the Corps of Eng'- 
neers to make a resurvey of Lorain’s outer harbor in order to elim! 
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nate certain definite navigation hazards which are detrimental to the 
operation of our port. Permit me, please, to take this opportunity to 
express to the committee the sincere thanks of the citizens of Lorain 
for affording this opportunity te state our case to you. 

Mr. Marsnara. Thank you, Mr. Mayor. 


STATEMENT BY MR. BURGER 


Mr. Baumuart. The next witness is Mr. Edward J. Burger. Mr. 
Burger is chairman of the Lorain Port Commission. 

Mr. MarsHaty. Mr. Burger, we will be glad to hear from you. 

Mr. Burcer. In addition, I have the honor of representing the 
Lorain Chamber of Commerce in addition to the port commission. 

The mayor mentioned the location of Lorain. I would like to add 
that 7 miles away is the city of Elyria. Both Lorain, which is a city 
of some 60,000 population, and Elyria are highly industrialized. 
There are located in the area such industries as the American Ship- 
building Co., the national tube division of the United States Steel 
Corp., Browne- Lipe-Chapin division of General Motors Corp., Ben- 
dix-Westinghouse and some other 80 industries. 

The Chamber of Commerce of Lorain is interested in the industrial 
life of these communities. It is now apparent that the design and 
arrangement of the breakwater in the Lorain outer harbor may have 
been satisfactory and adequate during the early days of shipping. 
However, the construction of larger bo: ats and the addition of increased 
power in the modern boats, has made the Lorain Harbor unusable 
during periods of bad weather. 

There has been an increase of 40 percent in water traffic in the Lorain 
Harbor since the last survey was made in 1946. The water traffic con- 
sists chiefly‘of the receipt of iron ore and the translake shipment of 
coal, most of which which originates in southern Ohio and West Vir- 
ginia. 

During the last 7 years, there has been handled in the Lorain Harbor 
an average of about 11 million tons per year of iron ore, coal, and lime- 
stone, all of which are raw mater ials, requisite to Lorain’s industrial 
economy. 

The gentlemen who follow me will explain our harbor problem in 
detail. 

It is the sincere hope of those I represent that this committee will 
give our request careful consideration. Thank you for the privilege 
of presenting our problem. 

Mr. Marsuauti. Thank you, Mr. Burger. 


STATEMENT BY MR. GARY 


Mr. Baumuart. The next witness will be Mr. H. L. Gary, of the 
American Shipbuilding Co. 

Mr. Marsuaru. Mr. Gary, we will be glad to hear from you. 

Mr. Gary. Mr. Chairman and gentlemen, in connection with the 
outer harbor improvement in Lorain, Ohio, we hereby submit some 
of the facts which we think will have a bearing on the needed altera- 
tions. 

The first being mainly that additional ships will be able to moor 
in the harbor duri ing the closed winter season on the Great Lakes and 





654 


therefore increase the revenue for the Lorain area by a considerable 
sum, also taking into mind that these figures are the repairs to the ship 
only and do not include economic factors which would be involved 
such as fuel, food, clothing, small supplies, and so forth. The figures 
listed below will compare the Lorain average repair bill with that of 
the harbors of Toledo, Chicago, and Buffalo, and as you will note the 
average ship repairs of those ships moored at Lorain, Ohio, exceeds 
that of any other individual listed harbor. 





Revenue from repair contracts 
Vessels and miscellaneous repairs 


| moored rite, tT TT Tt ee Tc ——) 


| 
Amount Average 
| 





$1, 736, 728 $82, 701.0 
60, 407. 32 
47, 597. % 
19, 654. 00 





Secondly, due to the adverse conditions of the outer harbor ships 
bypass the port and go on to other ports or try to make the harbor and 
are damaged. Below we try to list the approximate amount of dam- 
age occurring in the area, however, due to limited time our source is 
only one of the insurance surveying corporations in the Great Lakes 
area. Damage covered by the London market and the Pittsburgh 
steamship division of the United States Steel Corp., which is self- 
insured are not reflected in the below figures. 

In the Lorain outer harbor from 1946 to 1954 there was approxi- 
mately $325,000 worth of damage to the ships. From 1946 to 1954 


the amount of damage to the ships which hit the east and west piers 
only in the outer harbor is approximately $62,300. Property damage 
in the outer harbor from 1935 to 1946 was approximately $11,900 for 
the docks and approximately $625 for the east and west piers. 

Thank you. 

Mr. Marswauy. Thank you, Mr. Gary. 


STATEMENT BY CAPTAIN WEIRSCHE 


Mr. Baumuart. The next witness is Capt. H. F. Weirsche. 

Mr. Marsnary. Captain Weirsche, we will be glad to hear from you. 

Captain Werscue. Mr. Chairman and honorable members of the 
committee, the breakwater at Lorain, Ohio, is not adequate for the 
present shipping. Ships coming into Lorain in bad weather slow down 
outside the breakwater and, in doing so, several times have struck the 
breakwater, doing considerable damage, due to the fact that the ship- 
masters were aware that there was not too much room inside the har- 
bor to slow down. In other cases, shipmasters decided that they would 
take a chance in coming through the breakwater at a good speed so 
as to keep their ships under contro] while going through the break- 
water, and then encountered trouble inside the harbor, due to the fact 
that there was insufficient room to properly maneuver their vessels. 
This is not only true of the moderate size lake ships, but becomes more 
acute with the larger type ships which are now being built, which 
range from 647 to 710 feet in length. This is the size of ship which 
is being built on the Great Lakes. Some 25 ships of this size have been 
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built at the present time, and it is the general opinion that any ships 
to be built in the future will be of this size or larger. 

The smaller-size ships on the Great Lakes are all between 40 and 
55 years of age and will soon stop operating. Eight of these small 
ships have been scrapped in the last 2 years, 4 have been sold for 
grain storage barges, and today a good number of these small ships 
are not in operation, as it is not economically possible to operate the 
smaller ships. 

With this in mind, the present inadequate breakwater will become 
more and more troublesome in the future. Also, there are some quite 
usable docks in Lorain for water storage of ships, but it is impossible 
to use these due to the poor protection of the breakwater and the 
underwriters will, not approve these docks for winter layout. If 
these docks could be used, it would be very beneficial to the vessel 
owners at American Shipbuilding Co. as winter repairs would be 
made more economically. At the present time, it is necessary for 
ships to come from other Lake Erie ports where there are no shipyards 
in the spring for repairs. This delays the shipping season for these 
boats from 2 to 3 weeks, which is very costly, as crews have to be put 
aboard these ships to bring them to Lorain for repairs. As the ship- 
ping season on the Great ‘Lakes is seasonal—from 220 to 240 days— 

wll delays for repairs are very vital. 

The Patient presented by American Shipbuilding Co. are only esti- 
nate costs of repairs and do not include the loss of the ship’s time 
while being repaired. 

Due to the inadequate breakwater at Lorain, ships often toga the 
B. & O. coal docks at Lorain in bad weather ant go to other ports 
which have more adequate protection. This is quite costly to the 
operators of the B. & O. coal dock, as they sometimes have as many 
as 350 cars in the yard ready to put over their car dumper, and 
when ships bypass this port, in most cases, it is necessary to remove 
these cars from the yard and wait for other consignments. This is 
causing the coal dock at B. & O. to lose some coal business. 

On one occasion, a ship was at the B. & O. ore dock, and bad 
weather set in, and it was necessary to call for assistance from the 
American Shipbuilding Co. for men and cables to hold this ship at 
the dock. From what I know of this incident, had this weather lasted 
a few hours longer, it would have been impossible to hold this ship 
moored to her dock in spite of all the efforts that were made. 

Mr. Marsuatn. Thank you, Captain Weirsche. 


STATEMENT BY MR. FRY 


Mr. Baumuarr. We will now hear from Mr. D. W. Fry, of the 
Baltimore & Ohio Railroad Co. 

Mr. MarsHauu. Mr. Fry, we will be glad to hear from you. 

Mr. Fry. I have a very brief letter from the chief engineer of the 
Baltimore & Ohio Railroad Co. at Baltimore advocating a resurvey 
of ry Lorain Harbor, and with your permission I should like to 
read It. 

Mr. Marswauu. Very well, you may proceed. 


62348—55—pt. 242 





656 


Mr. Fry. The letter is addressed to the Honorable Clarence Cannon, 
chairman of the House Committee on Appropriations and reads as 
follows: 

It has come to my attention that your committee is to consider’the’appro- 
priation of funds for resurvey of Lorain Harbor, Ohio, with view to ascertain. 
ing the justification for improvements. 

The Baltimore & Ohio, with modern coal and ore piers at Lorain, is vitally 
interested in this port. As evidence of this interest I should like to cite that 
in 1946-48 this company spent slightly over $4,500,000 to construct a modern 
coal pier. Please permit me the privilege of endorsing the resurvey and of 
respectfully requesting your favorable consideration in appropriation of funds 
therefor. 

The letter is signed by Mr. K. J. Wagoner, chief engineer of the 
Baltimore & Ohio Railroad Co., Baltimore, Md. 

Mr. Marsnauu. Thank you, Mr. Fry. 

Mr. Baumuart. Mr. Hoffman. 


STATEMENT BY MR. HOFFMAN 


Mr. Horrman. My name is Frank N. Hoffman. I am the legisla- 
tive representative of the United Steelworkers of America in Wash- 
ington. We have in Lorain and Elyria 22,000 steelworkers. The local 
in Lorain has endorsed this project. 

We have another concern. Local 5,000, which is the maritime union 
of the steelworkers, composed of those people who operate the boats, 
endorse this project. We realize the hazard to our people who have 
to come into the harbor, and it has been testified it is a hazard. The 
steelworkers are behind this project and urge your consideration of 
having this harbor resurveyed and giving them the proper facilities. 

Thank you. 

Mr. Marswaty. Thank you, Mr. Hoffman. 


STATEMENT BY DR. DANIELIAN 


Mr. Baumuart. The last witness is Dr. N. R. Danielian, economic 
adviser of the city of Lorain. 

Mr. Marswatu. Dr. Danielian, we shall be glad to hear from you. 

Dr. Danrevian. Mr. Chairman and gentleman, I appear in my 
capacity as advisor to the city of Lorain. First I wish to thank you 
for the courtesy extended here. 

The authority for this request is in the resolution passed by the 
Senate Public Works Committee this spring and recommended also 
by the Corps of Engineers. The Corps of Engineers are strongly in 
favor of this resurvey. We met with them in Buffalo on March 12 
and their recommendation has been sent to the House Committee on 
Public Works that a resurvey is desired. 

The amount of money involved is about $22,000. This is an old 
project. The last survey of this was undertaken in 1946 and a re- 
survey of harbors in a 10-year period is not unusual. I think perhaps 
this project, in view of the fact no improvements have been made over 
a rather long period of time, deserves kindly consideration. 

The previous surveys—I have studied them very carefully—fail 
to take account of some major economic improvements. For instance, 
their estimate of traffic in the port was to the effect there would be no 
increase. In the last 10 years the traffic has increased over 30 percent 
over the previous 10 years. 
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| do not know if the committee has had the advantage of a brief 
description of the project involved, but it is in essence an improvement 
of the breakwater in order to eliminate the navigation hazards that 
have been talked about. It has nothing to do with the St. Lawrence 
seaway or deepening of the harbors. It involves either an extension 
of the breakwater or some improvements in the entrance so that the 
ships can be protected from the weather as they go in and out. 

As to what to do, of course, it is possible to increase the appropria- 
tion to take care of this project; or perhaps you could put a footnote 
to your committee report recommending t thai the Corps of Engineers 
undertake this survey. In my conferences with the engineers I have 
vone all the way in offering local support for the undertaking of the 
survey. So,as a last resort, vif you would recommend that the Corps of 
Engineers accept a local contribution, I am sure that I, as Economic 
Adviser, would recommend that some arrangement be made so that 
the survey could be started this year. If the survey is not started this 
year the work will not be started until 1960 or 1962 and I think the 
time is running out. 

Therefore, T plead as strongly as I can with this committee to do 
one of three things: Increase the appropriation to take care of this 
project ; or put a footnote to your committee report saying you recom- 
mend that the Corps of Engineers undertake this survey; or recom- 
inend that the Corps of Engineer - = arrangements with us whereby 
the survey can be undert aken this yea 

Mr. MarsHauy. How much are the ‘Jocal interests willing to con- 
tribute ? 

Dr. DANTELIAN. Sir, I am willing to cooperate, under my contract 
with the city, to the fullest extent to get this survey started, because 
I think we are spending way too much time in these small amounts of 
money involved. If everybody recognizes the fact that it is a desir- 
able thing to undertake, it seems to me the amount of money is so small 
we should not quarrel about who will pay it. I am willing to exercise 
my utmost to bring about an understanding on this matter. 

Mr. Marsuauz. Thank you, Dr. Danielian. 

Mr. Baumuart. Mr. Chairman, I have no one else to appear. We 
thank you very much for the time you have given us. 

Mr. Marswaun. Thank you very much for the fine w: ay in which 
you organized your groups’ testimony. 

(Nore .—Subsequent to the hearing Congressman Baumhart sub- 
mitted two letters with attachments, one regarding Lorain Harbor and 
one regarding Sandusky Harbor, for inclusion in the record. These 
letters follow :) 


HOUSE OF REPRESENTATIVES, 
Washington, D. C., May 9, 1955. 
Hon. CLARENCE CANNON, 
Chairman, Appropriations Committee, 
House of Representatives, Washington, D. C. 


DearR Mr. CANNON: Very recently the Corps of Engineers approved a resurvey 
of Lorain Harbor, Ohio. Copy of this report of the Chief of Engineers is attached. 
It is estimated that the cost of the resurvey is $22,000, which money is not 
in the present appropriations bill. I most respectfully urge favorable consider- 
ation of this by way of an amendment to the present appropriation allotment 
to the Corps of Engineers. 
Sincerely yours, 


A. D. BAUMHAnktT, Jr., Member of Congress. 
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REPORT OF THE CHIEF OF ENGINEERS 


Mr. CHAIRMAN : Lorain Harbor, is located in Lorain County, Ohio, on the south 
shore of Lake Erie at the mouth of the Black River. It is 29 miles by water 
east of Sandusky and 28 miles by water west of Cleveland. The port is a lake-rajj 
trans-shipment point for iron ore from upper lakes ranges destined for Ohio and 
West Virginia, and for coal from the same general area, destined for United States 
and Canadian ports. A considerable quantity of ore is also received for use in 
a local steel plant. There is also a large shipyard located at the port. Commerce 
in 1953 amounted to 11,780,986 tons. Principal commodities are iron ore, coal, 
limestone, sand, and gravel. The city is served by four railroads and a network 
of highways. In 1950 population of the city was 51,202. 

The Federal project for Lorain Harbor provides generally for an outer harbor 
about 60 acres in area formed by converging rubble-mound breakwaters; ? 
parallel piers at the mouth of the river 300 feet apart; channel with a depth of 
25 feet in soft material and 26 feet in hard material in the outer harbor and in 
the river channel to a point 2,200 feet upstream from the outer ends of the piers, 
thence 24 feet deep in soft material and 25 feet deep in hard material to the 
upstream project limit, with 2 turning basins along the river channel, and an 
approach channel 16 feet deep to the municipal pier. The project was completed 
in 1951. 

A meeting with local interests was held on March 12, 1955, at which time they 
indicated that they desired improvements to improve navigation conditions in the 
outer harbor. A review of survey scope is considered desirable. This study, if 
authorized, would be combined with the presently authorized review of reports 
authorized by the Committees on Public Works on the House of Representatives 
and Senate on August 2, 1946, and January 28, 1955, respectively, at no additional 
cost. Initiation of the investigation will be dependent upon future appropriations 
for the survey report program. 

I do recommend approval of this review study. 

J. U. ALLEN, 
Colonel, Corps of Engineers, Assistant Chief of Civil 
Works for Rivers and Harbors 
(For the Chief of Engineers). 
Dated April 6, 1955. 


House or REPRESENTATIVES, 
Washington, D. C., May 9, 1955. 
Hon. CLARENCE CANNON, 
Chairman, Appropriations Committee, 
House of Representatives, Washington, D. CO. 


Dear Mr. CANNON: Very recently the Corps of Engineers approved a resurvey 
of Sandusky Harbor, Ohio. Copy of this report of the Chief of Engineers is 
attached. 

It is estimated that the cost of the resurvey is $15,000, which money is not 
in the present appropriations bill. I most respectfully urge favorable considera- 
tion of this by way of an amendment to the present appropriation allotment to 
the Corps of Engineers. 

Sincerely yours, 
A. D. BauMHaRT, Jr., M. C. 


REPORT OF TIIE CHIEF OF ENGINEERS 


Mr. Chairman: Sandusky Harbor, Ohio, is located in Erie County, on the south 
shore of Lake Erie, about 45 miles east of Toledo, Ohio, and 50 miles west of 
Cleveland, Ohio. It is a major transshipment point for coal shipped by rail from 
Kentucky, Tennessee, West Virginia, and Ohio, and bound for various United 
States and Canadian lake ports. Commerce in 1953 amounted to 8,408,404 tons. 
In 1950, population of the city of Sandusky was 29,375. The Federal project 
for Sandusky Harbor provides generally for: An outer channel 400 feet wide and 
21 feet deep from deepwater in Lake Erie through Sandusky Bay, a distance of 
about 31% miles, to the city waterfront docks; a channel along the waterfront 
about 7,800 feet long, 300 feet wide and 22 feet deep, ending in a turning basil, 
and a dike on the north side of the channel and basin; maintenance of a channel 
to a depth of 22 feet, from the turning basin northward about 3,500 feet with 
widths varying from 350 to 400 feet, thence 300 feet wide northeastward throug) 
the bay about 7,700 feet to a junction with the entrance channel; and protection 
works at the entrance channel. The project was completed in 1935. 
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Local interests desire further improvement of the harbor in view of the larger 
ships now in use on the Great Lakes. Deepening of the harbor channels was last 
considered in 1933 and since that time there have been a considerable number 
of new, large bulk freighters constructed. In view of the changed conditions a 
review of survey scope is considered warranted. This study, if authorized, 
would be combined with the presently authorized review of reports authorized 
pv resolution of the Committee on Public Works, United States Senate, adopted 
March 17, 1955, at no additional cost. Initiation of the report will be dependent 
upon future appropriations for the survey report program. 

I do recommend approval of this review study. 

J. U. ALLEN, 
Colonel, Corps of Engineers, 
Assistant Chief of Civil Works for Rivers and Harbors 
(For the Chief of Engineers.). 
Dated April 5, 1955 


MauMEE RIVER 


WITNESS 


HON. THOMAS LUDLOW ASHLEY, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF OHIO 


Mr. MarsHatu. We are happy to have before our committee Con- 
cressman Ashley. I believe you have a statement regarding the Mau- 
mee River. We will be glad to hear you. 

Mr. Asnutey. Mr. Chairman and gentlemen, the Maumee is one of 
the largest rivers tributary to the Great Lakes. It drains more than 
6,500 square miles in Ohio, Indiana, and Michigan. The central part 
of the watershed is flat—having once been the silted bed of a receding 
Lake Erie. Later it became the Great Black Swamp. While extreme- 
ly fertile, it requires intensive drainage for maximum yield. The fine 
textured soils are put in suspension by heavy rain and move off the 
land by sheet erosion. Because of the highly developed system of 
open ditches, sediment damage is heavy and the main tributaries, 
which form the major outlet channels, are inadequate. 

Around the old lakebed, except for the outlet to the northeast at 
Toledo, the headwater areas are rolling and as high as 1,100 feet above 
sea level, compared with 650 in the center and 570 at Lake Erie. Fast 
runoff from these higher rim areas onto the flat central plain has pro- 
duced severe flood conditions affecting agricultural land, as well as 
causing damage in cities, such as Fort Wayne, Findlay, St. Marys, 
Defiance, Ottawa, and others. 

Heavy siltation of the streams and the consequent deposition in 
Toledo Harbor is one reason why the Corps of Engineers annually 
expends nearly a half million dollars in removing sediment from the 
loledo port channel. More than half of the materials removed are 
attributed by the corps to river sediment. 

A study of sediment and bottom-land erosion in the Maumee water- 
shed, prepared by the Soil Conservation Service, shows annual sedi- 
ment damage in the basin of $2,346,538. 

Congress 8 years ago authorized a survey of the Maumee Basin, to 
determine flood remedies, extent of local cooperation and extent to 
which the United States should participate in improvements. The 
Corps of Engineers pursued this survey in 1947-50, expending $109,- 
000. After suspending due to the outbreak of hostilities in Korea, 
the corps resumed the Maumee survey in 1952 and now the total ex- 
| penditure has reached $176,000. 
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In the meantime the local people in the Ohio portion of the water. 
shed—4,800 square miles in 15 counties—organized the Maumee 
Watershed Conservancy District. This is an Ohio subdivision for 
conservation and management of water. It has authority to dev elop 
drainage, flood control, water supply, irrigation, and other beneficial 
uses One main purpose in creating this district was to provide 4 
single legal entity to cooperate with the Cor ps of Engineers, Depart- 
ment of ‘Agri iculture, and other agencies. 

More than half of Lucas C ‘ounty and a large portion of the city 
of Toledo are in the Maumee drainage basin ‘and hence are a part 
of the Maumee Watershed Conservancy District. Creation of the dis. 
trict was favored by the Lucas C ounty Commissioners, the Toledo 
City Council, the Toledo Port Commission and other groups. This 
support grew out of recognition of the acute drainage and flood prob- 
lems of the Maumee Basin and a desire to share in their solution, 
Under Ohio law the watershed district collected a special 2-year tax. 
This fund provided by local assessment totalled about $400,000, of 
which $144,000 has been expended for organization and engineering. 

The local district is required by Ohio ‘law to complete a plan for 
submission to the court. Yet it is unable to do so because the share 
of costs to be proposed for the local benefited lands cannot be deter- 
mined until the Corps of Engineers finds the degree of Federal re- 
sponsibility in both flood prev ention and major drainage. The corps 
has completed its survey only on the Tiflin River, a tributary drain- 
ing 804 square miles. There, 26 miles of the channel was found defi. 
cient as a drainage outlet and a recommendation for Federal partici- 
pation in the remedy is anticipated. In fact, the Department of Agri- 
culture, at the request. of the Corps of Engineers, found by field 
studies that benefits would exceed anticipated cost by at least 2 to 1: 

There are nine other tributaries in the Maumee Basin on which 
the Corps of Engineers, the Department of Agriculture and the local 
district have agreed that similar studies should be made. Cost of 
completing the Federal survey is estimated by the Corps of Engineers 
at, $137,000. In contrast, it is proposed to allot only $9,800 “to the 
Maumee survey in fiscal 1956. Mr. Chairman, after 8 years, the 
Federal Government should be able to find some way to complete the 
Maumee Basin studies without further delay. The cost. of delay is a 
heavy one in terms of erosion and ~—s damage to the valuable lands 
wane the Maumee watershed area. Until the Federal Government 

“arries out the surveys authorized a Congress 8 years ago, the Mav- 
mee Watershed Conservancy District will ‘continue to be powerless to 
go ahead with the conservancy work which we all recognize to be of 
utmost importance. 

Mr. Marsnatu. Thank you for vour statement, Congressman. 

Mr. Asuiry. Thank you, Mr. Chairman. 


TENNESSEE PROJECTS 


WITNESS 


HON. JOE L. EVINS, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF TENNESSEE 


Mr. Marsan. The committee will now hear from the Honorable 
Joe L. Evins, Member of Congress from the State of Tennessee. 
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Mr: Evins. Mr. Chairman, I appreciate the opportunity to appear 
before you in justification of certain water-resources projects in the 
State of Tennessee. I shall address myself today to the civil works 
yrojects of the Corps of Engineers for middle Tennessee. I would 
like to emphasize the need for appropriating the full amount of the 
budget estimates for the projects in this area. Delays in construction 
of projects now under way, such as Old Hickory and Cheatham, will 
not only serve to increase construction costs, but will delay the sched- 
uled dates for power on the line. Not only is the power sorely needed 
in this area, but as power is a revenue-producing feature of these 
projects any delay will only result in loss of income to the Federal 
Government. Delay at Old Hickory would be particularly harmful 
since the impoundment of the reservoir has been coordinated with the 
Tennessee Valley Authority to make cooling water available for the 
Gallatin steam plant as required. 

Col. G. M. Dorland, the district engineer for the Nashville District 
has provided me with a detailed statement concerning the status of 
development of the Cumberland River Basin which I ask be inserted 
in the record following my remarks. Colonel Dorland’s statement 
will give full and complete details, but, in this connection, 1 wish to 
add that the present docking facilities are so inadequate and narrow 
that passage down the Cumberland River is possible only over low 
dams at a time of high water crest. Thank you very much for your 
consideration and the courteous attention you have given me. 


Corps oF ENGINEERS, UNITED STATES ARMY, 
OFFICE OF THE DISTRICT ENGINEER, 
NASHVILLE District, 
Nashville, Tenn., February 11, 1955. 
Hon. Jog L. Evins, 
House of Representatives, 
Washington, D. C. 


Dear Mr. Evins: In an effort to provide you with up-to-date information on 
the status of development of the Cumberland River Basin, I am taking the 
liberty of summarizing the work accomplishments during the past year and the 
projected program for the current year. 

Construction was continued on the Old Hickory and Cheatham multipurpose 
projects.and the Pineville, Ky., local protection project, during 1954. Planning 
and design work was also continued on the Barbourville, Ky., local protection 
project, the remaining sections of the Pineville local protection project, the 
Carthage project, and on the powerplant for the Cheatham project. 

The Old Hickory project was advanced to approximately 63 percent completion 
as of December 31. The dam is complete and the lock is essentially complete and 
in temporary operation. The land-acquisition program is approximately 82 
percent complete and reservoir clearing operations are approximately 65 percent 
complete. The reservoir was impounded to elevation 420, thereby inundating 
locks and dams 3 and 4 near Hendersonville and Gallatin. Work was initiated 
on the powerplant and was advanced to 15 percent completion. The fiscal year 
1956 budget message contained $5,475,000 for the Old Hickory project, which will 
permit continuation of construction operations in conformance with the current 
schedule. During the current calendar year, work on the powerplant will be 
continued and the lock completed for permanent use. Essentially all reservoir 
lands will be acquired and relocation of roads and utilities will be phased-in 
with the additional stages of reservoir impoundment. The date for the next stage 
of impoundment of the reservoir is being coordinated with the Tennessee Valley 
Authority in order that cooling water will be available for the Gallatin steam 
plant when required. A photograph showing construction progress at the Old 
Hickory project is enclosed. 

Overall construction of the Cheatham project was approximately 47 percent 
complete as of the end of the calendar year. The lock was placed in permanent 
operation and the dam was essentially completed. The acquisition of lands was 
also substantially completed and required relocations were accomplished for the 
first stages of reservoir impoundment. <A contract was awarded for construc- 
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tion of the substructure of the powerplant and work was initiated on this phase 
of the project. The demolition of locks and dams A and 1 was accomplished 
and these projects were inundated with the initial stages of reservoir impound. 
ment. Funds contained in the 1956 budget in the amount of $6,360,000 are 
adequate to continue the construction program on the projected schedule. The 
status of construction of the Cheatham project is reflected in the inclosed 
photograph. 

The Pineville, Ky., flood protection project was advanced to approximately 3: 
percent of completion during 1954. Funds in the amount of $816,000, contained 
in the budget for the forthcoming fiscal year, will be sufficient to complete the 
project. 

Advanced planning was continued on the Barbourville, Ky., flood protection 
project and construction is scheduled to be initiated within 90 days when neces. 
sary lands are acquired by the city of Barbourville. The construction program 
is scheduled for expenditure of $600,000 during fiscal year 1956. This amount is 
contained in the next year’s budget recently submitted to Congress. 

Advanced planning was continued on the Carthage and Celina projects. Neces. 
sary revision in the project layout was accomplished and preliminary design of 
the Carthage powerplant was initiated. Mapping of the Celina project was 
accomplished during the past year. It is understood that no funds are contained 
in the 1956 budget for either the Carthage or Celina projects. 

The Stewarts Ferry, Three Islands, and Rossview projects are now in deferred 
status. These projects will be completely restudied under current economic 
criteria before construction can be recommended. 

Planning funds in the amount of $200,000 are tentatively allocated to the 
lower Cumberland project from the forthcoming fiscal year’s budget. In the 
event these funds are made available, an important step in the development of 
the most critical section of the Cumberland River will have been accomplished. 
I am sure that you are completely cognizant of the pressing need for immediate 
development of the lower Cumberland River and replacement of the existing 
obsolete structures. The essentiality for early development of the low cost 
hydropower potential of the lower Cumberland as well as the extensive flood 
control and related benefits of this project is becoming increasingly more 
apparent. The inclosed news story covering the problems in delivery of a 72- 
foot-wide barge recently constructed at the Nashville Bridge Co. reflects the 
extreme handicaps under which some of our major river industries are operating. 
The existing obsolete lower Cumberland locks are only 52 feet wide and, in 
consequence, barges of this width can only be delivered when the river stage is 
sufficiently high to permit the barges to be passed over the dams. 

Notwithstanding these adverse conditions, Cumberland River commerce ex- 
ceeded 2 million tons in 1954 for the third consecutive year. This tonnage is 
considered quite significant in view of the fact that the river was closed to 
navigation for approximately 1 month for completion of the Cheatham lock and 
for over 6 weeks for work on the Old Hickory lock. An analysis of commerce 
on the inland waterways system for the period 19438 to 1953, the latest year for 
which complete statistics are available, reveals that the percentage of increase 
in commerce on the Cumberland River exceeds that of any river in the Mis- 
sissippi River system, exclusive of the Missouri. 

In view of the extreme deficiency in rainfall in the Cumberland River Basin 
in 1954, the power output of the completed hydroprojects was below the average 
annual production. Based on the available water supply, however, all plants 
were producing in accordance with the TVA demands. 

The utilization of power discharges from the upstream projects for stream- 
flow regulation during the extreme dry season was also of great benefit according 
to municipal officials and river interests. This regulation greatly relieved the 
pollution problem and provided substantial improvement to the municipal water 
supplies and to navigation along the Cumberland, Ohio, and Mississippi Rivers. 
During September the average monthly flows at Nashville were increased approxi- 
mately 10 times over that which would have been experienced under natural 
conditions. 

In view of the fact that Brig. Gen. Charles G. Holle, division engineer of the 
South Atlantic division, has advised you of the status of the military construction 
program in his letter of November 19, 1954, I will not be repetitious in summa- 
rizing this program. Total expenditures for the calendar year 1954 in the mili- 
tary construction program were approximately $13,500,000. 
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In the event you desire additional information on any features of the civil 
works or military construction program, it will be forthcoming upon request. 
Sincerely yours, 
G. M. DorLanp, 
Colonel, Corps of Engineers, 
District Engineer. 


Mr. Marswauy. Thank you, Congressman, for appearing before our 
committee. 
Mr. Evins. Thank you, Mr. Chairman. 


CatuMEtT-Sag CHANNEL Progect 


WITNESSES 


R. G. BREENE, TRANSPORTATION CONSULTANT 

R. C. RAASCH, CHAIRMAN, ASSOCIATION OF AMERICAN RAILROADS 
OSCAR LIN, COMMITTEE OF AAR 

DOSWELL SULLATT, AAR 

Cc. V. TROSSEVIN, AAR 


Mr. Marsuatu. The committee will be in order, and we will be glad 
to hear from you at this time, Mr. Breene, on the Calumet-Sag 
Channel project. 

Mr. Breen. Mr. Chairman, members of the committee, my name 
is R. G. Breene; I am a registered professional engineer in the States 
of Ohio and Washington, a member of the ASCE, and a member of 
the firm of Transportation Consultants, Inc. My work has been 
largely in the field of transportation. I was retained by the Calumet- 
Sag Committee to study and report on the proposed project and to 
present my findings to such committees of the Congress as requested 
by my principals. 

My principals have informed me that 30 minutes have been allocated 
for my presentation to you. I can only give you the barest outline 
of my report in that time. Depending only on the time available, 
please believe me when I state, with the deepest respect to all others 
who have studied the proposal, I can prove each statement made, 
and am fully prepared so to do. 

The Chicago, Rock Island & Pacific Railroad recently built a new 
railroad of approximately the same length as this project. The total 
cost was $8,095,417. This new railroad can handle far more traffic 
than the estimated capacity of the proposed Calumet-Sag project 
which will cost in excess of $181 sition. With the sum proposed 
for the Calumet-Sag project, 22 railroads of equal length could be 
vuilt—each of which is capable of carrying more traffic than the 
proposed project. 

The proposed Calumet-Sag project is not economically justified. 

The proposed Calumet-Sag project is not an essential link in the 
national waterways system and will furnish no new waterway. 

You have been furnished with such varying information on the costs 
— project that you in fact have no real idea of what the costs 
will be. 

_ The estimated cost of the project in 1945 was $25,900,000, increased 
In 1946 to $59,701,000. Present estimate of the project cost is $181,- 
(86,000. This all before construction has been started. 
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Based on past experience every member of this committee knows 
that the cost will be much greater than the most recent estimate. It 
is evident that unless the costs are known the cost-benefit ratio cannot 
be determined. 

There can be found no real economic justification in the Calumet- 
Sag project, regardless of any theoretical cost-benefit ratio which has 
been or may be claimed for it. Consideration of the present status 
= the entire northern terminus of the Illinois Waterway shows the 

Calumet-Sag as unnecessary and uneconomic. Any claim that this 
project adds a vital link to the inland waterw ays will not, we believe, 
withstand critical examination. 

The Illinois Waterway is now complete. The objective of this wa- 
terway is to give a through barge route from the Mississippi to the 
Great Lakes, specifically to Lake Michigan, with suitable facilities 
for transfer of cargo between barges and lake vessels at a convenient 
location. This objective has been attained. The present Calumet-Sag 
Channel, which is simply a second connection between the northern 
reaches of the Illinois W aterway and Lake Michigan, is operable 
and in use. It is now Lane a very restricted area and, as a matter 
of fact, serving the area very well. The latest available tonnage fig- 
ures, 19! 52, show th: fig a total of 3,300,000 tons used:the existing “Calu- 
met-Sag Channel. The Calumet- Sag Channel, even when ec arrying 
this tonnage, was not used to capacity. Study of all of the testimony 
and reports made on the project which we have discovered, discloses 
no statements or testimony on the capacity of the existing Calumet- 
Sag Channel. Actually the maximum capacity of this channel is not 
known. It is true that the report of the Corps of Engineers on which 
the second, 1946, authorization was based, stated that the efficient 
capacity of present improvement, Calumet-Sag route, was 1 million 
tons. The same statement was made by Colonel Feringa i in hearings 
before the Senate Committee on Commerce in 1946, This statement, 
since it uses without definition the term “efficient,” is believed to be 
without meaning. It should be noted that the actual capacity has 
proved to be not Jess than 3,300,000 tons at this time. There appears 
to be no evidence to show that the present project cannot handle | 
million, 2 million, or even more additional tons of commerce annually 
over and above the present usage. It obviously handled 2,300,000 tons 
more than it was officially estimated capable of handling efficiently, 
and no evidence has been presented to show that this additional ton- 
nage was carried at a loss. Certainly the expenditure of not less than 
$181 million should be based on factual data rather than the unsup- 
ported statements of individuals or boards. 

A simple analysis of the basic figures used by the Corps of Engi- 
neers to justify the entire project results in a conclusion which should 
be of importance to any personnel charged with the duty of alloca- 
tion or appropriation of Federal funds. 

The following figures are taken from the report on the project 
signed by H. J. Woodbury, colonel, Corps of Engineers, district engi- 
neer, from page 26: 

Estimated traffic, 9,093,000 
Allowance for efficient capacity of present improvement, Calumet-Sag route, 

1,000,000 

Potential increase, 8,093,900 (say 8,094,000) 
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From page 46: 

Unit saving to be credited to the improvement, 0.574 cent per ton, or $4,646,000 
yer year, based on the difference between water and rail rates. Annual charges 
of any of the plans recommended by the Corps of Engineers will not exceed 
62,927,900. 

We wish to emphasize the fact that these figures cannot be sub- 
stantiated, but we use them to show that there were serious errors, 
wholly unexplained, in the report. The quoted figures give an eco- 
tio of 4,646,000 
nomic ratlo O 2,927,900 
later developments have proved this claimed benefit-cost ratio to be 
in error; 3,300,000 tons moved over the Calumet-Sag Channel in 1952. 
This changes the 1: 1.59 economic ratio as follows: 

9,094,000—3,300,000—5,794,000 tons 
5,794,000 < 57.4 cents—$3,325,756 savings 


or 1:1.59 favoring the project. However, 


> 2OK KR 
9.02564 D6 


2,927,900 
=1.14. This, stated in other terms, gives for the year 1952, according 
tothe Corps of Engineers’ figures and methods of calculation, the very 
thin favorable economic ratio for the project of 1:1.14. This large 
reduction in the claimed economic ratio is wholly due to the actual 
increase in traffic over the canal through 1952 only. 

Little remains to be said as to present traffic. A consideration of 
the effect of further increases of traffic is vital to any study, since 
they will further decrease the benefit-cost ratio. If the traffic in- 
creases to 3,994,000 tons prior to construction, there will remain but 
5,100,000 tons of the estimated total of 9,094,000, which was predicated 
5 a after completion of the project, on which benefits can be 
claimed. 


5,100,000 X 57.4=-$2,927,400 total benefits 


Since costs remain the same, the economic ratio becomes 


7,400 a 
‘9 =(0.999, which is 
‘. 


The benefit-cost ratio will, therefore, be 900 


9 
» 


92 
92 
less than unity. . 

Stated in a different manner, when tonnage moved on the present 
Calumet-Sag Channel increases to 3,994,000 tons per year, the Lonel 
cost ratio is reduced to less than unity. Since 3,300,000 tons of traflic 
actually moved over the project in 1952, it is evident that an increase 
of but 694,000 tons, or 21 percent over the 1952 tonnage, eliminates 
any possibility of a favorable ratio. The tonnage on the Calumet- 
Sag in 1945 was 1,027,000; therefore, the increase, 1945 through 1952, 
was 221 percent, or 26 percent per year. Actually, unless the clear 
upward trend of tonnage on the present channel has been reversed, 
the project has an unfavorable cost-benefit ratio now. 

As previously stated, neither the report nor any witnesses have 
given the upper limit of the capacity of the Calumet-Sag Channel. 
“ince we have been unable to discover any authority who will commit 
himself to a figure, it seems unsound to forecast that the tonnage 
of 3,994,000 has not already been reached or will not be reached in 
the very near future. This curious set of figures should be explained. 

Norr.—We have this day, September 28, 1954, received the official 
tonnage figure for the Calumet-Sag Channel for the year 1953. The 
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total is 3,575,686. No breakdown into commodities is available. 4 
calculation as made in the above paragraph is shown below: 
9,094,000 T—3,575,686 T—5,518,314 T 
5,518,314 TX 57.4 ——— 
3,167,512 
2,927,900 an 

The benefit-cost ratio calculated for the year 1953 for the proposed 
Calumet-Sag project cannot be greater than 1.08: 1. 

There are many practical difficulties which prevent a complete and 
accurate analysis being made of future tonnage estimates as they ar 
presented to the Congress at the time justification for a project is 
claimed. The Corps of Engineers refuses to divulge the originators 
and receivers of the tonnage. The reason given for refusal to furnish 
this information is that shippers and receivers are informed that all 
information furnished by them at the time of the survey will be con- 
fidential. If answers to tonnage questions are correct, we do not be 
lieve this a sound reason for holding them secret. They are public 
documents, assembled at public cost, and are not concerned with 
security. 

Within the last week the United States Chamber of Commerc 
adopted the new policy quoted below: 

Reports on waterway projects: Congress should obtain from the Interstate 
Commerce Commission its recommendation as to the economic justification of 
proposed navigational improvements to be used primarily for domestic trans. 
portation, with the Army engineers confined to the sphere of their qualifications 
and appropriate responsibility, first, as advisers regarding the cost and engi- 
neering feasibility of such projects and, second, as the agency in charge of the 
construction, maintenance, and operation of authorized projects. 

As will be shown, the data submitted upon which justification is 
claimed is highly questionable. In view of the vast sum of money 
involved in the improvement a detailed investigation by your staff 
or the Interstate Commerce Commission based on all supporting data 
is strongly recommended. 

Regardless of the reason furnished, the refusal is an effective block 
to a complete analysis of the predictions. However, this refusal 
cannot stop all study and analysis of the figures on this vital half 
of justification. There are several claims made in the memorandum 
furnished by the office of the district engineer, Chicago, Il., dated 
September 1, 1954, and September 14, 1954, which are believed to be 
erroneous. Each of these will be analyzed separately. The errors are 
of such magnitude that the benefit-cost ratio is reduced far belov 
unity. 

The tonnage predictions on which justification was claimed were 
made in 1989 or prior to that date. A very great increase in savings 

er ton is now claimed. Average savings per ton have increased from 

0.574 to $2.04. The beneficial tonnage has increased to 8,548,000. 

Estimated annual coal tonnage is 3,979,000 tons.t_ This quantity is 
by far the largest of any commodity and exactly as in other cases, n0 
facts whatsoever have been submitted to prove the estimate correct. 
We submit that an unsupported statement that 5 years after the Calt- 
met-Sag project is completed it will handle this quantity of coal, is 
insufficient evidence on which to base the expenditure of a very large 


1In this section data furnished by the Chicago district engineer office on September ! 
and 14 are used. 
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sum. No supporting facts are furnished to show the estimate is real- 
istic. ‘There are several factors which must be considered as definite 
indicators that this claimed tonnage will not develop. It is interesting 
to note that no metallurgical coal tonnage is claimed. 

The Commonwealth Editon Co. is now and has been for a long pe- 
riod, by far the largest shipper of coal on the Illinois waterway. It 
has large captive mines in the Springfield district from which coal is 
moved by rail to a private transfer facility of Commonwealth Edison 
at Havana, Ill. This coal is moved by barge to the plants of the com- 
pany in the Chicago area. This company has 6 plants, 4 of which 
are served by barge. One only of the four plants served by barge, 
Calumet station, can be served by the Calumet-Sag Channel. The 
three remaining plants are served via the Chicago sanitary and ship 
canal. The plant capacities are as follows: 

(a) Capacity of the 6 generating plants is 1,770,000 kilowatts. 

(b) Capacity of the 4 generating plants which can be served by 
barge, 1,185,000 kilowatts. 

(c) Capacity of the plant served by the Calumet-Sag Channel, 
187,000 kilowatts. 

It is considered most probable that the entire steam coal demand, 
of the order of 250,000 tons per year, is delivered by barge to the 
Calumet station via the Calumet-Sag Channel. It is certain that no 
other steam coal destined for the Chicago Commonwealth Edison 
plants will utilize the Calumet-Sag Channel. The actual coal ton- 
nages moving on the Calumet-Sag Channel were: 

Tons Tons 
1006... ies as 360, 383 
1946 302, 941 465, 981 

It is important to note that the variation is great, that the highest 
tonnage was in 1948 after which there was a drop of almost 300,000 
tons through 1952. No certain reason can be given for the increased 
traffic of 1948 but a possible explanation is that there was, during that 
year, a car shortage. The important matter, however, is that the 
coal traffic after 1948 on the Calumet-Sag Channel went down to what 
should be considered as about normal, 500,000 tons, through 1952. 

The estimate that 3,979,000 tons of coal will move over the project 
) years after completion does not appear to be based on fact. Actually, 
10 years after the estimate was made the entire coal tonnage moving 
by barge into or through both the Chicago Sanitary and Ship Canal 
and the Calumet-Sag Channel was but 3,496,258 tons. Certainly Com- 
monwealth Edison will not use this channel except for one of its 
plants, the smallest one. It will continue to ship via the Chicago sani- 
tary and ship canal. 

The prediction is not realistic since it fails utterly to give consid- 
eration to the present and probably future depressed status of coal. 
Coal use is decreasing nationally, a development probably not fore- 
seen when this project was authorized. Although consumption is de- 
creasing generally, in the fields of steel making and steam generation 
it 1s increasing. However, metallurgical coal will not move on this 
channel as previously shown. Quantities of steam coal shipped will 
very probably not increase since the recent trend in steam power gen- 
eration is to move the plants to the coal rather than the coal to the 
plant. This is true transportation saving. Another development 
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which may in the future have a profound effect on transportation of 
coal is the new energy source now being developed. 

Since there are no indicators pointing to an increase in coal ton. 
nage to be handled on. the Calumet-Sag Channel if the chanel js 
widened, and since the present channel effectively handles approxi. 
mately half a million tons, no savings whatever can properly be cred. 
ited for coal movement to the project. 

To claim any benefits for the Calumet-Sag project due to grain 
movement is fallacious. Examination of the data furnished by th 
Corps of Engineers conclusively proves this to be true. 

Acc ording to the original estimates of future tonnage and _ those 
furnished on September 1, 1954, both by the Corps of Engineer 
sources 5 years after completion of the project annual grain traf. 
tic will be 800,000 tons. Savi ings of $1.30 per ton for a total. of $1,040, 
000 are claimed. New traffic estimates were furnished 14 days later, 
September 14, 1954, by the same office. These predict 1,211, 000 tons 
of grain will move over the project 5 years after completion for a 
benefit of $1.30 per ton or a total of $1,574,000 per year. During the 
year 1952, 1,330,882 tons of grain actually moved over the present 
Calumet-Sag Channel. Since the above figures must appear incor. 

rect, for emphasis we repeat that 119,882 more tons of grain actually 

moved over the Calumet- Sag Channel in 1952 than was predicted 
would move over the project 5 years after completion. Obviously 
there can be no benefits credited to the project for the movement of 
grain. 

The beneficiaries of grain savings are not the taxpaying grain 
growers on these waterways are discussed in other sections of this 
report. 

The Corps of Engineers estimated that 5 years after completion of 
the Calumet-Sag project the total petroleum products movement would 
be 1,246,800 tons. This estimate has not changed from 1939 to Sep- 
tember 1, 1954. The memorandum of September 14, 1954, increased 
this i by approximately 1 million tons. Several very in- 
portant changes have taken place in the overall transportation situa- 
tion which the estimates completely fail to take into account. One of 
these, movement of powerplants adjacent to coal mines rather tha 
transport of coal to powerplants, has already been examined. Another 
and far more rapid and far-reaching development, is the change i! 
the methods of transportation and distribution of petroleum products. 
This change has taken place during the same period that consumptio 
of these pr roducts has risen at an ever-incres ising rate. These changes 
have a very important bearing on the estimated future tonnage of 
petroleum products on the Calumet-Sag Channel and are, therefore, 
examined in detail. In considering this changed situation it must 
first be understood that the railroads now are virtually out of th 
business of moving petroleum or its products in areas amply serve! 
by pipelines or inland water ways. The reason is simple, both self 
supporting pipelines and feder ally subsidized inland waterways now 
furnish lower cost transportation for bulk petroleum and petroleun 
products than can the railroads. The spread is great, several dollars 
not cents per ton. Initially the petroleum and petroleum products 
diverted from the railroads moved largely on inland waterways. 

However, a greater number of pipelines were constructed, as large! 
pipelines were constructed, and as knowledge of both constructio! 
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and operation increased, costs of movement of petroleum and petroleum 
products via pipelines rapidly decreased. At this time pipelines can, 
and do, successfully compete pricewise with barge transportation of 
these products. Where rail, barge, and pipeline are in competition 
the pipelines not only can but do furnish the lowest cost transportation. 
The fact that it is the most convenient and reliable method is an im- 
portant but not vital factor. Pipelines, like railroads, are not limited 
in their service to areas served by inland waterways. To us, the fact 
that pipelines constructed, maintained, and operated by private enter- 
prise now successfully compete with heavily subsidized barge trans- 
portation is a most encouraging development which to some extent 
may retard the encroachment of the Federal Government and its 
agencies into the fields of private endeavor. In this connection, the 
fact that the Standard Oil Company of Ohio sold all of its fleet of 
towboats and barges because it could reduce its transportation costs by 
dependence on pipelines and short-haul trucking, corroborates our 
conclusions. 

The justification figures submitted by the Chicago district engineer’s 
office fail to recognize the existence of the pipeline. Actually the 
Chicago area is the hub of a very great pipeline network at this time. 
A prediction of 1,297,000 tons of gasoline and 951,000 tons of fuel oil 
moving over the Calumet-Sag Channel 5 years after project comple- 
tion is made. In 1952 a total of 432,761 tons of gasoline and fuel oil 
moved over the Calumet-Sag Channel and the future tonnage estimate 
is increased to 2,248,000 tons or 5.2 to 1. In view of the ever-increasing 
pipeline competition with barge transportation such a prediction ap- 
pears highly optimistic. 

However, whether or not the predicted tonnage is realistic is, in 
this case, of no importance. The claimed savings of 1,297,000 x 5.14= 
$6,666,000 on gasoline and 951,000 X 4.48=$4,260,000 on fuel oil for a 
total of $10,926,000 are wholly unjustified since they are built on un- 
sound data. According to Table A-20: Economic Analysis—Trans- 
portation Savings, furnished by the office of the district engineer, the 
“total waterway charges” were calculated and subtracted from “the 
truck or rail rate” and the difference was, in the case of gasoline $5.14 
per ton and in the case of fuel oil $4.48 per ton. (Norr.—In this case 
the fact that the claimed savings are all improperly credited to this 
project rather than spread over the waterways used is of small impor- 
tance.) The comparison was made between the most expensive trans- 
portation means available, rail or truck, and barge thus giving a 
wholly imaginary saving per ton. Comparison should, of course, have 
been between barge and other available means lowest in cost, not 
highest in cost. This failure to compare barge transportation with 
the lowest cost competitive means of transportation, pipelines, elimi- 
hates completely the entire amount claimed for petroleum saving, 


6,809,000 1 er 1 
“= = 2 Oe i ei. 1e 
6.790.000 


$10,986,000. The benefit-cost ratio now is 
project is not justified. 

In addition to our studies of the Calumet-Sag project, my principals 
have directed me to present to you a short summary of their position 
on the following subjects: 

e l. Application of user charges to the inland waterways of the 
Nation; 
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2. The most important reasons for the imposition of such charges; 
and 

3. The development of Federal opinion on the subject. 

The chief reason for the railroads position on the matter of user 
charges is a fundamental belief that equality of competitive condi- 
tions must be maintained in the field of transportation. This is essen- 
tial to a sound overall transportation system. Since the railroads con- 
struct, maintain, improve, and pay taxes on their rights-of-way, while 
the Federal Government furnishes to waterways operators a wholly 
free right-of-way, maintained and improved by the Government, upon 
which no taxes are paid by any source, there is no semblance of equal 
competitive conditions between railroads and waterways operators. 
The imposition of user charges to compensate the Federal Government 
for waterway expenditures and tax losses will help to eliminate this 
grave competitive inequality. When consideration is given to the 
fact that the taxes collected from the railroads are used directly or 
indirectly, in part, to construct and maintain the waterways, the com- 
petitive injustice appears even more obvious. 

The national transportation policy expressed in the Transportation 
Act of 1940 can best be fulfilled by making every agency of trans- 
portation pay all its own costs, charge rates sufficient to cover its own 
costs, and meet its competition on a truly equal basis. The imposition 
of a user charge will do much to recognize this policy voluntarily as- 
sumed by Congress to foster sound economic conditions in transporta- 
tion and among the several carriers to the end of developing, co- 
ordinating, and preserving a national transportation system by water, 
highway, and rail, as well as other means, adequate to meet the needs 
of the commerce of the United States and of the national defense. 

We are not here dealing with an industry in its infancy where help 
might be justified for a development period. Inland waterways have 
been the recipients of Federal subsidy for many years. We are merely 
urging that development of inland waterways be limited to those that 
can be paid for from charges imposed upon those deriving benefit 
therefrom. Those who are advocating this project would no doubt 
take a similar position if Government invasion of the field of their in- 
dustry was being advocated. 

It must be remembered that inland waterways are not wholly re- 
sponsible for the creation of industries. Low cost federally sub- 
sidized transportation may have caused the location of the industry 
on the waterway rather than in a community in which industry is not 
subsidized in the matter of transportation costs. The injustice of this 
situation is not only to the railroads but to the off-waterway commu- 
nity which must, under present law, subsidize this competition. They 
pay taxes which are in part used to create a situation detrimental to 
them. The transfer of the burden of full economic costs from tax- 
payer to user would, in the future, require such users to make an eco- 
nomic choice of mode of transport. 

To be economically justified the beneficiaries, or the receivers of the 
benefits, should pay the costs of construction, maintenance, and opera- 
tion rather than the public which now pays through taxes collected by 
the Federal Government. We believe that user charges at rates sufli- 
cient to make inland waterways self-supporting should be charged to 
those who benefit from the waterways. Such a course would largely 
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abolish the competitive inequality which now operates to the disad- 
vantage of America’s railroads and the American people. 

Viewed in the perspective of national transportation policy, the 
Federal Coordinator of Transportation in 1939; the National Re- 
sources Planning Board, in its report on transportation and national 
policy y in 1942, and the staff of the Board of Inv estigation and Research 
in 1944; the majority of respondents to the i inquiry on national trans- 
portation policy conducted by the House Committee on Interstate and 
Foreign Commerce in 1946; Dearing and Owen in their report on 
tr ansportation policy, published by the Brookings Institution in 1949 ; 
Senator Bricker in his Progress Report in 19! 51; the Tr ansportation 
Association of America and the staff of the Office of Tr ansportation 
of the Department of Commerce in 1953; all have advocated or dis- 
cussed in a favorable light the imposition of charges for the use of 
publicly financed w aterway facilities. 

The St. Lawrence Seaway Act states principles for establishing rates 
which, among others, directs that rates shall cover, as near as practi- 
cable, all costs of operation and maintenance, depreciation, interest on 
outstanding obligations, and payments in lieu of taxes. The impor- 
tance of payments in lieu of taxes is that it will eliminate the inequity 
of the railroads paying taxes to be used for the benefit of a competing 
form of transportation, at least in part. There is absolutely no sound 
reason for recognizing the validity of the principle of user charges in 
the case of the St. Lawrence seaway and at the same time continue to 
maintain a toll-free policy with respect to inland waterways. The im- 
position of a user charge will cause those who are advocating this proj- 
ect, because of the benefits that will accrue to them, to subject the proj- 
ect to the same tests they would follow in investing their own money 
and not to view it from the standpoint of one who is getting something 
for nothing. 

resident Roosevelt in his budget message to the Congress of Janu- 
ary 20, 1940, said : 

I have always believed that many facilities made available to our citizens by 
the Government should be paid for, at least in part, by those who use them. * * * 
It would seem reasonable that some portion of these annual expenditures (for 
naintenance of dredged channels, etc.) should come back in the form of small fees 
from the users of our lakes, channels, harbors, and coasts. 

President Truman in his budget message to the Congress for the 
liscal year 1951, said: 

The long-time interest of the general taxpayer, as well as the users of trans- 
portation, will best be served by the development of a balanced transportation 
system, substantially independent of Government support. 

President Eisenhower in his budget message to the Congress, Janu- 
iry 17, 1955, said: 

The basie principle underlying budget recommendations for programs in the 
lield of transportation, housing, and business is that the national interest is 
best served by privately owned and operated industry, which is assisted by a 
lininum of Federal funds and Federal basic facilities operated at the lowest 
feasible cost and financed, where possible, by charges levied on the users of the 
services, 

* * ca * * * * 

I firmly believe that as large a proportion as possible of the expenditures of the 
Government should be borne by those directly benefiting therefrom. The user 
charge principle should be further extended. 


62348—55—pt. 2——43 





672 


The principal opponents to the application of user charges on in- 
land waterways are the Federal agency presently responsible for the 
determination of all important benefit-cost ratio, construction and 
maintenance, as well as the beneficiaries of the vast inland waterways 
subsidies, namely the shippers, the receivers, and the operators. 

We believe the present weight of unbiased opinion is in agreement 
with the principle of user charg ges. 

Thank you, sir, for your kindness. 

Mr. Marsnaui. Thank you, sir. 

Mr. Lindsbrand, do you wish to make a statement at this time! 

Mr. Linpspranp. No, sir. On behalf of the subcommittee of the 
rail carriers on the Calumet-S: ig project in the Chicago area we rely 
upon the statement prepared by Mr. Breene, which you have just 
heard. 

Mr. Marsnau. Does anyone else wish to be heard at this time! 

Mr. Luypssranp. I think not. Thank you very much. 


AsnrapuLa Harpor Prosecr 


WITNESSES 


CASTLE M. SMITH, SECRETARY-MANAGER, ASHTABULA CHAMBER 
OF COMMERCE, ASHTABULA, OHIO 

NELSON J. PINNEY, PRESIDENT, PINNEY DOCK & TRANSPORT C0. 

M. H. YOUNG, SECRETARY, PINNEY DOCK & TRANSPORT CO. 

ROBERT E. GRAHAM, PRESIDENT, NATIONAL BANK OF ASHTABULA 

FRANK VERONI, M. D., PRIVATE MEDICAL PRACTITIONER, ASHTA- 
BULA, OHIO 


Mr. MarsHaui. The committee will be in order. We are pleased 
to have before us a group from Ohio appearing on behalf of the 
Ashtabula project. Mr. Smith, would you proceed with your state: 
ment and introduce the rest of the folks for the record ¢ 

Mr. Sairu. All right, sir. My name is Castle M. Smith. I am 
secretary-manager of the Ashtabula Chamber of Commerce of Ash- 
tabula, Ohio. 

Our Congressman is not in the city. Congressman Kirwan for- 
merly represented our district and is well acquainted with our prob- 
lems. 

We appreciate this opportunity that you have given us this morning 
to appear before you and tell you our story. 

I should like to introduce now, Mr. Chairman, Nelson J. Pinney, 
the president of the Pinney Dock & Transport Co. He is a busi- 
nessman of long standing in our community engaged in the dock 
and transportation business. He is president of the company which 
bears his name. 

Let me introduce Mr. Nelson J. Pinney, who will tell you his story. 

Mr. Marsuauti. We would be glad to hear you, Mr. Pinney. 
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STATEMENT BY MR. PINNEY 


Mr. Prnney. Mr. Chairman and members of the committee, I am 
Nelson J. Pinney. I am here today to talk briefly about the Ashta- 
bula Harbor dredging project. Ihave no prepared statement. I can 
only give you the facts as I see them and understand them. 

A number of years ago I entered the contracting business in Ashta- 
bula. Back in the time of World War II there was started a move- 
ment of chemical industries to our area of northeastern Ohio. Among 
other things we received the contract for grading and a substantial 
part of that construction work. 

After the plants were built we were able to work with the manu- 
facturers of the various chemical industries in providing them with 
raw materials and disposing of their waste materials and byproducts. 
In the performance of that job we ran into a very unusual situation, 
a situation that I myself, along with many other people in Ashtabula, 
had boasted about: The water transportation in our city. When it 
came time to actually use those facilities we found that they were in a 
sad state of existence. 

We had three docks at Ashtabula that were used totally for iron 
ore and coal transportation. They handled about 15 million tons 
per vear, which was pretty nearly full capacity for those facilities. 

In attempting to obtain additional dock facilities we ran into some 
real preblems. At one time we were threatened with the task of 
having to unload the materials at the ports of Fairport or perhaps 
Erie and truck them to Ashtabula for lack of terminal facilities, 
storage space. 

I might point out that in the new chemical industries the require- 
ments for terminal facilities are a great deal different from those for 
ore and coal. Iron ore as it came down from Superior was in tre- 
mendous quantities and all the same type of material. You could 
pile it up in big piles. When the new industries such as National 
Distillers and their sodium plant came in, their requirement was for a 
lot of different kinds of materials. To attempt to pile them on a 
limited storage space and keep the piles separated was an impossibility. 

We ended up back in 1950 trying to use the facilities of the river, 
limited in draft to some 17 feet 6 inches or 18 feet, by piling limestone 
and salt in the city streets, to get by. Those industries have continu- 
ally expanded since that time. 

The newer industries in the chemical field in Ashtabula are the 
Electro Metallurgical Corp., with their ferro-alloys and carbide 
plants; the National Distillers Chemical Corp., with their sodium 
plant; the Hooker-Detrex Corp., with their sodium plant: General 
Tire, with their plastics division; Archer-Daniels-Midland Corp. with 
their marine alcohols plant under construction at the present time, 
just being constructed ; plus the titanium plant being built by the Union 
Carbon & Carbide Corp. 

! might add that that plant will be the largest titanium plant in the 
world, capable of producing in its first year of operation more sponge 
titanium than all the titanium produced in this country in 1954. The 
cost has been estimated somewhere between $30 million and $40 million. 

My company with its associates has been trying to provide the space 
for this expanding industry and has built terminal facilities. We 
will have completed by July 15 1,000 feet of dock, completed and ready 
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for traffic. By September 15 of this year we hope to have 2,000 feet 
of slip dredged to approximately 30 feet 6 inches below lake level as 
it stands at the present time. 

That facility will have a cost which our company estimates at $5 
million. We have spent a lot of money not for looking ahead to the 
seaway, for our business has not relationship at the present time to 
the seaway. We may be affected somewhat by the seaway when it is 
completed, but our business at the present time is the transshipping 
of materials from the Great Lakes ports of the United States an as 
Detroit, Cleveland, Buffalo, and Duluth. Our salt comes in for the 
production of sodium from Detroit. Our business is based on some- 
thing that is there now, not something that is contemplated in the 
future. 

The town and city administration and all public officials have been 
of great assistance to us in attempting to build these facilities. We 
have had cooperation from everyone 1 know of; from the Governor 
of Ohio to the councilman and county commissioners of our town and 
county. We are now ready to handle merchandise. 

The Congress in 1954 approved a deepening project for the harbor. 
It will not be necessary this year to complete that project, but I would 
like to ask that we at least get a couple of hundred thousand dollars 
so that a channel might be dug from the outer harbor to the terminal 
facilities that we have completed, so that we might use the facilities we 
have already constructed. 

Mr. Marsuauu. You have constructed facilities that are all ready 
for use, and you are not able to use them because you cannot get in; 
is that substantially correct ? 

Mr. Pinney. Yes, sir. I havea map here. I have pencil sketched 
on it what our proposed docks are. They are roughly sketched in. 

This dock is now completed to its full length. This one is about 
two-thirds complete. This is the area in the harbor. 

In Ashtabula Harbor we do not have sufficient depth of water in 
our outer harbor for any lay-up or run-by of boats running in from 
the northwest, that they may have a place to lay up during stormy 
weather. We have nothing in the protected area behind the break 
wall to provide anything for boats coming into the harbor. 

This $200,000 we are talking about is simply digging a channel 
or ditch out through here like that, to provide a means of getting 
at the terminal facilities that we have constructed. 

Mr. Taper. What depth do you have now? 

Mr. Pinney. In the existing harbor? 

Mr. Taper. Yes. 

Mr. Pryney. The primary harbor depth is 25 feet. That is below 
mean low water, considered to be 570.5 above sea level at New York. 
The lake level at the present time is approximately 3 feet above that. 
So you actually have in the deepest part of the outer harbor ap- 
proximately 28 feet of water. 

Mr. Kirwan. What is it in the inner harbor? 

Mr. Pryney. In the inner harbor it is 16 feet. 

Mr. Kirwan. 16 feet. 

Mr. Marsuati. How deep would the part you plan to dredge be! 

Mr. Penney. We are dredging to 30 feet 6 inches below the present 
water level. 
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Mr. Kirwan. Mr. Chairman, they are doing that now, at their own 
cost. 

Mr. Marsuauu. I am talking about the connecting link here. 

MrsPinney. We would like to have that connecting link dug to the 
sume depth we are digging, That is the same depth. 

Mr. Marstatu. My question is: How deep is it now? 

Mr. Pryney. It is marked 20 feet here, and it runs to about 13 or 
14 feet at this point. There is some shoaling. 

Mr. Marswmauy. This little narrow link in here which is not dug 
creates a problem which causes this part [indicating] to be practically 
unusable ? 

Mr. Pinney. That is correct, sir. I would be glad to answer any 
other questions that you might have. I just had a few notes here. 

Mr. Taper. May I see that map just a minute? 

Mr. Pinney. I have very roughly sketched just with a pencil the 
items there. 

I do have here a layout of our facilities. 

Mr. Marsuauti. About how long is this bottleneck on that little 
strip ¢ 

Mr. Pinney. About 1,500 feet. 

Mr. Marsuati. You mean that because of the fact there is 1,500 
feet that is not being dug, the work you have put in at your own 
expense is not productive; that it almost makes your dock unusable? 

Mr. Pinney. That is right. 

Mr. Anpersen. Off the record. 

(Discussion off the record.) 

Mr. Kirwan. The authorization says that the Government shall 
spend $5 million dredging what you are talking about. 

Mr. Prnney. Right. 

Mr. Kirwan. You have these industries coming into Ashtabula, 
not.at your request. They were smart business people. One indus- 
try is a huge titanium plant. The United States Government has 
agreed to take all of the titanium that industry cannot take for 5 years. 
The Government has entered into a contract for the next 5 years to 
take all the titanium that this plant produces. 

Now, you went ahead with your business associates and built this 
pier. 

Mr. Pryney. That is right. 

Mr. Kirwan. With the expectation this year that at least after they 
authorized it the Government was going to do its part? 

Mr. Pinney. Right. 

Mr. Kirwan. You are dredging the inner harbor around the pier 
and are not asking the Government to do that? 

Mr. Pinney. That is right. 

_ Mr. Kirwan. But you are asking the Government to step in 1 year 
in advance and do the job they are supposed to do, instead of tying 
up that pier until next year, when the Government is going to come 
inand do it. You are asking them to spend $200,000 there and stay 
abreast of the work this year. The Government is going to dredge 
either this year or the year after. 

As you explained, I was up there in the Easter recess. I have not 
represented that district in the past 4 years. I was surprised myself. 
The Electro Metallurgical Corp. must have 50 different stockpiles. It 
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is not like the ore and the coal. Every one of these things has to have 
a different stockpile. 

That is what this pier is for, which extends 2,200 feet out in Lake 
Erie. It is going to house all ‘that material. When this huge’plant 
calls for its salt or whatever it may be a truck goes in there to take it 
out. 

With the new $31 million plant coming in there, they have to have 
somewhere to take care of this material. 

Mr. Pinney. I might add one other thing that is quite important 
in the handling of limestone and dolomitic stones for chemical pur- 
poses. They are very soft. Each handling of the stone reduces it to 
about 1 percent of fines. Every time you handle it, regardless of how 
it is handled, that is the result. Under the present method of handling, 
those fines are running in excess of 12 percent. Under the new method, 
with the new facilities in operation, we hope to be able to cut those 
fines to less than 5 percent by 5 different handlings rather than the 12 
to 14 handlings they get at the present time. 

Mr. Marsnatu. Thank you, Mr. Pinney. 

Mr. Taser. How do you get this stuff in now? Is that by boat? 

Mr. Pinney. We have limited facilities on the river. Some of the 
materials come in by boatload and have to be loaded directly into 

cars. At one time our industries were paying up to $20,000 a day 
demurrage on cars, having to take the materials directly into cars 
rather than being able to stockpile them. 

Mr. Taser. You would stockpile it on the dock? 

Mr. Pinney. On the docks and on our uplands. 

Mr. Taser. You have built two docks, or one? 

Mr. Pinney. Two. 

Mr. Taner. You are dredging around those two docks? 

Mr. Pryney. At the present time. 

Mr. Taser. What you want to do is to have funds provided to run 
from the docks out to the deep water? 

Mr. Pryney. Right. 

Mr. Taper. And that, you said, was 1,500 feet ? 

Mr. Pryney. Approximately, yes. 

Mr. Taper. On part of it there is a depth of maybe 20 feet, and 
the rest of it runs down to 15 feet ? 

Mr. Pinney. Thirteen feet, I think it is. 

Mr. Taser. Wuld there be a channel on each side of each pier? 

Mr. Pryney. If the channel is provided for what we call our Nos. 
3 and 4 docks at this time we could get by until next year. 

Mr. Taner. That is, you would use one side of each dock? 

Mr. Pryney. Right. Here is a little better map of that installa- 
tion, if you would care to look at it. This, of course, is the Govern- 
ment or engineer map of the area. 

Mr. Kirwan. With your permission, Mr. Chairman, I should like to 
insert in the record the information on the Ashtabula industries. 

Mr. MarsHatyi. Without objection that will be placed in the record 
at this point. 

(The information is as follows :) 


ASHTABULA INDUSTRIES 
A—O to 25 emploved 
B—25 to 50 employed 
C—50 to 100 employed 
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D—100 to 200 employed 
E—200 to 300 employed 
F—300 to 400 employed 
G—400 and over employed 
General Tire & Rubber Co., polyvinyl chloride resin and pilot plant, middle road 
and State road. 
Pete Knapp, personnel manager. 
James Pollock, factory manager. 
Archer-Daniels-Midland Co., chemical plant—higher alcohol, State road, oppo- 
site National Distillers. 
Ray Simmons, personnel manager. 
Titanium Plant—sponge titanium; now under construction. 
A. C. Drake. 
(F) The Ashtabula Bow Socket Co., 4212 Ann Avenue 
President, S. J. Leach 
General manager, P. C. McKinnon 
Sales manager, Robert Dickinson 
Traffic manager, D. N. Gustafson 
Purchasing agent, L. J. Roy 
Product: Forgings and stampings. 
(A) [The Ashtabula Chrome Plating Co., South Ridge West 
President-general manager, W. E. Regner 
Product: Hard chromium plating tools, machine parts, ete. 
(E) Ashtabula Hide & Leather Co., 3906 Main Avenue 
President, William J. Hinson, Jr. 
General manager, Edward S. Fitzgibbons 
Sales manager, automotive, W. J. Hinson, Jr.; furniture, E. B. Trethaway 
Works manager, H. L. Dinsmore 
Traffic manager, Larry Canzonetta 
Personnel manager, Ruth Mattice 
Purchasing agent, H. C. Howe 
Office manager, Murray McLean 
Product: Upholstery, bag, strap, and shoe leathers. 
(C) The Brunner Co., 3911 Cleveland Avenue 
President, Paul Brunner 
General manager, James McGuire 
Purchasing agent, James McGuire 
Plant manager, Anthony Tulino 
Product: Dresses and sportswear. 
(A) Burger’s Seat Cover, 1686 East 47th Street 
Owner-manager, Lester C. Burger 
Product: Lumite plastic auto seat covers. 
(A) The Carlson Sheet Metal Co., 478 East Fifth Street 
President, G. E. Carlson 
General manager, G. E. Carlson 
Superintendent, L. P. Ecklund 
Sales manager, Dominic Catano 
Personnel manager, Melburn Sonsteby 
Purchasing agent, Dominic Catano 
Office manager, Anna Pilkington 
Product: Steel and steel fabricating. 
(D) Dunne Rubber & Plastic Co., State Road 
President, C. J. Dunne, Sr. 
General manager, C. J. Dunne, Sr. 
Sales manager, C. J. Dunne, Jr. 
Traffic manager, W. J. Braun 
Personnel manager, P. Strong 
Purchasing agent, R. W. Dunne 
Office manager, R. W. Dunne 
Product: Custom molded rubber and plastic products. 
(G) Electro Metallurgical Co., A Division of Union Carbide & Carbon Corp., 
Lake Road East 
General superintendent, M. J. LeRoy 
Personnel manager, G. L. Morrow 
Purchasing agent, G. T. Gebhardt 
Office manager, C. W. Eshelman 
Product: Ferroalloys and calcium carbide. 
Federal plastics, same as Dunne Rubber & Plastic Co., subsidiary. 
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(B) Geary Boiler Works, Division of T. H. Browning Steamship Co. 


Front Avenue 
President, T. H. Browning 
General manager, H. J. Ostrander 
Traffic manager, W. J. Hoffman 
Personnel manager, H: L. Browning 
Purchasing agent, H. J. Ostrander 
Office manager, Marjorie A. Kratz 

Product: Ship repair. 

(CGC) Hershberg Rubber Products Co., 2751 West Avenue 

President, N. J. Jammal 
General manager, N. J. Jammal 
Sales manager, G. A. Stevens 
Traffic manager, R. W. Hoag 
Personnel manager, G. A. Stevens 
Purchasing agent, R. W. Hoag 
Office manager, R. W. Hoag 

Product: Molded hard and soft rubber products. 

(C) Hooker-Detrex, Inc., State Road, Post Office Box 48 

President, E. R. Bartlett 
Works manager, Howard D. McKinley 
Traffic manager, William B. Gramley 
Personnel manager, William B. Gramley 
Office manager, William B. Gramley 
Purchasing agent, William B. Gramley 

Product: Trichlorethylene, perchlorethylene 


» Inc., 52% 


(E) Inland Container Corp., 3714 Ann Avenue; home office: Indianapolis, Ind, 


Works manager, Earl Reeves 
Sales manager, Corrugated, Robert Turner; Wood cleted, 
Sherman 
Personnel manager, D. A. Armstrong 
Office manager, George Ruth 
Product: Corrugated paper and products. 
(C) Iten Fibre Co., Benefit Avenue 
President, C. J. Iten 
General manager, J. D. Huggins 
Product: Vulcanized fiber. 
(B) The J. G. Laird Lumber Co., 1586 Morton Drive 
President, James G. Laird 
General manager-sales manager, J. H. Laird 
Traffic manager, Frank E. Laird 
Purchasing agent, J. H. Laird 
Office manager, Robert Watrous 
Product: Lumber and building materials. 
(G) Lake City Malleable, Inc., State Road 
Plant superintendent, Benjamin Head 
Production manager, Ralph V. Kretzer 
Director of operations, S. W. Preston 
Personnel manager, W. F. Parsons 
Purchasing agent, Norman Branscome 
Product: Malleable iron castings 
(A) Leather Craft Manufacturing Co., State Road 
President, A. C. Tredente 
Product : Leather safety equipment and leather table tops. 
(A) Foam Rubber Co., 4625 Foster Avenue 
President, Hans P. Wagner 
General manager, Hans P. Wagner 
Product: Foam rubber; pillows, seats (office), toys. 


Elroy P. 


(B) Linde Air Products Co., Division of Union Carbide & Carbon Corp., Lake 


Road East 
Superintendent, John S. Barnes 
Assistant superintendent, William C. Bachmeier 
Office manager, Russell E. Callahan 
Product : Oxygen manufacturing. 
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(Cc) Lunn Laminates Ohio, Inc., South End Elm Avenue 
President, James S. Lunn 
General manager, Frank Sheffler 
Sales manager, T. F. Wall 
Traffic manager, J. C. Roller 
Personnel manager, Edward McIlroy 
Purchasing agent, Edward McIlroy 
Office manager, Edward McIlroy 
Product : Automobile bodies. 
(D) MeKinnon Iron Works Co., 498 East Fifth Street 
President, H. S. Reddig 
General manager, H. S. Reddig 
Traffic manager, Donald Leonard 
Personnel manager, F. L. Kuhn 
Office manager, F. L. Kuhn 
Purchasing agent, F. L. Kuhn 
Product: Torque converters, transmissions. Subsidiary of Torcon Corp. 
(A) Molded Fiber Glass Body Co., 4601 Benefit Avenue 
President, Robert S. Morrison 
General manager, Robert S. Morrison 
Office manager, Mary A. Domizi 
Product: Large custom molded fiberglass parts (car bodies). 
(C) Molded Fiberglass Co., 4401 Benefit Avenue 
President, Robert S. Morrison 
General manager, Robert H. Doolittle 
Traffic manager, Charles Parks 
Personnel manager, Clyde Watson 
Office manager, George Trimble 
Product: Molded fiberglass. 
(A) Molded Fiberglass Sheet Co., 4401 Benefit Avenue 
President, R. 8S. Morrison 
Sales manager, James Ellot 
Traffic manager, Douglas Campbell 
Personnel manager, H. Beswick 
Purchasing agent, Douglas Campbell 
Office manager, Helen Keplinger 
Product: Molded fibrous glass and polyester resin sheets. 
{C) Morelle Manufacturing Co., 226 Center Street 
President, R. Gottfried 
General manager, Lucy Morell 
Product: Dress manufacturing. 
(F) National Distillers Chemical Co., Division of National Distillers Products 
Corp., State Road 
reneral manager, P. J. LaMarche 
Traffic manager, Seton Ijams 
Personnel manager, C. L. Hughes 
Purchasing agent, Seton Ijams 
Office manager, A. 8S. Stevenson 
Product: Metallic sodium, chlorine, sodium peroxide. 
{C) The Nelson Machine & Manufacturing Co., State Road and NYC Railroad 
President, C. B. Nelson 
General manager, C. B. Nelson 
Sales manager, C. B. Nelson 
Personnel manager, C. B. Nelson 
Purchasing agent, C. B. Nelson 
Office manager, Mrs. H. Nelson 
Product: Electrical appliances. 
(E) The Raser Tanning Co., West 39th Street 
President, A. J. Swedenborg 
Secretary-treasurer, Charles BE. Smith 
General manager, L. A. Swedenborg 
Sales manager, L. A. Swedenborg 
Traffic manager, H. B. Slaybaugh 
Personnel manager, Charles EB. Smith 
Purchasing agents, L. A. Swedenborg and Charles E. Smith 
Office manager, H. B. Slaybaugh 
Product: Russet upholstery, novelty and bag leather. 
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(G) Reliance Electric & Enginering Co., 4200 Benefit Avenue—Ashtabula Divi- 
sion, Cleveland Office: 1088 Ivanhoe Road 
President, J. W. Corey, Cleveland 
General manager, Walter H. Haber, Ashtabula 
Production manager, A.’S. Tusin, Ashtabula 
Industrial engineer, D. E. Bouffard, Ashtabula 
Resident engineer, R. E. Poulson, Ashtabula 
Personnel manager, R. J. Ailey, Ashtabula 
Traffic manager W. E. Mulholland 
Purchasing agent, R. L. Peterman, Ashtabula 
Office manager, Arline T. Marvin, Ashtabula 
Product: A. C. and D. C. electric motors. 
(G) Rockwell Spring & Axle Co., Timken-Detroit Brake Division, Route 20 West 
Superintendent, Carl W. Keller 
General manager, Bryan E. House 
Sales manager, Carl M. Heath 
Traffic manager, Harold D. Augsburger 
Personnel manager, Robert E. Larson 
Purchasing agent, Arthur J. Hamann 
Office manager, Russell T. Bogart 
Product: Automotive brakes and parts. 
(B) Sanborn Motor Equipment Co., 4733 Elm Avenue 
President, Charles H. Sanborn 
General manager, Charles J. Justice 
Sales manager, Charles H. Sanborn 
Purchasing agent, Robert W. Sanborn 
Office manager, Sadie M. Heath 
Product: None—Wholesale automotive equipment, parts, supplies, industrial 
supplies. 
(A) Sanco Products Co., Lake Road West 
General manager and owner, Gordon Brockway 
Product: Jiffy hose coupler and lawn sprinklers. 
(E) True Temper Corp., Main Avenue and West 57th 
President, W. G. Rector, Cleveland, Ohio 
General manager, Warren K. Cowdery, Jr., Ashtabula 
Traffic manager, C. A. Bissell, Ashtabula 
Personnel manager, Bert Stevens, Ashtabula 
Purchasing agent, Gordon Prince, Ashtabula 
Product: Agricultural implements and allied parts. 
(F) Ward Products Corp., Division of the Gabriel Co., 4710 State Avenue 
President, John H. Briggs, Cleveland 
General manager, James C. Bradley, Cleveland 
Plant manager, Robert M. Raley, Ashtabula 
Traffic manager, Joseph Nicholas, Ashtabula 
Personel manager, assistant, Mrs. Martha Benjamin, Ashtabula 
Purchasing agent, Gabriel Pytel, Ashtabula 
Chief industrial engineer, Clare Kestor, Ashtabula 
Product: Automotive and television antennas. 


UTILITIES AND SERVICE 


Ashco Industrial Water Co., State Road 
President, P. J. LaMarche 
Vice president, H. D. McKinley 
Secretary-treasurer, A. S. Stevenson 
Product: Raw water for industrial purposes. 
(D) Ashtabula General Hospital, 2420 Lake Avenue 
President, D. W. Mitchell 
General manager, George G. Dubach 
Personnel manager, George G. Dubach 
Purchasing agent, George G. Dubach 
Office manager, Miss Agnes DeSorbes 
Product: Hospital service. 
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(C) The Ashtabula Printing Co., (publishers of the Ashtabula Star-Beacon), 4626 
Park Avenue 
President, D. C. Rowley 
Sales manager, Zane Fox 
Traffic manager, E. A. Olson 
Personnel manager, E. A. Olson 
Purchasing agent, E. A. Olson 
Office manager, E. A. Olson 
Product: Daily newspaper. 
(C) The Ashtabula Telephone Co., 4616 Park Avenue 
President, Burritt S. Hubbard 
General manager, Howard Wright 
Office manager, Robert Bonnar 
Purchasing agent, Howard Wright 
Product: Telephone service. 
(A) The Ashtabula Water Works Co., 4540 Park Avenue 
President, Jerome Powers 
General manager, C. C. Arbogast 
Office manager, H. A. McKenzie 
Product: Water service. 
Belle Vernon Milk Co., 2350 Lake Avenue 
President, F. W. Edwards 
yeneral manager, Mr. L. S. Holler 
Manager, Ashtabula, C. A. Hertel 
Sales manager, Ashtabula, Rupert Loomis 
Plant superintendent, Ashtabula, Y. J. Opantrny 
Office manager, Ashtabula, D. E. Frettinger 
Product: Dairy products. 
(G) The Cleveland Electric Illuminating Co., 4737 Main Avenue—main office, 
Cleveland, Ohio 
President, Elmer L. Lindseth, Cleveland 
Executive vice president, Ralph M. Besse, Cleveland 
Manager of marketing, Robert C. Hienton, Cleveland 
Personnel manager, F. E. Verdin, Cleveland 
Director of purchasing, R. P. Snow, Cleveland 
Superintendent, eastern district, A. W. Reece, Ashtabula 
Product: Electric utility. 
(A) Greyhound Terminal, Ashtabula, Park Avenue and Progress Place 
Owner, L. W. Metz 
Product: Bus transportation. 
(D) The Lake Shore Gas Co., 4505 Main Avenue 
President, R. S. Mikesell 
General manager, R. H. Willis 
Sales manager, F. K. Lehtinen 
Office manager, H. J. Fohl 
Product: Gas. 
(B) Radio Station WICA, Inc., and WICA-TV, Jefferson Road 
President, D. C. Rowley 
General manager, John Colin 
Business manager, Donald Fassett 
Program manager, John Strasen 
Office manager, George Murray 
Product: Broadcasting. 
(A) Western Reserve Cold Storage, 825 West 58th Street 
President, Floyd Jackway 
General manager, John DuPerow 
Sales manager, Harry Van Gorder 
Purchasing agent, Vincent Terrill! 
Product: Wholesale meat and frozen foods. 


DOCKS AND RAILROADS 


(C) The Ashtabula & Buffalo Dock Co., 645 East Sixth Street 
Superintendent, Paul I. Parnell 
Master mechanic, E. R. Sandberg 
Office manager, L. A. Olsen 
Product: Handling iron ore and work incidental thereto. 
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(Ff). Great Lakes: Engmeering Works, Great Lakes Avenue 
Superintendent, R. EB. Brandt 
Assistant superintendent, A. Diedrick 
Personnel manager, P. E. Norris 
Office manager, James R. Speir, River Rouge 18, Mich. 
Product: Shipbuilding and repair. 
(B) Great Lakes Towing Co., 426 Morton Drive 
President, L. C. Turner, Cleveland 
Manager, R. A. Lovelace, Ashtabula 
Product: Lake and harbor towing. 
(G) The Kelley Island Lime & Transport Co., Great Lakes Avenue 
President, Ralph L. Dickey, Cleveland 
General manager, Ralph L. Dickey, Cleveland 
Sales manager, F. J. Collins, Cleveland 
Traffic manager, J. F. Potts, Cleveland 
Personnel manager, BE. R. Dittoe, Cleveland 
Purchasing agent, A. V. Price, Cleveland 
Office manager, W. T. Bell, Cleveland 
Dock superintendent, local, Olin Smith, Ashtabula 
Product: Fluxstone, lime, agricultural meal, sand, and stone. 
(B) New York Central System, West 3ist Street; General offices, 230 Park 
Avenue, New York 
President, William White, New York 
Agent, Ralph 8. Dean, Ashtabula 
Chief clerk, C. C. Rogers, Ashtabula 
Rate clerk, John Swakko, Ashtabula 
Cashier, Mrs. Madelyn Gray, Ashtabula 
General clerk, Miss Eleanor Nelson, Ashtabula 
Product; Passenger and freight transportation. 
(A) New York Central System, 645 East Sixth Street 
Agent, W. J. Clark 
Chief clerk, Foster Baker 
Product: Transportation. 
(G) New York Central System, scrap and reclamation plant, North Bend Road— 
Plant manager, G. M. Wright 
Office foreman, P. J. Smich 
Clerk, R. W. Ecklund 
Product: Railroad scrap and reclamation, transportation. 
(G) New York Central System, Benefit Avenue 
(F) Old car shop 
(E) Harbor car shop, Front Avenue 
General Car foreman, L. A. Faulkner 
Assistant car foreman, P. G. Clapp 
Chief clerk, James Severa 
Product: Railroad repair shop. 
(A) Nickel Plate Road (the New York, Chicago & St. Louis R. R. Co.), Main 
Avenue 
President, L. L. White, Cleveland 
Traffic manager, Geo. B. Merrill, Cleveland 
Agent, J. H. Lemponon, Ashtabula 
Product: Common carrier. 


(D) The Lower Lake Dock Co. and the Ohio & Western Pennsylvania Dock Co. 


(two separate companies )—main office, 1300 Leader Building, Cleveland 
President, A. B. Kern, Cleveland 
General superintendent, W. E. Newberry, Cleveland 
Superintendent, Carl M. Freed, Ashtabula 
Purchasing agent, G. D. Hottell, Cleveland 
Product: Iron ore and coal handling. 


(F) The Pennsylvania Railroad Co., 753 West 46th Street—general offices : Sub- 


urban Station Building, Philadelphia 4, Pa. 
President, W. 8. Franklin, Philadelphia 
Ashtabula freight agent, John Clark, Ashtabula 
Product: Transportation. 
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(B) Pittsburgh Consolidation Coal Ce., 645 Bast Sixth Street—general offices : 
Koppers Building, Pittsburgh, Pa. 
President, George M. Love, Pittsburgh, Pa. 
Purchasing agent, R. W. Mackensen, Library, Pa. 
Superintendent, Ashtabula plant No. 48, E. F. Pearson, Ashtabula 
Product: Coal. 
(D) Union Dock Co., 645 East Sixth Street 
Superintendent, R. D. Johnsen 
Traffic manager, J. R. Turner 
Office manager, D. R. Brown 
Product: Operation of iron ore unloading dock. 


GREEN HOUSES 


(A) Ashtabula Vegetable Co., 1324 South Hamlin Drive 
Owner, John O. Kneen 
Product: Raising chrysanthemum plants under lease to Yoder Bros. 
(A) The Dunbar-Hopkins Co., Woodman Avenue 
President and general manager, R. A. Dunbar 
Product: Cucumbers and tomatoes. 
(A) Horlacher Mushroom Farm 
President, M. W. Horlacher 
Product: Mushrooms and mushroom trays. 
D. S. Luce & Sons, doing business as F. Luce & Son, Perryville Place 
(B) Mikkelsen & Son’s Greenhouse, Samuel Avenue 
General manager, J. C. Mikkelsen 
Sales manager, J. C. Mikkelsen 
Purchasing agent, A. K. Mikkelsen 
Office manager, J. C. Mikkelsen 
Product: Chrysanthemum flowers and plants. 
(E) Yoder Bros., Inc. 
Manager, J. Ward Miller 
Personnel manager, Mrs. Frances Ray 
Office manager, Mrs. Frances Ray 
Product: Chrysanthemum and carnation cuttings. 
Prepared by the Ashtabula Chamber of Commerce, October 1953. 


Mr. Marsuatyi, Mr. Smith, did you have some other witnesses? 
STATEMENT BY MR. YOUNG 


Mr. Smiru. I should like to introduce at this time Myron H. Young, 
the secretary of the Pinney Dock & Transport Co. He may have some- 
thing to add. : 

Mr. Youne. I think everything has been said, gentlemen. 

In our county, which has been largely rural, the payroll 10 years 
ago was $13 million. Last year I think it had risen to $63 million. 
That gives just an indication of what this industry has done to Ash- 
tabula County. 

One other point in my mind is that the Army engineers found an 
economic justification for this entire dredging project of 3 to 1. At 
least, that is what they said it was publicly. Privately, however, I 
understand that the savings to come by virtue of this dock would in- 
crease that, and the ratio is even greater, but it was so good I do not 
think they wanted to make it more than 3 to 1. 

[ am sure we want the complete $5 million dredging project for 
the entire outer harbor, but if this dock is to go into operation this 
year this channel which the Engineers have estimated would cost 
tpproximately $200,000, is absolutely necessary. 

Chank you very much. . 

Mr. Marsway, Thank you. 
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STATEMENT BY MR. GRAHAM 


Mr. Smiru. Next, gentlemen, may I present Robert E. Graham, the 
president of the National Bank of Ashtabula. 

Mr. MarsHatzi. We would be glad to hear from you, Mr. Graham. 

Mr. Granam. Mr. Chairman, I was happy to come down here 
today with these gentlemen, especially Nelson Pinney. I am one, 
along with others in Ashtabula, who has great respect for his ability, 
foresight, and determination to go ahead and build this dock which 
is absolutely needed in Ashtabula to take care of the increased indus- 
trial growth there. 

I can remember in 1940 when our town was dead, like lots of other 
places. The people in our community got behind a lot of these projects 
and started to get us off dead center. For no reason of our efforts, 
all of a sudden the chemical industry settled in and around Ashtabula. 
Now we are coming in, as was mentioned here, with the largest 
titanium plant in the world. 

These facilities are needed there. Here we have the greatest body 
of fresh water in the world, right there. With the effort put forward 
by Mr. Pinney to utilize the facilities we have there, with this little 
help from the Government I am sure he will go ahead and we will 
continue to increase our bank deposits in our area. 

Thank you very much. 

Mr. Marswauy. Thank you. 


STATEMENT BY MR. FERONI 


Mr. Smi1H. Next, gentlemen, may I present Dr. Frank Feroni, who 
is also a man with a tremendous interest in the future of Ashtabula. 

Dr. Feront. Gentlemen, it is certainly a pleasure to come to Wash- 
ington. I am here much to my amazement, but I am very interested 
in the development of industry in Ashtabula. It is surprising how 
much development we have had wu) there in the past 10 years. 

I know Nelson Pinney exceptionally well. I am his personal phy- 
sician. He is a man of high integrity and of boundless energy. He 
has been sincere and he is doing a great job. I think his request is 
certainly with foundation. I feel that this body ought to grant it. I 
think it isan emergency. We need the facilities and need them at once. 

I thank you. 

Mr. Marsnatu. Thank you. 

Mr. Smrrn. Unless there are some other questions that enter the 
minds of the committee, which they desire to ask of our gentlemen 
present here, we think we have told our story. We hope you will act 
favorably. 

Mr. Marsuatu, Thank you for appearing before our committee. 


Bear Creek Prosect, PENNSYLVANIA 


WITNESS 


HON. FRANCIS E. WALTER, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF PENNSYLVANIA 


Mr. MarsHaru. Next we will be pleased to hear from our distit- 
guished colleague from Pennsylvania, Congressman Walter. 
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Mr. Watter. The project for flood protection on the Lehigh River 
authorized by the 1946 act and properly known as the Bear Creek 
project should be commenced at the earliest possible date. It is both 
urgent and vitally essential to the great commercial and industrial 
Lehigh Valley. The Bear Creek project, which will control flood- 
waters of the Lehigh River through the construction of an impound- 
ing dam on the Lehigh River north of White Haven, will benefit 
industry and inhabitants of the Lehigh Valley, and will bring hoped- 
for relief to an area under constant threat of flood disaster. 

Of course, the immediate effects of the construction of this project 
will be the bringing of relief to the chronic unemployment areas of 
the Lehigh Valley since a substantial part of the labor force for the 
project will be drawn from the stricken communities. 

The 1946 act which authorizes the project permits the construction, 
according to current plans, of a 122,000 acre-foot flood-control reser- 
voir, a reservoir which will control the runoff from an area exceeding 
288 square miles. This area in the plain of the Lehigh River is a 
small arsenal of defense, dotted with important industrial establish- 
ments, including the vital steel mills of Bethlehem and the iron 
foundries at Easton. Practically all of the plants in the Lehigh 
Valley have been defense plants at one time or another. 

The 1942 flood of the Lehigh River presents a stark picture of local 
flood disaster and the effects on a national level. The Bethlehem 
steel plant, which was a strategic part of our defense and engaged in 
war production, was inundated and immobilized in the middle of our 
1942 war effort. The same is true with the Lehigh foundries in 
Easton. Railway lines, which includes the Lehigh Valley Railroad 
and the Central Railroad of New Jersey, were rendered inoperative 
for many weeks during the 1942 flood. Immediate construction of 
the Bear Creek project would remove this potential threat to our 
industrial capacity by eliminating the possibility of a repetition of 
the flood experience of 1942. 

Damages attributed to high water in the 1942 flood amounted to 
an estimated $12 million. If the 1942 flood should happen with the 
same force today, damages would exceed $22 million. The 1942 flood, 
though the maximum of recent record, is not the only disaster of this 
type to hit the area. Very serious floods occurred in 1933, 1935, and 
1936, and floods of lesser gravity are a common occurrence. 

The estimated cost of the Bear Creek Dam and Reservoir is 
$17,200,000. Of the amount, $507,000 has been appropriated to date. 
The project is ready for construction. A good beginning can be made 
with an appropriation of $800,000. Part of the initial appropriation 
would assist the Corps of Engineers in making essential land acquisi- 
tion and construction of outlet works. 

Mr. Marsuaty. Thank you, Congressman, for a fine statement. 

Mr. Watrer. Thank you, Mr. Chairman, for affording me the 
opportunity to present it to your committee. 

Mr. MarsHau. Before we close the hearings on projects east of 
the Mississippi, there are a few statements, that have been submitted 
to the committee, which I shall place in the record if there is no 
objection. 
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Town River CHANNEL, Mass. 


First is a statement by Mr. Fred E. Bergfors of the Quincy Chamber 
of Commerce. This statement has been sent to the committee by our 
distinguished and able colleague, Congressman Wigglesworth, who 
has been a valued member of the Committee on Appropriations for 
many years. 

(The statement referred to follows :) 


STATEMENT BY FRED BD. BERGFORS, CHAIRMAN, SOUTH SHORE HARBOR DEVELOPMENT 
COMMITTEE OF THE QUINCY CHAMBER OF COMMERCE, QUINCY, Mass. 


Mr. Chairman and gentlemen, I appreciate the opportunity to appear before 
the committee and present the following paper on Town River modification sis 
contained in House Document No. 108 of the 83d Congress, Ist session, as 
authorized by the House Committee on Rivers and Harbors, dated December 2, 
1946. 

The 1st session of the 83d Congress has authorized the project. 

We would like to respectfully ask your committee to recommend that the 
United States Corps of Engineers and the Budget Bureau include it in their 
recommendation for appropriation to the next Congress, and still better that 
you recommend the inclusion of it in an amendment to the present appropriation 
bill on publie works. 

As you, this committee, must well know, there has been a complete change 
in the characteristics of the United States merchant marine fleet. You have 
seen the complete disappearance of shallow-draft ships such as the Liberty and 
Victory and the appearance of large deeper-draft ships as the T-2’s and T-3’s. 

Whereas, the channel prior to the World War was adequate for the type of 
commerce that utilized, it, today it is wholly inadequate. 

All present ships available and using this channel have to use expensive 
lightering in order to reduce the draft. Consequently, the saving intended on 
the shipping costs of all goods used in the fast growing area of 400,000 people 
has not been forthcoming and still worse the original expenditure is not produc- 
ing the results intended. 

That is why we say that the Town River Channel deepening is one of the 
most needed projects in the whole of New England. 


JAMES River CHANNEL 


Mr. Marsuauu. Next is a letter from W. R. McCann, a consulting 
engineer of Hopewell, Va., concerning the James River Channel 
project. 

(The statement referred to follows :) 


W. R. McCann, 
Crescent Hills, Hopewell, Va., May 3, 1955. 
Hon. CLARENCE CANNON, 
Chairman, Committee on Appropriations, 
House of Representatives, Washington, D.C. 

DEAR CONGRESSMAN CANNON: From newspapers, I note that on May 6, 1955, 
there will be held before the Committee on Appropriations a hearing at which 
there will be discussed a proposal contemplating a full survey of the lower James 
River Channel instead of the partial survey that is presently authorized. 

This letter is written to recommend that the survey, with its estimates of 
traffic and of costs of both construction and operation, be separated into two 
divisions, viz: 

1. Channel in James River from Hampon Roads to the confluence of the James 
and the Appomattox. 

2. Channel from the confluence of the James and the Appomattox to Richmond. 

An overall estimate of costs of deepening the entire James River Channel from 
tidewater to Richmond would not reflect a true picture of what an economical 
Government would be warranted in expending in anticipation of river traffic for 
many a year to come. The deepening of the Appomoattox-Richmond Channel, 
largely rock excavation, would be extremely costly and could not possibly be war- 
ranted either by the traffic of today or by the traffic dreamed of by optimistic 
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poosters of the port of Richmond—a mere 80 miles or so from the ports of 
Hampton Roads, which are capable of developing facilities that would belittle 
any port in the world, not to mention a Navy rendezvous that has no equal. 

The Hampton Roads-Appomattox Channel is by no means antiquated; and 
this portion of the James is now carrying much seagoing traffic. A comparatively 
small expenditure of public moneys, to ease a few curves and to deepen channel 
(when and as required), would establish for years to come all necessary inland 
facilities, even including such channel as might be required by deep-draft sea- 
going barges for transportation of oil—and oil, by the way, is an easily pumpable 
commodity, and a few privately owned pipelines would be immeasurably cheaper 
than deep and lengthy channels constructed, maintained, and operated with tax- 
payers’ dollars. 

I respectfully request that this communication be placed in the record of your 
hearing, in an appropriate place. This, I believe, will be in the interest of a 
better understanding of the subject involved on the part of all who read the 
record in the future. When a transcript of your hearing is printed, I shall 
greatly appreciate a copy. 

Cordially and sincerely yours, 
W. R. McCann. 


Hartweitt Dam 


Mr. Marsuau. Next is a letter from J. A. Stevenson and Lucile 
Watson, with attachments, setting forth opposition to the Hartwell 
Dam project. 

(The letter referred to follows :) 


CLEMSON, 8. C. 
May 2, 1955. 
Representative FRED MARSHALL, 
Chairman House Appropriation Subcommittee, 
House Office Building, Washington, D. C. 

My Dear Mr. MARSHALL: Enclosed is a photostatic copy of a petition signed 
by 65 citizens of this locality setting forth some of the reasons why we do not be- 
lieve the proposed Hartwell Dam should receive approval for construction funds 
from Congress. 

Hartwell Dam is to be located on the Savannah River between Georgia and 
South Carolina. 

We the petitioners ask that our statements be made a part of the record of 
the hearings on this project to be held this week. 

Sincerely yours, 
L. A. STEVENSON. 
LUCILE WATSON. 

The Board of Directors of the Oconee County Planning and Development Board, 
representing over 300 members from every section of the county, at its regular 
meeting on Monday, February 9, 1953, officially went on record as strongly op- 
posing the Hartwell Dam development. Our national representatives were 
notified of this action shortly after the meeting. 

A most competent engineer presented various phases of this proposed project 
to our board and we went on record opposing it for practically the same reasons 
as stated in the attached letter. 

S. F. Reeper, President, 
(When action was taken) 
S. F. REEDER 


The undersigned farmers, business and professional men of Anderson, 
Oconee, and Pickens Counties, S. C., urge that no further funds be appropriated 
for Hartwell Dam. This dam is not needed for power. There is no power 
Shortage in this area and firm power can be produced here cheaper from coal 
rgas. It is not needed for flood control. Soil erosion control practices have 
already diminished the runoff of rain, and a fraction of the cost of this dam 
pent to subsidize this program will have more effect on flood control than the 
lam itself. It is not needed for navigation. The foot of the proposed dam is 
ome 500 feet above the head of navigation at Augusta, and no one dares propose 
1 system of locks with so great a lift. The AEC Savannah River plant is not 
terested in this project. We believe that the evidence taken before congres- 
‘ional committees has established all of these facts. 


62348—55—pt. 2——-44 
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We would like to have a fishpond and a lake for powerboats, but we do not 
believe that 100 million Government dollars should be spent to provide us with 
these luxuries. 

This project is supported by those who would enjoy the patronage it would 
provide, by those who would benefit temporarily from the increased spending, 
and by those who believe they will be getting something for nothing. Though 
this community has never enjoyed the phony and disruptive prosperity that comes 
from the lavish waste of Government funds in its midst, we are quite willing 
to forego that now in the interest of the strength and solvency of our Nation. 
We urge you to lock up the congressional pork barrel, and to stop Hartwell Dam 
as the first step in that direction. 

Furthermore, we fear the effect of Hartwell Dam upon our local economy. 
It will flood thousands of acres of our finest farm fields, which fields have not 
been flooded for many years. The lake created by this dam would form a 30- 
mile-long barrier, cutting the town of Anderson off from a third of its trade 
territory, or requiring those living in that area to drive substantially greater dis- 
tance to reach our stores or their jobs here. And the backwaters from this 
lake will turn the experimental pasture and bottom lands of Clemson College 
into the marsh and mudbanks found at the upstream end of a variable-level lake. 

Since we have the courage to sign this letter and thereby face the wrath of 
those who stand to benefit from the waste of this Government money, have the 
courage to vote your conviction and save this useless waste. 

Grubbs Hardware; Wiliam W. Grubbs; C. S. Nuckols; H. S. Miller, 
Sheldon & Miller Furniture Co.; Nathan Vigodssey (The Globe) : 
M. D. Watkins (merchant) ; Hayes & King, barber shop (S. J. H.): 
W. T. McClure, Sr., president, Mac’s Chevrolet Co.:; M. D. Cleeu- 
lord, M. D. Cleeulord Wholesale & Co.; Service Cleaners (Roscoe 
Wilson, owner) ; Marett Farm & Seed Co., by William F. McClure 
Jr., manager; Jesse R. Dickson, Westminster Gin & Fertilizer Co., 
by E. C. Marett, manager and councilman: C. R. Talley; J. A 
Stevenson, real estate; Fred L. Monatt; Albert Marburv; §S. N. 
Browne, M. D.: W. M. Scaife, captain, U. S. Coast and Geodetic 
Survey (retired); Mrs. W. M. Scaife: David S. Moon: S. T. 
Reeder; Wm. A. Strickland; John B. Butler; F. E. Hallonider 
(mayor); Frank Barrett; Barrett Bros. (W. A. A. store) ; Free- 
man Home & Auto Supply, Ralph Freeman; Ed. I. Moore; Louis F. 
Hornick; Zaibo F. Ebner, Zaibo-Ebner-McCracken Co.; Mitchell's 
Drug Store; Frank M. Mitchell; R. B. Hoven; J. B. Martin; Jim 
Smith; R. M. Grubbs, secretary-treasurer, Mac’s Chevrolet Co.; 
Helen Muriel Johns; B. Magee England (England’s General 
Merchandise) ; J. E. Cobb, councilman; F. H. Carver, jewelers: 
B. T. Harbert;: Rosa Cartee; J. H. Johns; Adams Insurance 
Agency, by A. M. Adams; Dr. S. P. Wells (mayor of Seneca, 
S. C.); C. H. Barron, retail grocer; Mt. View Milling Co., S. B. 
Winnown: Marshall F. Parker (partner, Oconee Dairies) ; Wal- 
lace D. Wright, Jr. (partner, Oconee Tire & Recap Co.) ; G. D. 
Wood, S. C. National Bank, Seneca, S. C.: R. K. Nunions: J. FE. 
Paine (retail grocer) ; Homer Ballenger; Mrs. Homer Ballenger: 
Clay W. Adams (owner, Oconee Concrete Co.) ; Mary Stevenson, 
librarian; Lucile B. Watson; A. F. Schildhauer; Jessie K. Schild- 
hauer; David J. Watson; Dan Brown, Anderson, S. C.; J. B. 
Creighton, Anderson, 8. C.; Wade A. Watson, Jr. 


Hartrwett Dam 


Mr. Marsnatu. The last item is a detailed statement submitted by 
Mr. Cecil L. Reid, consulting engineer of Fredericksburg, Va., also in 
opposition to the appropriation of funds for Hartwell Dam. 
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(The statement referred to follows :) 


Cecort L. Ret, 
CONSULTING ENGINEER, 
Fredericksburg, Va., May 7, 1955. 
Re Hartwell Dam on Savannah River. 


Hon. FRED MARSHALL, 
Chairman, Public Works Subcommittee No. 1, 
House Appropriations Committee, 
House of Representatives, 
Washington, D.C. 

Mr. CHAIRMAN AND GENTLEMEN OF THE COMMITTEE: I was anxious to appear 
before your committee in opposition to any appropriation being recommended 
for the above development and to ask that, before any such recommendation is 
made, a real investigation of this whole subject be made by an independent firm 
of enzineers and that the Corps of Engineers’ files be ordered opened to both 
the proponents and opponents of this project, but did not know that a hearing 
was to be had as I was advised that nothing was carried in the budget for this 
project, and I knew of the hearing only 1 day before it took place. 

This dam is one of many recommended by the Army engineers to be built on 
the Savannah River (H. Doc. No. 657, 78th Cong., 2d sess. ). 

The Clark Hill project was authorized and has been constructed at a cost of 
$77,434,000 plus $2,170,000 to be spent during fiscal year 1954-55, or a total of 
$79,604,000 before interest during construction against an estimated cost of 
$35,208,000 including interest during construction. 

The Hartwell development was (in Doc. No. 657) estimated to cost $33,687,000 
and show a benfit-to-cost ratio of approximately 1.85 to 1, based on prewar prices. 
The engineers (Doc. No. 657) claimed the following: 

Drawdown: 28.0 feet 

Usable storage: 2,204,000 acre-feet 

Prime flow: 3,865 cubic feet per second 

Installed capacity : 177,300 kilowatts 

Prime capacity : 177,300 kilowatts at 25 percent load factor 

On January 8, 1951, I visited the office of the district engineer at Savannah 
to collect sufficient data so as to enable our alumni committee to make a report 
to the alumni of Clemson College as to what effect the proposed dam would have 
upon the college, and they supplied a portion of the data requested and promised 
to supply other data at a later date, something which they failed to do, and re- 
fused to either give our committee or allow me to even see the topographic sheet 
covering the college area, saying that there was an error init. This I assumed, 
at the time, to be correct (afterward to be told on June 14, 1954, that the sheet 
was correct). 

Upon examination of the data given it developed that instead of having 2,204,- 
000 acre-feet of storage available with a 28-foot drawdown, it actually was and 
isnow admitted to be practically 1 million acre-feet less. 

The Congress has never been advised of this, insofar as I have been able to 
ascertain. 

In the planning report dated January 1954 it is substantially admitted on 
page 2 where they say that 1,427,000 acre-feet is the drawdown available. They 
simply increase the amount of drawdown to try to compensate for the error, 
but on the same page they say that the dependable capacity will be 170,000 
kilowatts, and the kilowatt-hour output will be 453 million per year. This com- 
pared with 460,400,000 kilowatt-hours in Document No. 657. 

Prime power depends upon prime flow, but as prime flow has been reduced 
from 3,865 (Doc. No. 657) to 3,560 cubic feet per second (planning report Janu- 
ary 1954) they only reduce prime power from 177,300 kilowatts to 170,000 kilo- 
watts even though the extra drawdown entails additional loss of average head. 

The only way that this can be accounted for is to decrease the quality of the 
service by reducing the load factor below 25 percent while they have not been 
able to seli any prime power from the Clark Hill site except on a 4124 percent 
load factor basis and one contract pending at 35 percent load factor but not as 
yet conformed. 

Just because the Corps of Engineers say that there will be so much prime power 
available does not make it true any more than my saying that the prime power 
1S overestimated makes that true, but the Southeastern Power Authority realizes 
that the estimates are rather shaky to say the least. 
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All you have to do is to read the contracts already. made and those pending 
to see that each prospective buyer of their output has to agree to use their steam 
plant to firm up their supposed to be prime power, provided the Congress author- 
izes them to buy power, and according to news reports such an act is now before 
Congress. The President asked Congress for an appropriation in 1954 to take 
care of the Kerr plant on the Roanoke River due to unfavorable water condi- 
tions. Prime power is power that can be taken care of under the worst water 
conditions. 

SHORTAGE OF POWER IN SOUTH CAROLINA 


There has been no shortage of power in South Carolina except that part of the 
territory and the customers served by the South Carolina Public Service Au- 
thority, and even they have ample steam reserve or could have obtained reserve 
from the neighboring utility had they desired to do so. 

The county of Greenwood may not have had much reserve, but they likewise 
could have received aid on almost a moment’s notice to the neighboring utility. 

Both of these are publicly owned. 


ATOMIC ENERGY COMMISSION 


Some proponents of this Hartwell project claimed that its power would be 
needed by the AEC, but the AEC would have no part of it. They want continuous 
power, not 25 pereent power, and have their own plants and will buy what addi- 
tional power they might need from a new steam plant near Augusta, Ga. When 
that claim fell flat, then the AEC needed cooler water, but the Chairman of AEC 
said that there was no assurance that this plant would furnish cooler water than 
the river itself, and in spite of that statement the planning report of January 
1954 still claims cooler water for AEC as an asset of the Hartwell project, but 
assigns no monetary value. 

It likewise gives about 200,000-acre swamp as a possible beneficiary of Hart- 
well, but fails to say how many millions it would take to reclaim this swamp 
but passes that “buck” to another department of the Government. 


FLOOD CONTROL 


There is no land between Hartwell and Clark Hill Reservoir which needs flood 
control, and furthermore the Army engineers propose to eventually flood that 
area permanently. They admit that Augusta was already taken care of with- 
out even Clark Hill. 

NAVIGATION 


It was not originally claimed that Hartwell would have any effect upon navi- 
gation and that Clark Hill would have little, but as their other claims of benefits 
vanish they now claim some benefit against silting but nothing that Clark Hill 
won’t take care of without Hartwell. 

As a matter of fact if Clark Hill and even with or without Hartwell there 
won't be any navigation, or AEC for that matter, if these plants are built and 
operated on a 25 percent load-factor basis, and that is the basis that they are 
figuring on in pricing the value of the power from both of the plants. It is my 
humble opinion that on a 50 percent load-factor basis there will be practically 
no navigation to be affected during low water years. 


SILTING 


Silting will be a very serious problem in the pond above and adjacent to Clem- 
son College even though the district engineers at Savannah advise me that they 
consider that it will be one-half acre-foot per square mile of drainage area and say 
that that is the average on the South Atlantic seaboard. 

Of course the average silting in that section does not necessarily mean that it 
would apply to the Seneca River Basin. 

However, in the late thirties when the Government was looking for a place to 
spend money, it built a dam on Six Mile Creek a few miles above Clemson College 
on land it owned. The land was mostly wooded and little of it cultivated. The 
lake was mostly used for bomb practice during the war. However, the Soil 
Conservation Service moved in and constructed a gaging station and after about 
3 years determined that the silting was about 2.2 acre-feet per square mile of 
drainage area, and after about another 8 years of conservation work, was about 
one-half that amount, or over twice the silting that the district engineer said that 
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it would be. (See SCS bulletin No. SCS-TP95.) Of course there will be some 
small streams high up toward the headwaters where it might be less but we do 
know that Twelve Mile Creek, one of the main suppliers for the Seneca River, 
the silting carrying capacity is and has been for a half century to my own 
knowledge very much heavier. 

There has been some newspaper talk of a $22 million project for soil conserva- 
tion work in Pickens County, but from all I can hear it is backed by the same 
men who advocate the Hartwell Dam. 

Do they propose to charge this to this dam, or do they just write that off? 


BACKWATER CURVE 


The district engineer advised me that there would be no backwater curve at 
Clemson, but advised the college that it would ‘be 8 feet. 

Now there is a 25,000-spindle cotton mill a few miles above Clemson, at Newry, 
nothing but the mill and the homes for the workmen and possibly a few stores. 

The president of this mill became uneasy about what would happen to this 
mill and inquired through Mr. Dorn, his Congressman, and in a letter from the 
assistant chief engineer under date of September 26, 1952, advised the mill 
president that: 

When the pond is to the top of the gates it will back up water in his tail race 
20 feet and then the maximum possible surcharge pool will be 9 feet higher. 
(That’s the backwater curve.) 

This would be only 4 feet deep on his weave-room floor, but the remarkable 
thing is that in 1903 without any water backed up 20 feet in his tail race and 
no dam within 25 miles of the mill the water was 54 feet higher than he said 
it would be as a maximum. 

Of course the answer to that is that the assistant chief engineer wrote what 
the district engineer had told him, and the Corps of Engineers had made no study 
of high-water conditions and just made a very bad guess. 

I have a picture of the waterlines on this mill building gotten after an hour’s 
visit to the mill, and they could have done the same. 

Is the Government prepared to buy this mill and mill village and throw all of 
the people among the unemployed? 

Such investigations as this characterize the whole Hartwell scheme as they 
made no careful study of the streams to the east where they would have found 
a stream lying in the same rainfall area with a drainage area of 2,400 square 
miles against 2,100 for Hartwell, with a plant with substantially the same sfor- 
age, the same pond area, and the same head, and which had been in operation 
about 15 years. 

Would you not think that that plant would have been worth at least consider- 
ing when it came to determining how much prime power could be obtained at 
Hartwell rather than accept gage measurements which covered only a short 
period of time, and a very short time on one branch of the river? They didn’t. 


RESERVOIR MAPS 


I referred above to the fact that I was refused even a look at the topographic 
sheet which showed the proposed pond opposite Clemson. I promptly secured 
one from another source. In the spring of 1954 I wrote to the district engineer 
and asked for maps of the reservoir from Clemson to the head of the lake, and 
Was advised that I could procure the same for a certified check for $1. I sent 
a check for $2 and asked them to include a print of the proposed new water and 
sewer layout which I knew had been made. 

This they did, but I was amazed to find that they had not sent the new serial 
prints but the very maps that they had refused to let me even see 3 years before. 

I visited the Savannah office June 14, 1954, and asked if the maps sent we were 
accurate to the best of their knowledge and belief, and received “yes” for a 
reply. 

I then asked why they had not sent the latest maps. The district engineer 
consulted both his Army and civilian associates and advised me that they had 
not been received from the Fairchild Co. At this I was astounded, for I knew 
that the statement was false, since I had seen and gone over them, had all the 
numbers, their dates, the file number, and the names of the men who had approved 
them. 

Of the 8 drawings, 1 was dated 11 months before that day and the other 7 
were dated 12 months before. I have the drawings’ in my possession. I was 
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perfectly dumfeunded to know that they would stoop so low in order to keep me 
from obtaining information. I still wanted to see the latest planning report, 
and if I had told them that I know the statement was incorrect they would have 
simply said “no” to everything. 

I was.shown the January 1954 report and after some talk was advised that I 
could go to Mr. Sugden’s office and copy it (8 pages single spaced and 2:drawings), 
but was refused the right to have a stenographer copy it. 

I copied enough of the essential features so that I would know when I had 
received a copy of the authentic document, and when I returned to my home I 
secured a copy of this document through one of my Senators. 

I am very sorry but I could not see a copy of the 1955 report, but the assistant 
chief engineer under date of April 8, 1955, advised a Senator that he could not 
furnish a copy to be sent to me. 

However, he did in the letter give some startling data: 

Plan to install: 198,000 kilowatts. 

Ultimate capacity : 330,000 kilowatts. 
Output: 453 million kilowatt-hours. 
Primary output: 365 million kilowatt-hours. 

“The capacity of the project during extreme low-water periods would vary 
between 190,000 and 198,000 kilowatts.” 

It is readily seen that with 198,000 kilowatts installed, they are further 
decreasing the load factor to have more capacity to charge for in making their 
appraisal of value whether it “jibes’’ with actual sales conditions or not. 

An independent study of this whole situation and valuing the capacity and 
output at actual sales prices will show that this plant will operate on less than 
a 1:1 basis, and that the 1954 planning report will produce over $2,200,000 less 
revenue than estimated. 


CLEMSON WATER SUPPLY AND SEWERAGE DISPOSAL 


The drawing showing changes in these two college utilities is amazing. 

They propose to take the water supply from the lake and then dump raw 
sewage in the same lake about 2,600 feet below. 

This is preposterous, but I am sure that neither the Congress nor the State will 


stand for that. 
CONSERVATION OF WATER 


All of the Southeastern States are rightfully becoming more concerned about 
crops and dry weather conditions which are becoming more and more frequent, 
and creating a far more serious condition than any shortage of power. 

The proponents of Federal power are claiming that such dams as Hartwell 
will provide both power and water conservation, but there has been no study 
made as to where water conservation dams should be built so as to give the 
greatest benefit to the most people and still leave the lands undamaged which 
are the best suited for irrigation. Should the plans of the Army engineers be 
allowed to develop as now planned, there will be little of the lowlands in the 
Piedmont section of the Savannah River or its tributaries to irrigate. 

If the original plans as devised in the thirties are carried out, Clemson and 
its very valuable lands and property would be undamaged and water from the 
storage dam just above it would offer an ideal opportunity for experimenting 
and teaching the best methods of conserving water and the use and advantages 
of irrigation. y 

Their own lands and the thousands of acres formerly Government property, 
now owned by the college, would be of the greatest of value to both South 
Carolina and Georgia. 

I have considerable data as to the rate of filling of the proopsed lake above 
Clemson, but do not set it out here on account of the lengthening of this state- 
ment, but it is a very important matter as far as the college is concerned, and 
while 25 to 50 years is a long time in the life of a human being, it is a very short 
time in the life of a college. 

I thank you for your deep consideration of this matter, and I hope that in the 
not too distant future I can develop the matter further before either you or some 
independent engineers whom you may select. 

Respectfully submitted. 

Creor. L. Rem. 

Mr. Marsnaun. The hearings on projects in the eastern section of 


the country are now adjourned. 





Monpay, May 16, 1955. 
Yazoo AND LitrLe TALLAHATCHIE WATERSHEDS 


WITNESS 


HON. JAMIE L. WHITTEN, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF MISSISSIPPI 


Mr. MarsHauu. We are very glad to have as our first witness this 
afternoon our distinguished colleague and chairman of the important 
Agriculture Subcommittee of our Committee on Appropriations, the 
Honorable Jamie Whitten. 

Mr. Wuirtren. Gentlemen, first, 1 wish to express to my colleagues 
my appreciation for the opportunity to appear before you and testify 
in connection with problems facing the people in my own area. 

In 1936 authorization was passed for a comprehensive flood-control 
project in the Yazoo and Little Tallahatchie watersheds, which largely 
cover my entire district. Basically, the plans approved, all before 
I came to the Congress, provided for the construction of four reser- 
voirs in the upper part of my district, the opening of streams out 
into the Mississippi River below these reservoirs, and for related 
works along the creek and streams in the foothill area. 

Prior to my coming to Congress, half of the reservoir project had 
been completed (Sardis and Arkabutla). Subsequently, over the 
opposition of most of the people in my district, the other half (Grenada 
and Enid) were completed. Only in the last 2 years has work even 
been started on the so-called auxiliary channel, Zazoo cutoff, and 


other efforts to complete the work to get the outlets opened up into 
the prea ey River. 


Actually the completion of this overall project has been greatly 
retarded, and during the whole period at least a dozen creeks which 
are major in size during flood periods have been washing sand, 
causing erosion, destroying highways, ruining thousands of acres 
of land, and resulting in tremendous damage to the areas just below 
the dam. Where formerly in the winter seasons high water in these 
river bottoms retarded the flowage rates on the creeks, now due to the 
reservoirs holding back winter floods these creeks—which are major 
to the areas in which they are located—flow during the winter and 
spring seasons at a much faster rate and do tremendous damage. 
Then duing the summer when normally the rivers would be empty 
and let the creek water out, now the rivers are kept full and water 
does not get out. We catch it both ways. The present effect of 
what I discuss makes it imperative that the Corps of Engineers do 
something to relieve the situation. 

The United States Corps of Engineers has authority within the 
funds for the lower Mississippi to start work on these related prob- 
lems, which are part of the comprehensive project; but we have been 
— to get them to give high enough priority to get anything really 
aone. 

Due to the fact that part of the project doing injury to this area has 
been completed and the other major part of the project having been 
retarded, folks in the central area of my district are in an untenable 
position. I, therefore, wish to urge that this committee take such 
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action as is necessary as to speed up the completion of the overal| 
project ; and within whatever funds you do make available to the lower 
Mississippi, in view of the conditions w hich I describe, I urge that in 
your report you direct the Corps of Engineers to survey these condi- 
tions, particularly with regard to creeks in the foothill areas of Carroll, 
DeSoto, Panola, Tallahatchie, and Tate Counties; and within existing 
authority and within the plans of the comprehensive flood-control 
project in existence take action to relieve these conditions. 

I urge that every effort be made to help solve the local problems and 
if possible go ahead with works called for in the overall project for 
certainly we should not have to live with conditions largely caused 
by the Federal Government for another 10 or 15 years. I will appre- 
ciate any consideration you can give to my problem. 

Mr. Marswatz. Thank you, Congressman, for an excellent state- 
ment. 

Mr. Wurrren. Thank you, Mr. Chairman. 


VickspurG- Y AZ00 
WITNESSES 


HON. JOHN BELL WILLIAMS, A REPRESENTATIVE IN CONGRESS 
FROM THE STATE OF MISSISSIPPI 

M. E. WARD, CHAIRMAN, VICKSBURG PORT AND HARBOR COM- 
MITTEE 

HON. PAT KELLY, MAYOR, CITY OF VICKSBURG, MISS. 

ROBERT G. GEOFFROY, MANAGER, VICKSBURG CHAMBER OF COM- 
MERCE 

JAMES P. BIEDENHARN, FORMER PRESIDENT, VICKSBURG CHAM- 
BER OF COMMERCE 


Mr. MarsHati. The committee will be in order. We are very 
pleased at this time to have before our committee our good friend and 
colleague from Mississippi, Congressman Williams, who has a state- 
ment he wishes to make at this time. 

Mr. WituiAMs. Mr. Chairman, I have with me the Honorable Pat 
Kelly, the mayor of the city of Vicksburg, representing the city; the 
Honorable Emmett Ward, formerly city attorney of the city of Vicks- 
burg, who is now the chairman of the Vicksburg Port and Harbor 
Committee, who will testify on behalf of this group; the Honorable 
Jim Biedenharn, representing the chamber of commerce of the city of 
Vicksburg; and the Honorable Robert Geoffroy, manager of the Vicks- 
burg Chamber of Commerce. 

At this time if it is permissible, Mr. Chairman, I should like to 
introduce Mr. Emmett Ward, attorney of the city of Vicksburg, and 
let him outline the problem we are confronted with. 

Mr. MarsHauy. We would be glad to hear you, Mr. Ward. 


STATEMENT BY MR. WARD 


Mr. Warp. I would like to state that I am presently chairman of 
the Vicksburg Port Development Commission. We have been trying 
to modernize and develop a harbor port facility at Vicksburg for some 
years. At one time we had a plan which was authorized by Con- 
gress, which involved the construction of a ring levee with the 
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construction of a terminal facility behind it. That project or that 
authorization was modified at the last session of Congress and an 
alternate plan involving the dredging out of the harbor channel and 
using the s poll to create a fill which would be above flood level was 
adopted. 2 substantial savings in money would result by the new 
plan. 

Under the old plan the contemplated cost was in excess of $5 million, 
for the Federal participation. Under the new plan the cost would 
have been lowered to $3,220,000. 

The plan calls for the F ederal Government to dredge out this canal. 
It is similar in plan to the President’s Island project, which has proved 
so successful at Memphis, Tenn. 

The local interests will be called upon to contribute and will con- 
tribute to the extent of providing the necessary easements; the pur- 
chase of land; the relocation and paving of access roads, and roads on 
the facility; the construction of railroad rights-of-way and rail- 
road track; the relocation of utilities; and the maintenance of the 
facility in the State. We also are to assure the United States Govern- 
ment that a public terminal will be constructed and maintained in con- 
nection with this project. 

In years past we had a terminal which was a river-rail terminal 
only, involving a floating barge out in the Mississippi River. It has 
had to be abandoned. It has been condemned by the railroad company. 

We are now getting by with a makeshift arrangement which is 
totally inadequate. An extensive investigation into ‘this project was 
made. We presented a brief to the U nited States engineers and they 
checked into it. They find that the annual benefits to be derived from 
this type of facility would be such that it would have a ratio of in 
excess of 4 to 1. When you consider that the President’s Island 
project at Memphis only had a fraction over 1 to 1, you can see the very 
fine economic ratio here. 

The Mississippi River has now become one of the main arteries of 
commerce. The river traffic is increasing by leaps and bounds. We 
at Vicksburg and in the surrounding area of Mississippi and Louisiana 
have constant inquiries from people who want to use the river for 
transportation purposes, but they cannot find a sufficient amount of 
facilities to permit the use of the river. 

This fill will have a double purpose. It will provide a quiet in- 
land waterways harbor, and it will be at the end of the Lake Cen- 
tennial, the old bed of the Mississippi River located on the Yazoo 
Canal diversion channel about 4 miles from the mouth of the Yazoo 
River and the Mississippi. There will be facilities where barges can 
come in and load and unload and be handled. 

The local interests, in an effort to show good faith in this project, 
have procured the passage of an enabling ac t by the Legislature of the 
State of Mississippi under the terms of w vhich the State and the county 
are matching funds for the implementation of port facilities. 

Mr. Marsiany. When was this act passed ? 

Mr. Warp. In the last year. Under the present plan we are accu- 
mulating funds at the rate of 1 mill per assessed valuation of Warren 
County. 

We have an assessed valuation in excess of $35 million. Allowing 
for your delinquent collections, we estimate there will be an annual 
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contribution to this fund of some $33,000 to $34,000 a year. This is 
being earmarked for this project, for our portion of it. 

When the project is completed, we are going to insist upon the use 
of it by only those people who will and can use river transportation. 

This [exhibiting picture] is a picture of the project, which shows 
you in brief how it would look. It is on the canal, which means that 
as it grows you can continually progress up the canal. There are, 
initially, 245 acres contemplated in this construction. As the need 
develops it can be utilized and pushed on up the river. 

The ratio of benefits there was based upon a complete use of the 
facility within 25 years, and a life of the harbor of 50 years. We went 
by Presidents Island on our way up here, and we talked to the man- 
ager of that project. They had the same 25-year and 50-year schedule. 
The bare land was turned over to the Memphis, Shelby County, Port 
Development Committee, I think in 1952. They have made remark- 
able strides in utilizing the area that they have. 

We feel that that will certainly be duplicated at Vicksburg. Our 
city, our county, and our local people are very much behind this 
project. We did not have an opportunity to get this amount of money 
which we are asking for included in the current budget for the reason 
that the modification of this plan was not adopted until your last 
session of Congress. We are, therefore, asking something which we 
understand is somewhat unusual. We would like for $80,000 planning 
money to be added to the budget which you are now considering. 

We feel that transportation on the river is so vital to the economy 
of our Nation; that we have been trying to get this along in an accept- 
able state for some time; that we, ourselves, on a local level have shown 
our interest in trying to do our part; and we feel that we are justified 
in making this request. We are presently operating a very limited 
terminal facility through a contract between the city and the private 
operator, but this contract will expire within the next 214 years, at 
which time we would have no guaranty of any type of public terminal 
at all. 

As it is used now, the rail facilities are gone and they have to have 
a very expensive operation of transferring from barge to land and 
then loading back on trucks. If it goes to the railroad, it has to go 
from barge to trucks to the railroad. 

We would sincerely and respectfully ask your consideration on this 
project. We feel that it is a fine one for the entire area, encompassing 
eastern Louisiana and western Mississippi, and it will be a needed link 
in your water transportation system which has become so vital to the 
economy of our Nation. 

Mr. MarsHaty. Thank you, Mr. Ward. You have given a splendid 
statement before our committee. 


STATEMENT BY CONGRESSMAN WILLIAMS 


Mr. Witirams. Mr. Chairman, may I add an observation to the tes- 
timony of Mr. Ward? The city of Vicksburg, one of the older cities 
in the State of Mississippi, has been precluded from expanding indus- 
trially because of the fact that it is almost entirely surrounded, on 
three sides, by the Vicksburg National Military Park, thereby pre- 
venting an expansion in those directions, and on the other side it is 
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hounded by the Mississippi River. At the present time the only Ee 
sibility for expansion apparently rests with this. particular project. 

Now, whether the fact that the Vicksburg Military Park hems the 
city in on three sides might place upon the Federal Government some 
indirect responsibility to assist the city in its “growing pains” of 
course is a matter for the committee to determine and not for us. But 
on behalf of this delegation from Vicksburg, as well as myself, I should 
like to express our appreciation to the committee for the consideration 
which has been shown to us and for the indulgence accorded us by 
the committee this afternoon. We do not want to take your time 
unduly or to impose upon your patience. However, if you would per- 
mit me to read a letter I have received from the Yazoo County Wild- 
life League I would certainly appreciate it. 

Mr. MarsHauu. We will be glad to hear the letter. 

Mr. WiuiaMs (reading) : 


The Yazoo County Wildlife League of Yazoo County, Miss., composed of land- 
owners and sportsmen in the affected area of the lower auxiliary channel, Yazoo 
River headwater flood control and being vitally interested in the conservation 
of all the natural resources in this area, do hereby petition that this entire 
project be reviewed. 

We believe that as this project was developed primarily as a flood-control 
project that due consideration was not given to the conservation of the other 
natural resources in the area. We believe that in view of the great interest now 
shown in irrigation in this area and also the fact that the water tables are being 
lowered alarmingly fast over the entire country, that a thorough study should 
he made as to the effect this drainage program will have on the surface water 
storage and the recharge rate of the underground aquifers. 

We are further concerned with the effect this project will have on the fish, 
vame, and forests. The auxiliary channel will drain several natural lakes com- 
pletely and will directly affect Yazoo County lakes and streams so that there 
will not be a possibility of fish restocking through natural sources. The project 
will also open an almost mile-wide strip through the only remaining big game 
hunting area in Yazoo County. 

We therefore believe that if proper planning is not done at this time and 
corrective measures taken that this project will have an adverse effect on all 
the natural resources in this area, including wildlife. 

We ask that agencies, established for the purposes of conservation by the 
Federal, State and county governments, be consulted and recommendations be 
requested and where feasible that the recommended action be made a part of 
this project. 

We further request that this petition be made a part of the record. 

Yazoo County WI LpLiFeE LEAGUE, 
By J. P. CAMPHEW, Jr., President. 

Attest: 

J. H. Pepper, Secretary. 


Mr. Wituiams. If there are any questions that any members of the 
subcommittee might have I am sure that any of us would be glad to at- 
tempt to answer them. 

Mr. Botanp. How large a city is Vickburg? 

Mr. Wiiurams. V icksburg i in 1920 had approximately 20,000 peo- 
ple. Is that not about right, Mr. Ward ? 

Mr. Warp. Yes. 

Mr. Wituiams. Today Vicksburg has somewhere in the vicinity of 
30,000. I think perhaps the mayor could answer that question better 
than IT could 

Mr. Ketty. Vicksburg has approximately 32,000 people. The 1950 
census showed 28,000, and since that time about 1 000 new homes have 


been built in Vicksburg. 





698 


Mr. Botanp. When was this project authorized ? 

Mr. Witu1aMs. Congress authorized this project in 1946 but it was 
modified by Public Law 780, of the 83d Congress, to reduce the cost 
estimate by some $2 million. 

Mr. Marsuati. Thank you for appearing before our committee, 

Mr. Ketiy. Gentlemen, it has been nice to see all of you. We do 
appreciate your time. 


PLAQUEMINE-MorGAN Crry ALTERNATE ROUTE 


WITNESSES 


ERNEST D. WILSON, PRESIDENT, GREATER BATON ROUGE PORT 
COMMISSION 

P. CHAUVIN WILKINSON, PRESIDENT, GREATER BATON ROUGE 
PORT ASSOCIATION 

DALTON K. BROWN, MEMBER, GREATER BATON ROUGE PORT COM- 
MISSION 

DALE MILLER, EXECUTIVE VICE PRESIDENT, INTRACOASTAL 
CANAL ASSOCIATION OF LOUISIANA AND TEXAS, HOUSTON, TEX. 

ROY T. SESSUMS, DIRECTOR, LOUISIANA STATE DEPARTMENT OF 
PUBLIC WORKS, BATON ROUGE, LA. 


Mr. Marsuary. The committee will be in order. We would be very 
pleased at this time to hear from Mr. Ernest D. Wilson, president of 
the Greater Baton Rouge Port Commission, and other representatives. 

Mr. Wilson, please introduce the rest of your people for the pur- 


pose of the record, and as they have statements to make you may call 
on them. 

Mr. Wirson. At this time, or later? 

Mr. MarswHauu. Just as it fits your convenience. 


STATEMENT BY MR. WILSON 


Mr. Wirson. Thank you, Mr. Chairman. 

Mr. Chairman and gentlemen of the committee, I am Ernest D. 
Wilson of Baton Rouge, appearing before you as president of the 
Greater Baton Rouge Port Commission. We are an executive depart- 
ment of the State of Louisiana, now well along in the construction of 
$12,500,000 in new public port facilities on the Mississippi at the head 
of deepwater navigation. I might mention that currently I also have 
another nonpaid civic job, that of chairman of Louisiana’s State Board 
of Commerce and Industry. In business life, I am in the steel distribu- 
tion and fabricating industry. I would like to state that I am appre- 
ciative of the opportunity to say a few words here on the improvement 
project for the alternate route of the Gulf Intracoastal Waterway. 

Gentlemen, this is the third straight year I have been pr ivileged to 
talk to you about this vital navigation project—and I am most grati- 
fied to say that, with the help of the Congress, and the good faith and 
100 pereent cooperation of local interests, the job is launched. I am 
here primarily to urge you respectfully to give the alternate route 
project a solid, practic: cal boost toward completion within a reasonable 
time, 

The alternate route, as you know, saves north-to-west and west-to- 
north tows some 168 miles—except that the savings is not realized by 
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most modern day barge traffic because the route is so terrifically out- 
moded. While the alternate route stays at about 2 million tons of 
traffic a year, the main route of the Gulf Intracoastal Waterw ay gains 
and gains. The main route has increased from about 20 million tons 
in 1946 to about 42 million tons in each of the last 2 years reported 
by the corps. The district office of the corps recently informed me 
that of about 10 million tons which passed through Harvey lock last 
year at New Orleans, some 714 million tons was neither local nor 
eastbound. In other words, somewhere around that tonnage should 
have moved through the alternate route—but its Plaquemine lock and 
tortuous route made it unusable. 

But these physical facts are well known to this committee, and 
other Louisiana navigation interests have no doubt brought them to 
your attention. 

Gentlemen, I do not know of another project where local interests 
are so eagerly fulfilling Federal requirements. Our own port com- 
mission has furnished all of the right-of-way assurances from Morgan 
City to Port Allen, some 64 miles, with some 27,000 acres to be fur- 
nished free of cost to the United States. We are furnishing $12,500,000 
in public terminals at the northern end of the improv ement. These 
will all be in operation by next February 15. They consist of a large 
grain elevator and dock, a molasses terminal, and 1,400 feet of gen- 
eral cargo docks, together with rail, water, roadway, and other service 
facilities. Two years ago and last year, I promised you this public 
construction. Now, it is a reality. cays year, all of the local assur- 
ances had been promised. This year, they have already been deliv- 
ered. We have already furnished some 3,000 acres of right of way— 
we have another 5,000 acres ready to turn over, and we have a full- 
time coordinator plus our legal staff now acquiring the other 
properties. 

Let me emphasize, also, that the navigation and port interests of our 
area are united in their support of this project, and will not appear 
before congressional committees this year seeking funds for any other 
project having any local interest involved—in fact, we will testify for 
and support no other project whatsoever. 

Now, last year, despite the fact that the alternate route project was 
not in the President’s budget, the Congress very wisely appropriated 
the first $750,000. This year, the President’s budget contains $1,260,- 
000 to be spent on construction. We are erateful for the recommen- 
di for this recognition by the 
administration. But, emiinnel, thie } is a $29 million or $30 million 
project—and it was already sadly overdue and needed 10 years ago 
when it was first authorized. I fear that the gulf navigation sy stem 
development will be seriously hampered unless the Congress, in its 
wisdom, sees fit to accomplish this job on an eccelerated time schedule. 
To do so will require appropriations in greater amount than those 
contemplated by the administration at present, if the improvement is 
to be finished in—say, 5 or 6 years. I urge you to appropriate as much 
for the coming fiscal year as can be e¢ onomically spent by the corps— 
and I should estimate that sum to be $2 million at the very least, and 
no doubt much more could be carefully and wisely used, if it could be 
made available. 

I am more deeply cognizant every year of the heavy burden: you 
gentlemen of this committee and in the C ongress bear, trying to guar- 





700 


antee our mere continued existence in a world with the bomb fuses 
always lit. In such circumstances, we can’t have everything at home 
we need, let alone things we want. I know you gentlemen are trying 
to keep domestic expenditures as reasonable as possible without let- 
ting our national plant deteriorate. But I ask you to consider that 
this alternate route is a primary need in our interior navigation sys- 
tem—and also to recognize that local interests along the route are will- 
ing and able to pitch their own funds and resources into the job right 
with you and for the general, as well as the local, good. 

Thank you, again, gentlemen, for your courtesy. 

Mr. Marsuarzt. Thank you for your statement. Would you now 
introduce the other people here. 


STATEMENT BY MR. WILKINSON 


Mr. Wirson. Mr. Chauvin Wilkinson, the president of the Greater 
Baton Rouge Port Association, a civic organization representing the 
triparish area, will be our next and last witness, sir. 

Mr. Marsnaryu. We would be glad to hear from you, Mr. Wilkinson. 

Mr. Wiixtnson. Mr. Chairman and gentlemen of the committee, 
I am P. Chauvin Wilkinson, of Port Allen, La. Port Allen is the 
small city on the Mississippi opposite Baton Rouge, and just north of 
the lock to be built as a part of the current improvement project for 
the alternate route of the Gulf Intracoastal Waterway. I am here as 
a member of the West Baton Rouge Parish Police Jury, which is the 
same thing as the county commission in most States. I also repre- 
sent the Greater Baton Rouge Port Association here as is its president. 
This is a civic organization interested in port and navigation matters, 
und not to be confused with the port commission, the latter being the 
official State agency building public terminals on the alternate route 
near Port Allen. 

The port commission, as one of your other witnesses has explained, 
has furnished most of the assurances along the route from Morgan 
City to Port Allen. Our parish, the northernmost of five parishes 
through which the alternate route passes, has furnished joint assur- 
ances for the right-of-way in our parish only, which is the limit of 
our authority. I should add that the major right-of-way cost will 
occur in our West Baton Rouge Parish, and we are cooperating to the 
limit of our financial ability—the State bearing the rest of the cost. 

I have kept in close touch with the project, and therefore feel that 
the amount set up in the President’s budget for the construction to be 
accomplished in the next fiscal year could be very economically 
increased. The budget asks $1,260,000 for construction. Last year, 
we were very happy to have a starting appropriation of $750,000. 
This sum has already been spent on a 4-mile land cut, and on design 
and survey work. Just last week, our police jury finished trying an 
expropriation suit to obtain some 1,800 acres of land in our parish 
which will be urgently needed by the corps on and after July 1, if funds 
are appropriated as anticipated by the Congress, for the construction 
work planned for next year. We obtained the land for $42,000—and 
will Share the cost with State agencies. 

A large railroad bridge is to be constructed during fiscal 1956, and 
it is my understanding that it will cost in excess of the $1,260,000 
allotted in the President’s budget. One more railroad bridge and 4 
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major highway bridge are also involved in the improvement project, 
not to mention the lock at Port Allen, which in itself will cost some 
$18 million or $19 million. These items comprise the major costs in 
iu project of close to $30 million. Unless additional funds are ap- 
propriated to provide for major design work during the coming year, 
I feel strongly that we will be adding years to the completion date. 

Kach year of delay on the alternate route improvement will either 
increase the congestion at the Harvey lock at New Orleans, or will 
tend to discourage increased use of the Gulf Intracoastal Waterway. 
Modern tows cannot now use the alternate route, principally because 
of the inadequate lock at Plaquemine—which was designed in 1898 and 
built about 1909. During rush periods, tows now have to wait at 
Harvey lock 24 hours and more. This situation will be alleviated 
somewhat when the new Algiers lock at New Orleans is placed into 
service. 

However, in case of a national emergency, if New Orleans naviga- 
tion should be interrupted by reason of disaster, the Nation’s transpor- 
tation system would receive a severe blow. The alternate route in its 
present ‘condition simply would be useless as a diversion route. The 
Congress and the administration, I feel, have given some consideration 
to this fact in allowing the alternate route ‘improvement project to 
begin. Both for the ordinary, routine navigation needs, and for the 
promotion of national safety, I would like to suggest to you that the 
alternate route project be moved along very rapidly. I would like to 
suggest further that the corps be asked to give you gentlemen an esti- 
mate of the largest amount that can be spent next year without waste— 
and that you do your utmost to give it to them. 

Let me close by telling you I truly appreciate the opportunity to 
appear before you, and the courteous reception you have given me. 

Thank you, gentlemen. 

Mr. Marsnautu. Thank you, Mr. Wilkinson. , 

Mr. Taper. Can you tell me, is traffic now moving by water from 
this point down at Morgan City up to Port Allen? Is there any at 
this time? 

Mr. Witson. I would say “No,” sir. 

Mr. Taser. You would say no? 

Mr. Winson. No, sir. Morgan city just happens to be the cross- 
roads or junction point between the main intracoastal canal and the 
alternate route. 

Mr. Taser. How much traflic is now moving from Morgan City to 
Baton Rouge by way of the Intracoastal Waterway and the 
Mississippi ? 

Mr. Wide? do not have those figures, sir. There are some 2 
million tons a year now moving through the alternate route via 
the Plaquemine. I presume your first question related to the local 
traftic originating at Morgan City. There is no local traffic as such. 

Mr. Taner. No; it related to all traffic. 

Mr. Wirson. Two million tons, then, sir, is the answer to your 
question. 

Mr. Taser. Two million tons? 

Mr. Witson. Yes, sir. 

Mr. Taper. That covers traffic over all, running from Morgan City 
to Plaquemine ? 
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Mr. Witson. Plaquemine, La., sir; as it presently enters into the 
river. We estimate, based upon what is moving via the Harvey lock, 
that there should be some 71% million tons moving from Morgan City 
to Plaquemine today, when the new cutoff is completed. That is ton- 
nage that goes up the Mississippi River points, and, of course, west 
of Mor gan C ity, but there is no local traffic between Morgan City and 
the Mississippi River—Morgan City as such. In the area there is, yes. 
There is petroleum and petroleum products produced in the are 

Mr. Taser. Your estimate is that the traflic that will run aed 
this canal will be somewhere around 

Mr. Witson. Seven and a half million tons per year, sir. 

Mr. Taper. The freight rate is currently what? 

Mr. Wirson. The freight rate of what commodities, sir? They are 
different rates on different commodities. 

Mr. Taser. I know there are different rates for different commodi- 
ties. The average rate is what ? 

Mr. Witson. Mr. Taber, it would be difficult to make an average 
rate on all commodities, sir. 

Mr. Taser. What would it be on petroleum ? 

Mr. Wirson. The rail rate, sir, or the barge rate ? 

Mr. Taser. The water rate presently from Morgan City to Baton 
Rouge. 

Mr. Wirson. Well, sir, Morgan City-Baton Rouge has no such 
movement. 

Mr. Taser. No movement at all? 

Mr. Wirson. Not between the two points, sir. Within the area, yes. 
There is a lot of oil production in Louisiana, in the seneahii, which 
moves by barge and tows. Usually those petroleum movements are on 
a contract basis, sir; not on a common-carrier published-rate basis. 

Mr. Taser. All right. I will not try to pursue it any further. 

Mr. Marswatt. We thank you for your statement. 

Mr. Bonanp. May I ask one question ? 

Mr. Marsuat. Mr. Boland. 

Mr. Botanp. As I look at this sketch here, this project takes you 
from Morgan City up to Port Allen. The present. alternate route 
takes you from Morgan City to Plaquemine. Why is the alternate 
route not the same? Why do they not increase the channel in the 
Plaquemine River? What is the distance from where the alternate 
route now serves Port Allen? 

Mr. Wiixrnson. Roughly 20 miles. 

Mr. Botanp. What is the distance from the alternate route to the 
Mississippi River, or Plaquemine? 

Mr. Wiison. Mr. Sessums, the director of public works, has that 
information. I believe it is some 20 miles. 

Mr. Botanp. You say it is some 20 miles. Is it the same distance 
where the alternate route now ends and goes to the Mississippi River, 
as it appears here, up to Port Allen? It ‘does not look that w ay on the 
map. 

Mr. Wirson. I do not know what map you refer to, sir. 

Mr. Wiixtnson. I think I know what the gentleman has in mind. 
From Indian Village at the present time to the Mississippi River; is 
that what you want? ° 

Mr. Botanp. Yes. 
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Mr. Wiixrnson. I think that is approximately 9 miles. The 
Plaquemine lock, completed in 1909, is totally inadequate. At the 
present time to get a barge tow through the Plaquemine lock the tow 
has to be dismantled and one barge taken through at a time. 

Mr. Botanp. What are you going to do with the Plaquemine lock 
after the lock between Indian Village and Port Allen is completed ? 

Mr. Witson. That would be abandoned. The tows cannot go 
through without being broken up. It is in a very bad state. The 
president there has made a statement it will have to be closed down 
within 5 years. 

Mr. Boxtanp. It would seem to me it would be a lot cheaper to 
have the alternate route continue as it is and increase the capacity 
on the Plaquemine River to handle the traffic. 

Mr. Wuson. There is no river, sir. It is a canal. 

Mr. Botanp. The canal. Would that not be cheaper? 

Mr. Wuson. The route is tortuous. It is circuitous. The locks are 
outmoded. It is a physical impossibility, in my judgment as a lay- 
man, to increase the present route from Indian Village to Plaquemine. 
The engineers after thorough study planned to bypass the circuitous, 
tortuous route from Indian Village to Plaquemine, by making a new 
channel more or less on a straight line from the point known as 
Indian River. The lock has to be completely reconstructed. It should 
be a new, modern lock with larger capacity. 

Mr. Botanp. Is there any channel now running from Indian Village 
to Port Allen ? 

Mr. Wirson. No, sir. 

Mr. Bouanp. There is nothing there but land? 

Mr. Witson. There is some small section of the waterway along 
the edge of the marshes, sir, until it gets within a few miles of Port 
Allen. 

Mr. Botanp. Actually you are engaged in building a complete new 
channel from Indian Village to Port Allen; is that right? 

_Mr. Wuson. I think that is the intent of the authorization; yes, 
sir. 


Mr. MarsHatu. Thank you, Mr. Wilson, and thank your group. 


STATEMENT BY MR. SESSUMS 


Mr. Sessums. Mr. Chairman, if I may I should like to file a brief 
and have a couple of minutes. 

Mr. MarsHatu. Without objection, that will be included in the 
record. 

(The information is as follows :) 


A Brier WRITTEN STATEMENT IN SUPPORT OF ADEQUATE APPROPRIATIONS TO THE 
Corps OF ENGINEERS, UNITED STATES ARMY, FOR GULF INTRACOASTAL WATERWAY 
MopiFIED PLAQUEMINE-MoRGAN CITY ALTERNATE ROUTE 


Presented to House Public Works Appropriations Subcommittee, United States 
House of Representatives, by the State of Louisiana, Department of Public 
Works, Roy T. Sessums, Director, May 1955 


INTRODUCTION 


Navigation is of utmost importance to Louisiana because of geography, the 
physiorraphy of the State, and its mineral resources. Louisiana is a maritime 
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State on the Guif of Mexico, with access to the ports of the world. It is aly 
situated at the hub of the most extensive inland waterway system in the world. 
where the 6,903 miles of the gulf-intracoastal and Warrior-Tombigbee systems 
and the 12,351 miles of the Mississippi River system link the resources of the 
gulf coast with the industrial] centers of Northern, Midwestern, and Eastery 
United States. Locally, the 7,500 miles of navigable waterways within Louisiang 
constitute one of her most valuable assets, for the majority of these streams 
traverse the marshes and lowlands where most of the State’s mineral wealth 
is found, and provide the most practical means of developing the resources 0 
an otherwise inaccessible area. 

The department of public works is the planning agency of the State govern 
ment, and has the responsibility of formulating plans for proper development 
of the resources of the State. One of its most important duties is the improve. 
ment and extension of Louisiana’s inland waterway system. In carrying out 
these duties, the department maintains close liaison with the Corps of Engineers, 
United States Army, who are engaged in similar work in the gulf coastal area 
Through the medium of this brief, it seeks to obtain adequate appropriations 
from Congress to energetically prosecute construction of the modified Plaquemine. 
Morgan City route of the Intracoastal Waterway, La. 


THE GULF INTRACOASTAL WATERWAY, AUTHORIZED MODIFIED ROUTE, PLAQUEMINE 1 
MORGAN CITY, LA. 


Congressional authorization for modification of the Plaquemine-Morgan City 
route of the Intracoastal Waterway was obtained on July 24, 1946, and _ pro- 
vides for enlargement of the existing channel to dimensions of 12 by 125 feet 
from Morgan City to Indian Village, constructing 18 miles of new channel of 
the same dimensions from Indian Village to the Mississippi River at Port Allen 
and constructing a new lock at Port Allen. The latest estimated cost of the 
authorized work is $29 million, of which $750,000 has been appropriated by 
Congress. Navigation interests consider this canal equally as important as the 
main stem Intracoastal Waterway. 

The existing route provides a shortcut for commerce between the Mississippi 
Valley above Baton Rouge and the Louisiana and Texas gulf coasts, saving 
151 miles in distance over the route through New Orleans which otherwise must 
be used. However, the shallow and tortuous channel and the small and obsolete 
lock at Plaquemine restrict the use of this waterway to the smaller craft, and 
the benefits of the short route are not available to the larger equipment used i! 
navigation of the Mississippi River and the main stem Intracoastal Waterway. 
The modified route will remove these restrictions and increase the savings in 
distance to 160 miles. 

The project is now under construction after a delay of 8 years because funds 
were not made available by Congress. During the period of delay commerce 
over the Mississippi River and the Sabine-Mississippi River section of the gulf 
Intracoastal Waterway increased approximately 214 times, while that over the 
Plaquemine-Morgan City section, connecting these 2 great waterway systems 
and offering the advantages of a short, direct route between western and norther! 
points, has remained substantially at the 1946 level. The following table 
compares traffic on these waterways in the years 1946 and 1953. 


TARLE 1 


Tons of 
Waterway section commerce ! Increas 
1953 


a = ‘ lh scene tad 


Mississippi River: New Orleans-Baton Rouge , 469, 000 35, 992, 000 | 21, 528, ("" 
Intracoastal Waterway: 
Sabine River-New Orleans , 206, 000 26, 946, 000 | 15, 740, OF 
Plaquemine-Morgan City , 533, 000 1, 772, 000 239, OM 


1 From annual report, Chief of Engineers, U. 8. Army. 


The increase in inland waterway transportation equipment is illustrated by 
the following figures for the Mississippi River system and the gulf Intracoast: 
Waterway: 
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TABLE II 


1940 
Number of towboats_____ ; e002 
Total horsepower . ‘ 282, 306 
Average horsepower per tow boat __. ; . 313 


Number of barges 3 4,915 7, 936 
Total capacity, tons : : 3, 564, 716 | 6, 996, 


or 


Average capacity per barge, tons Baar 725 


This table clearly shows the growth of inland waterway transportation in 
the affected area as reflected by the great incerase in number of towboats and 
barges, and the pronounced trend toward larger and more powerful equipment. 
This trend is the principal reason for failure of the Plaquemine-Morgan City 
route to carry its share of the incerased traflic. The facilities ofiered by the 
existing canal cannot accommodate modern waterway equipment, and are now 
completely obsolete. Improvements to this section of the Intracoastal Water- 
way have not kept pace with improvements in waterway transportation 
equipment. 

Early completion of the authorized project will result in great savings in 
transportation time and money. If the existing route had been adequate, traffic 
over it would have increased in proportion to that over the Mississippi River 
system and the Gulf Intracoastal Waterway, or about 2!4 times. This means 
that an additional 5,000 trips would have been made in 1953, saving from 1 
to 2 days per trip over the longer route through New Orleans which was used. 
On the same basis an additional 2 million tons of commerce would have been 
transported over the canal, saving 160 miles in distance, or about $800,000 in 
transportation costs. 

The modified route will terminate on the Mississipp River at Port Allen, 
opposite Baton Rouge. These two cities together will then take the place of 
New Orleans as‘the point of transfer from canal carriers to river Carriers, 
relieving to some extent congested river traffic conditions at that place. In 
anticipation of the incerased traffic which the modified canal will bring, the 
Greater Baton Rouge Port Commission is now spending $15 million in expanding 
and improving port facilities. Their plans also include development of the 
Devil’s Swamp barge canal, a current-free navigation harbor on the river at 
Baton Rouge, construction of which has been authorized by Congress. The 
success of these navigation facilities is predicated to a large extent upon the 
modified route of the Plaquemine-Morgan City Waterway, which suggests a 
strong reason why the authorized work should be energentically prosecuted to 
completion, 

The statements and facts presented in the preceding paragraphs clearly 
show that the authorized improvements are vitally necessary to promote the 
welfare of interstate and local commerce, and that failure of Congress to 
provide funds for accomplishing the project is causing substantial monetary 
loss and inconvenience to waterway operators. Further delays in construction 
due to inadequate appropriations will be detrimental not only to navigation 
interests, but to local and national interests as well. The facts also show that 
it is equally as urgent for the United States to improve the efficiency of its 
inland waterway system as it is for private interests to improve the efficiency of 
the equipment which operates over the system. 

The Department of Public Works considers the fact presented here of suffi- 
cient importance to warrant completion of the authorized work on the Plaque- 
mine-Morgan City route, Intracoastal Waterway as early as practicable. It 
therefore requests that annual appropriations be sufficient to complete the 
project over the next 6 years as scheduled by the Corps of Engineers. 

STATE OF LOUISIANA, DEPARTMENT OF PUBLIC WoRKsS, 
Roy T. Sessums, Director. 
Hu B. Myers, Chief Engineer. 


Mr. Sessums. Iam Roy T. Sessums, Director of Public Works of the 
State of Louisiana. We have the responsibility of planning inland 
havigation projects with respect to the State and cooperating with 
the Corps of Engineers. 





706 


I have here a prepared brief which I will talk about for a moment, 
and I would like to file the brief for the record. I would like to 
make a few comments with regard to some questions that were asked. 

This old lock at Plaquemine was constructed about the turn of the 
century. In a sense it is a hazard to flood protection. It must be 
closed at certain seasons of the year, at high water, because of its in- 
adequacy and the lack of strength. 

I am sure that when this new project is completed the lock must be 
closed for security purposes. It 1s very short and inadequate to handle 
the modern tows, which has resulted in decreased use of the waterway, 

Mr. BoranpD. Why could it not be made adequate ? 

Mr. Sessums. It would have to be completely destroyed and a new 
one constructed. It would be easier to construct a new lock at a 
different location. 

Mr. Botanp. It would be cheaper to build a new lock than to re- 
construct the present lock ? 

Mr. Sessums. My answer would be, yes, sir; it would be more eco- 
nomical. I think that is completely borne out in the Corps of Engi- 
neers hearings and proceedings and in their evaluation of the project 


some years ago. They treated that very carefully and considered 
enlargement of the existing locks or relocation. All of that went 
into the economic study of it. 

This waterway serves the entire inland waterway system of the 
United States. It will be of value through to the head of naviga- 
tion on the Mississippi River, to St. Anthony Falls in Minneapolis. 
It will also serve the Ohio Valley, the Tennessee Valley, the Missouri 


Valley, and other areas of navigation, together with connections 
through to Chicago. It is an integral and much-needed part of the 
inland waterway system. 

I do not want to take any more of your time. I appreciate your 
graciousness. 

Mr. Witson. Mr. Chairman, I regret not having introduced Mr. 
Sessums. I assumed he was going to testify in a different hearing. 
Possibly I should have introduced him, 

Mr. MarsHatu. Mr. Wilson, we appreciate you and your group 
appearing before our committee. 


Lower MississippP1 Prosects 
WITNESSES 


HON. EDWIN E. WILLIS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF LOUISIANA 

HON. JERE COOPER, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF TENNESSEE 

HON. CLIFFORD DAVIS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF TENNESSEE 

HON. E. C. GATHINGS, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF ARKANSAS 

HON. PAUL C. JONES, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF MISSOURI 

HON. GEORGE S. LONG, A REPRESENTATIVE IN CONGRESS FROM THE 
STATE OF LOUISIANA 

HON. FRANK E. SMITH, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF MISSISSIPPI 
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HON. T. A. THOMPSON, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF LOUISIANA 

HON. JAMIE L. WHITTEN, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF MISSISSIPPI 

PEYTON BERBLING, ILLINOIS MEMBER, LEGISLATIVE COMMITTEE 
OF THE MISSISSIPPI VALLEY FLOOD CONTROL ASSOCIATION, 
CAIRO, ILL. 

FRANK PIDGEON, CHAIRMAN OF THE MEMPHIS PORT AUTHORITY, 
CITY OF MEMPHIS 

EARL R. SCHULTZ, CHIEF ENGINEER, LITTLE RIVER DRAINAGE 
DISTRICT, CAPE GIRARDEAU, MO. 

W. G. HUXTABLE, CHIEF ENGINEER, ST. FRANCIS LEVEE DISTRICT 
OF ARKANSAS, WEST MEMPHIS, ARK. 

WALTER C. PLOESER, PRESIDENT, MISSISSIPPI VALLEY ASSOCIA- 
TION 

ROBERT SHORTLEIGH, MANAGER, LOWER MISSISSIPPI OFFICE, 
MISSISSIPPI VALLEY ASSOCIATION 

J. G. BURKE, ATTORNEY, CITY OF HELENA, ARK. 

DE WITT POE, CHAIRMAN, SOUTHEAST ARKANSAS FLOOD CONTROL 
AND DRAINAGE ASSOCIATION 

WILL T. McKIE, CHIEF ENGINEER, YAZOO-MISSISSIPPI DELTA 
LEVEE DISTRICT 

DAMON R. HEADDEN, MEMBER, HOUSE OF REPRESENTATIVES, 
STATE OF TENNESSEE 

R. B. GOALDER, MEMBER, BOARD OF LEVEE COMMISSIONERS, 
FULTON COUNTY, KY. 

ALBERT L. STORY, VICE PRESIDENT, ST. JOHNS LEVEE AND DRAIN- 
AGE DISTRICT 

ROY T. SESSUMS, DIRECTOR, DEPARTMENT OF PUBLIC WORKS, 
STATE OF LOUISIANA 

C. 0. WATTS, PRESIDENT, ATCHAFALAYA BASIN LEVEE DISTRICT 
BOARD, PORT ALLEN, LA. 

C. H. BOND, CHAIRMAN, EAST ARKANSAS DRAINAGE AND FLOOD 
CONTROL ASSOCIATION, MARION, ARK. 

W. S. SIMPSON, EAST ARKANSAS DRAINAGE AND FLOOD ASSOCIA- 
TION 

S. P. REYNOLDS, CHIEF ENGINEER, ST. FRANCIS LEVEE DISTRICT 
OF MISSOURI; PRESIDENT, BOARD OF SUPERVISORS OF LITTLE 
RIVER DRAINAGE DISTRICT, CARUTHERSVILLE, MO. 

BRUCE TUCKER, EXECUTIVE VICE PRESIDENT, MISSISSIPPI VAL- 
LEY FLOOD CONTROL ASSOCIATION 

ED C. BREWER, ATTORNEY, BOARD OF LEVEE COMMISSIONERS, 
YAZOO DELTA 

SAM H. COKER, PRESIDENT, YAZOO-MISSISSIPPI DELTA LEVEE 
BOARD, CLARKSDALE, MISS. 

W. C. BEANLAND, CHIEF ENGINEER, BOARD OF MISSISSIPPI LEVEE 
COMMISSIONERS, GREENVILLE, MISS. 

P. L. DENTON, MARKS, MISS., COMMISSIONER, YAZOO-MISSISSIPPI 
LEVEE BOARD 

R. B. OLIVER, JR., CAPE GIRARDEAU, MO. 

ROBERT M. CONTOIS, DISTRICT ENGINEER, DEPARTMENT OF PUBLIC 
WORKS, LOUISIANA 

E. D. CONNER, DIRECTOR, ST. FRANCIS LEVEE BOARD, WEST 
MEMPHIS, ARK. 
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F. W. BURKE, JR., ATTORNEY, ST. FRANCIS LEVEE DISTRICT, 
MARIANNA, ARK. 

OLIVER S. WOOLLARD, DIRECTOR, ST. FRANCIS LEVEE BOARD, 
CLARKSDALE, ARK. 

PHILIP WARREN, PRESIDENT, BURAS LEVEE DISTRICT, BURAS, LA. 

L. G. PEYTAVIN, PRESIDENT, PONTCHARTRAIN LEVEE BOARD, 
LUTCHER, LA. 

L. J. HARELSON, PONTCHARTRAIN LEVEE BOARD 

HU B. MYERS, DEPARTMENT OF PUBLIC WORKS, BATON ROUGE, LA. 

RAY R. RUSHING, PONTCHARTRAIN LEVEE DISTRICT 

EVERETT REEVES, MEMBER, EXECUTIVE COMMITTEE, MISSISSIPPI 
FLOOD CONTROL ASSOCIATION, CARUTHERSVILLE, MO. 

T. P. HARVARD, MEMBER, YAZOO-MISSISSIPPI LEVEE BOARD, LAKE 
CORMORANT, MISS. 

0. H. ACOM, SUPERVISOR OF LITTLE RIVER DRAINAGE DISTRICT, 
WARDELL, MO. 

H. T. COUNCIL, BOARD, MISSISSIPPI RIVER LEVEE COMMISSION, 
GREENVILLE, MISS. 

J. DRUE LUNDY, BOARD OF MISSISSIPPI RIVER LEVEE COMMISSION, 
BELZONI, MISS. 

E. H. NEILL, GREENWOOD, MISS. 

J. B. GILLISON, CHICOT COUNTY DRAINAGE DISTRICT, LAKE VIL.- 
LAGE, ARK. 

JOHN F. GIBSON, DERMOTT DRAINAGE DISTRICT, DERMOTT, ARK. 

L. H. SHAW, REELFOOT DISTRICT, RIDGELY, TENN. 

ROBERT SWEATT, REELFOOT DISTRICT, RIDGELY, TENN. 

E. T. HORNOT, WHITE RIVER LEVEE DISTRICT, HELENA, ARK. 

Cc. G. BABS, YAZOO AND MISSISSIPPI LEVEE BOARD 

HUGH L. GARY, YAZOO AND MISSISSIPPI LEVEE BOARD, GREEN- 
WooD, MISS. 

C. A. FAIRBANKS, RRABB LEVEE BOARD, ALEXANDRIA, LA. 

DANIEL V. CRESAP, LOUISIANA DEPARTMENT OF PUBLIC WORKS, 
ALEXANDRIA, LA. 

L. T. WADE, BOARD, MISSISSIPPI LEVEE COMMISSIONERS, GRACE, 
MISS. 

Cc. J. LOWRANCE, JR., PRESIDENT, ST. FRANCIS LEVEE DISTRICT, 
ARKANSAS 

JOHN B. WHITE, MEMBER, ST. FRANCIS LEVEE BOARD 

W. C. BRYANT, ST. JOHNS LEVEE DRAINAGE DISTRICT, DORENA, 
MO. 

JAMES H. ARNBERG, FULTON COUNTY, KY., LEVEE DISTRICT 

BURRELL FAIR, ST. FRANCIS LEVEE DISTRICT, WEST MEMPHIS, 
ARK. 

C. E. YANCEY, SR., ST. FRANCIS LEVEE BOARD 

FRANCIS SESSUMS, DEPARTMENT OF PUBLIC WORKS, LAFAYETTE, 
LA. 

AL HARAWAY, LACONIA LEVEE AND DRAINAGE DISTRICT, 
HELENA, ARK. 

RAY MAXWELL, CYPRESS CREEK DRAINAGE DISTRICT 

OHMER C. BURNSIDE, SOUTHEAST ARKANSAS LEVEE DISTRICT, 
LAKE VILLAGE, ARK. 

0. O. KEMP, SOUTHEAST ARKANSAS LEVEE DISTRICT, ROHWER, 
ARK. 
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Rk. M. HAMMONS, TENSAS BASIN LEVEE DISTRICT, WISNER, LA. 
(. H. BARD, CHAIRMAN, EAST ARKANSAS DRAINAGE AND FLOOD 
CONTROL ASSOCIATION 


Mr. MarsHauu. The committee will be in order. We will be very 
pleased at this time to hear from our distinguished colleague, Con- 
gressman Willis from Louisiana, who, along “with all the rest of his 
responsibilities, is vice president of the Mississippi Valley Flood Con- 
trol Association. Congressman Willis, we will hear from you. 


STATEMENT BY CONGRESSMAN WILLIS 


Mr. Wituis. Mr. Chairman and members of the committee, as in- 
dicated I appear in 2 capacities: 1 as a Member of Congress from 
Louisiana vitally interested in flood-control work, particularly as it 
affects the Mississippi River and its tributaries; and, second, as the 
lirst vice president of the Mississippi Valley Flood ¢ ‘ontrol Associa- 
tion. 

My understanding of the agenda today is this: There are a number 
of Members of Congress w ho are here in person at this time. The 
chances are others might be coming in. With your consent, instead 
of naming some now I would ask that the reporter later on designate 
at this point the Members who have attended the hearing in person. 

Mr. MarsHatu. We will be pleased to have the name of each of the 
Members, in attendance at this hearing, appear in the witness list. 

Mr. Wituis. Mr. Chairman, there are about 20 of the Members from 
districts in the lower Mississipp1 area who are drawing up a joint 
statement. With the committee’s permission I would like to submit 
that statement, as soon as it is approved by the Members involved, for 
printing immediately after the record of this afternoon’s verbal testi- 
mony. 

Mr. Marsuauti. The committee will be glad to comply with that 
request. 

Mr. Wituis. Now I should like in the interest of orderly procedure 
to present to the committee Mr. Peyton Berbling, of Cairo, Ill. Mr. 
Berbling is an eminent lawyer, a civic leader, a member of the execu- 
tive committee of the association, and a gentleman who has devoted a 
great part of his time in the fighting of floods in the v: alley. 

I think after he gives a general overall statement it would be well, 
as I say, for orderly procedure that he in turn present the witnesses 
who will develop particular items in the general item known in the 
budget as the Mississippi River and Its Tributaries. 

M: ay I present, Mr. Chairman, Mr. Peyton Berbling of Cairo, Ill. 

Mr. MarsnHauy. Mr. Berbling, we would be glad to hear from you at 
this time. 


STATEMENT BY MR. BERBLING 


Mr. Berstinc. Thank you, sir. I have 25 copies of my statement 
and also a table that I would like to give each member of the com- 
mittee. 

First I want to say to this committee that the Mississippi Valley 
Flood Control Association is an organization of port authorities, 
cities, drainage and levee districts along the Lower Mississippi River 
from Cairo to the Gulf of Mexico. Its membership is limited to 
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such public subdivisions, and every person who will testify here today 
is an official of one of those public subdivisions. We are not con- 
nected with the Mississippi Valley Association, the National Rivers 
and Harbors Congress, or any other organization, other than as a mat- 
ter of policy we hold contributing memberships. 

Our activities and work are limited to flood control and navigation 
on the Lower Mississippi Valley and that only. We think it is the 
strongest and most representative voice of the Lower Mississippi 
River Valley. 

My name is Peyton Berbling, and I live at Cairo, Ill. I am the 
Illinois member of the legislative committee of the Mississippi Valley 
Flood Control Association, and I have been chosen by the association 
to present to your committee the views and recommendations of our 
association for flood control and bank stabilization of the Mississippi 
River and its tributaries. 

In our presentation of testimony before you, we shall deal with only 
one appropriation item, namely that of “Flood control, Mississippi 
River and tributaries.” 

In the time allotted to me, I want to point out the work that has 
been done, the work that remains to be done, and the necessity for an 
early completion of the work. I shall deal only with the flood-control 
problems in general. The men I shall call as witnesses will tell you the 
problem in detail. There are only a few witnesses, but they are here, 
not in individual capacities, but as the chosen representatives of the 
millions of American citizens who live and work behind levee systems 
in the States of Illinois, Missouri, Kentucky, Tennessee, Arkansas, 
Mississippi, and Louisiana. Every one of these witnesses is an expert 
on flood control. Many of them have spent a greater part of their 
lives in actual flood control. They know the river, and its capacity for 
good and its capacity for destruction. After I have finished my over- 
all statement, I will call on these men to tell your committee the par- 
ticular problems that confront them in their areas, and why they 
believe certain things should be done. 

Prior to 1928, nearly all flood control projects in the lower Missis- 
sippi River Valley were paid for by the local interests, that is, the 
city, levee district or area involved. But after the great flood of 1927, 
the Federal Government recognized that this was too big a problem 
for the local interests, and that the Federal Government had a respon- 
sibility to assist in the flood protection of the areas in the valley sub- 
ject to floods. Accordingly, the Flood Control Act of May 15, 1928 was 
passed by the Congress. That act left upon the local community, the 
burden of providing rights-of-way, the earth materials for the levees, 
and the maintenance of the levees, after completion. The Federal 
Government assumed the expense of building the levees. Thus, the 
immense cost of constructing and maintaining levee systems was 
shifted to a partnership between the Federal Government and the 
local authority. With some adjustments, that policy is still in force. 

The local interests have spent to date the sum of approximately $350 
million for direct flood control, to match the expenditures by the Fed- 
eral Government. In addition, the costs of maintenance, interior 
drainage, access roads, and other operational costs have been borne by 
the local authorities. So it can be readily seen that the partnership 
created by the Flood Control Act of 1928 is not a one-sided affair. 
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The levees along the Mississippi River proper, usually designated 
as main stem levees, extend from a few miles north of Cairo, IIl., south 
to the Gulf of Mexico. There are 1,599 miles of these main stem levees. 
The levees hold back flood waters from over 20 million acres of fertile 
farm land, protect the lives and property of several million oe, 
and keep safe the many thousands of industries behind their walls. 

The harnessing of the great river and the control of floods was 
planned as an overall project in 1928. At the end of the fiscal year 
1955, or 27 years later, only 1,320 miles of levee will be completed, 
Jeaving 279 miles that are inadequate in grade and section, and there- 
fore a danger to the safety of the people and property behind them. 
It makes no difference if the levee be strong above or below a weak 
spot. If the weak spot gives way, the lands both above and below are 
flooded. These levees are all front line levees. A break in one spot, 
for all practical purposes means that the whole levee system has gone 
out for many miles each way. The project is only about 77 percent 
complete, although planned and started over a quarter of a century 
ago. The total cost was to be approximately $114 billion. In the face 
of tremendous increases in cost of labor and materials, the cost to date 
is still well within the projected cost and can be completed within that 
estimated cost. 

The question then arises, why is the work not completed? Without 
criticism, but only to state the facts, as the record will bear me out, 
this delay and failure to complete this vital project is because the Con- 


gress of the United States has failed, year after year, to allocate and 
appropriate enough money to accomplish full progress. For many 
years, the Corps of Engineers of the United States Army has had a 
physical plant capable of doing approximately $100 million flood 


control and bank stabilization on the river. But, each year, Congress 
has —— only about half as much as could profitably and 
economically be spent. As a consequence, progress has been slowed, 
and because of the passage of time, some work has to be done over. 
If the Congress had seen fit to appropriate enough money each year 
to meet the capacities of the Corps of Engineers, the protection would 
have been realized long ago. 

For many years two terms have been used, main-stem levees and 
off-main-stem levees. There are many tributaries of the lower Mis- 
sissippi River. Many of them are sizable rivers; namely, the St. 
Francis, White, Arkansas, Yazoo, Red, Ouchita, and the Achafalaya 
Rivers. The total miles-of levees on these tributaries totals 1,955 
miles. Only 924 miles of these levees have been completed, or less than 
50 percent. The protection of the people and property living along 
the tributary streams has also been slowed by the failure of Congress 
to appropriate enough money to do the job. Our concept of flood 
control has been changing. We no longer can think in terms of main- 
stem protection, which would be only a narrow ribbon up and down 
the valley. Flood control now means control of the whole alluvial 
valley. The flood waters of the tributaries are just as wet as the 
waters of the Mississippi and can do just as much damage. And in 
dealing with flood protection, we must of necessity face it as an over- 
all problem, taking into consideration the problems and protection of 
the people and areas along the tributaries and the main river alike. 
Only by doing the job that way, will complete protection be realized. 
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In the fiscal year 1955, with the physical plant available, the Corps 
of Engineers could have profitably and ec onomically spent between 
$75 million and $100 million. Last year the river was and remained 
at an almost all-time low stage for many months. If there had been 
a margin of money available between the work that was accomplished 
with an wperegelntveln of $45,450,000 and what should have been ap- 
propriated, the Corps of Engineers could have very easily done at 
the very lowest possible cost, ‘bank revetment and stabilization work 
that in higher stages of the river will probably double in cost. But 
the money was not available and the work was not done. 

The budget estimate for the fiscal year 1956 is $50,885,000. In our 
opinion this estimate is inadequate to fulfill the needs of the lower 
Mississippi Valley for flood control and to allow the orderly and 
economic progress of the work. We have carefully gone over the 
items of this appropriation and we believe that the sum of $62,350,00 
is the minimum amount necessary for the fiscal year 1956. That sum 
is still below the average annual appropriation for this work in recent 
years 

In the past 25 years, the Government of the United States has 
literally given away to foreign countries billions upon billions of 
dollars. For a while we were giving away about $10,500,000 a day 

My point is, that while the people of the lower Mississippi River 
Valley were not granted enough money to enable the completion of 
their protection against floods. : at the same time we were giving away 
billions to other nations. And we still are giving billions away. 
And I am informed that in the so-called pipeline and money appropri- 
ated but not spent for foreign aid, there are many more billions of 
dollars. 

These remarks are not offered in criticism, but in a sincere effort 
i. evaluate the situation. The money given and being given has been 

labeled as money spent for combating communism. We have no quar- 
rel with that. Whether or not we are accomplishing our purpose is 
not a matter for us to decide. But any money allocated for flood 
control will also combat communism and other things by making our 
own country strong. Compared to what we are giving away, the 
additional amount asked to protect our own citizens is little indeed. 

The lower Mississippi Valley is a very vital part of the national 
economy of these United St ites. It has been justly called “the bread- 
basket of the Nation.” Behind its levees is grown a ae f scan of the 
national production of corn, cotton, rice, soybe: ins, Sugar, wheat, and 
other agricultural products. Behind these levees nine is a consider- 
able portion of the industrial might of the country. Flood destruc- 
tion crippling this area would cripple the Nation. 

If the Members of Congress could only see the terrific toll of flood- 
waters, they would appreciate the fact that the protection of this area 
from floods is far too important to permit any lag in its completion. 
Foodstuffs, cotton, and industrial production are just as vital in win- 
ning wars as guns and men. 

Let me say at this point, that we who live in the Mississippi Valley 
and know intimately the great work that the Corps of Engineers is 
doing and has done with the limited funds at its disposal, believe that 
in the Corps of Engineers the Nation has and has long had, the finest 
group of men dedicated to public service, in the world. They have 
done and are doing a magnificent job. 
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As I have stated, it is the considered opinion of the Mississippi 
Valley Flood Control Association that the budget estimate of $50,- 
885,000 for the fiscal year 1956, is inadequate. I want to discuss br iefly 
the "general items of that budget estimate, and then I will call on 
witnesses to testify as to the specific items. 

MAINTENANCE: This item I 1as remained fairly constant for many 
years at $15 million and we do not see any reason ‘for a $300,000 redue- 
tion at this time. We recommend that this item be increased to 
$15 million. 

Mr. Taper. So far there has been no effect toward lessening the 
maintenance costs as a result of the millions which have been spent on 
construction ? 

Mr. Bersuine. Actually, it has cost more today, Mr. Taber, because 
labor costs have gone up so terribly much over what they had been, 
and in this era, when we have had our high prices, it has become neces- 
sary that we have at least that much. 

I might say to you, sir, that maintenance is not only a problem in 
connection with the levees which have been built, but it is also a part 
of the river itself, keeping the channel open and things of that sort. 
So, it is part of the overall picture and the cost goes on year after year. 

The maintenance of levees themselves is the job of local authorities. 
I am talking about the maintenance of the navigation so that it can 
keep going, ‘and also the the banks and that sort of thing. However, 
there is a separate item for revetment, but I do not think that could 
be cut at all. 

Nothing is recommended for emergencies. We do not recommend 
any change in this item. We will cross that bridge if and when we 
come to it. 

Mappine: This is another item that remains fairly constant at 
$200,000 but with new projects coming up, we recommend this be in- 
creased to $275,000. 

Misstsstppt River Levers: We believe that the recommended appro- 
priation of $2 million for this item, while much higher than the 
appropr iation for the same work last year, is still inadequate. At the 
end of the fiscal year 1955 there will be 279 miles of main-stem levees 
still deficient in grade and section. The sum recommended will only 
build up to approved grade and section 28 miles of levee. At that 
rate it will take 10 years to complete the protection. We recommend 
that this item be increased to $3 million. This will complete approxi- 
mately 41 miles of levee and at that rate it would take less than 5 years 
to complete the work. 

Bank Srasiuizarion: The sum recommended by the Budget 
Bureau for this work is $19 million. ‘That will permit completion of 
about 20 miles of revetment. We should have enough money to do 30 
miles of revetment, per year. The 20 miles of work under the appro- 
priation will go a long way toward keeping the banks stabilized and 
the river channel open, but in the face of rising prices, the probable 
higher stages of the river, we recommend that this item be increased 
to $20 million, so as to insure that 20 miles will be « ‘completed. Higher 
stages of the river mean higher costs per mile of revetment. In sup- 
port of our recommendation, we would like to point out the extreme 
importance of keeping the banks stabilized and the channels open. 
Waterway transportation has been growing steadily for the last sev- 
eral years. The last statistical information we have is for the year 
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1953, and that year there were over 80 million tons of freight trans- 
ported over the lower Mississippi River. That is a lot of freight and 
the channels must be kept open. 

In concluding this general and overall statement for the assdcia- 
tion, I would respectfully state to the committee that this is not an 
engineering report, and is not a statistical analysis. It is the factual, 
considered ‘judgment of the Mississippi Valley Flood Control Associa- 
tion of what is needed, and what should be done. It represents the 
best thinking of the officials, officers, and property owners in the many 
cities, levee and drainage districts, from Cairo to the Gulf of Mexico. 

With your permission I will now call on the witnesses present as to 
the specific items in the budget estimate. 

I will be glad to answer any questions of the committee, and then, 
with your permission, I will call on the specific witnesses. 

Mr. Marsa. First, I would like to insert in the record the table 
you have referred to, then we shall proceed to hear the next witness. 

(The table referred to follows :) 


Flood control, Mississippi River and tributaries—Budget data, fiscal year 1956 
| (Mississippi 
Budget | Valley Flood 
Appropriation, approval, Control Asso- 
fiscal year 1955 | fiscal year ciation recom- 
1956 mendation, 
fiscal year 1956 


Mai ain stem: 
Mississippi River levees- - ~_------.-- : | $853, 000 | $2, 000, 000 | $3, 000, 000 
Bank stabilization works 7 18, 775, 000 19, 000, 000 | 20, 000, 000 


Item of work 


Mapping_-_- ot  akede 200, 000 | 200, 000 275, 000 
Memphis Harbor. -- ; i . 571,000 | 600, 000 1, 000, 000 
Old River control_.__--- ABs etbal ceteeet 2, 250, 000 4, 000, 000 

Off main stem: 
St. Francis Basin - | 2, 736, 000 3,000, 000 | 4, 000, 000 
Lower White Rive r, White River backwater levee | 205, 000 | 250, 000 500, 000 
Lower Arkansas Rive a, north bank- ae 480, 000 500, 000 | 1, 200, 000 
Tensas River Basin, Boeuf, Tensas, L afourche , 727, 000 | , 800, 000 2, 000, 000 
Red River backwater area- ia 340, 000 85, 000 | 85, 000 
Yazoo River Basin ‘ » 158, 000 | , 300, 000 | 4, 000, 000 
Atchafalaya River Basin._-._-- bissmanihd cd ‘3 3, | , 200, 000 | 5, 000,000 
Lake Pontchartrain | , 000, 000 1, 000, 000 
Big Sunflower River i os : 500, 000 
Reelfoot Lake area. -- s sai 8 ec asa a edi cailalia dans hci oar ate tt aaa abi ae 300, 000 
Devil’s Swamp, La . eaten 400, 000 
Drainage, Bird’s Point-New Madrid Floodway, Mo. ai Joc sence eke 90, 000 
Maintenance a. 15, 000, 000 14, 700, 15, 000, 000 
IS ig Snes okies oe ai tele 45, 450, 000 50, 885, 000 | 62, 350, 000 





Mr. Bersuine. First, I would like to call your attention to the table, 
again, on the Memphis Harbor. 

Last year, for that harbor there was $571,000 appropriated, and the 
budget recommendation this year is $600, 000. We recommend $1 
million, and at this time I would like to call upon Mr. Frank Pidgeon, 
of Memphis, Tenn., who is the chairman of the Memphis Port Author- 
ity in the city of Memphis. 

Mr. Marsuaty. You may proceed, Mr. Pidgeon. 


STATEMENT BY MR. PIDGEON 


Mr. Pinezeon. My name is Frank Pidgeon. I am president of 
Pidgeon-Thomas Iron Co., also chairman of the flood-control commit- 
tee of the Memphis Chamber of Commerce, and chairman of the Mem- 
phis and Shelby County Port Commission. 

My interest in the economic development of navigation and flood 
control, with particular relation to the lower Mississippi Valley, brings 
me here today to join with the other members of the lower Mississippi 
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Valley, in earnestly poquensing your favorable consideration to increas- 
ing the $50,885,000 budget recommended by the President, to a mini- 
mum of $62 million. It is always a pleasure and privilege to appear 
before you to express my deep interest in flood control and navigation. 

We in the lower Mississippi Valley feel, as you do, that economy is 
most important, and the best security that this country has “Is to 
be financially strong”; therefore, we do not recommend the expendi- 
ture of $1 unnecessarily, but we do not feel that reducing expenditures 
that must be made, necessarily means economy. 

I speak for overall flood control and navigation projects in the lower 
Mississippi Valley, I also speak with particular reference to the Ten- 
nessee chute project (the Memphis Harbor development) and its im- 
portance not only to the lower Mississippi Valley, but the economy 
of the whole waterways system of our country. 

The Federal Government has made quite a sizable investment for 
waterways improvement and maintenance for navigation. This is a 
sound investment which has been recovered many times over in the 
form of the freight savings to the general public and the contribution 
of the waterways to national security. 

To obtain full returns from the Federal investment in our navigable 
waterways, adequate harbors are essential. And as more harbors are 
developed, increased commerce will seek our waterways. 

The Memphis Harbor project was approved by the Congress on 
the basis of the contribution it would make to the navigable water- 
ways system of the United States by encouraging fuller use of this 
system and producing greater return to the general taxpayer in the 
form of freight savings. The report adopted by Congress states: 
“The analysis of prospective commerce indicates that, within a period 
of 10 years subsequent to the completion of the project, additional 
tonnage amounting to 800,000 tons annually with corresponding 
freight savings of $1,480,000 will develop.” Of the harbor Seine 
already completed, over 9,000 feet representing more than half of that 
availdole: will be in use by the end of this year. 

This harbor frontage will be used by 17 industries, 5 of which are 
now operating, 5 of which are building and the other 7 will start 
construction promptly and expect to be operating before the year’s 
end. These 17 industries alone will handle through the new project 
conservatively in excess of 1,500,000 tons of waterborne commerce 
annually. Of particular interest is the fact that some products will 
be new to the waterways, for instance, anhydrous ammonia and other 
liquified gases. More and more interest is being shown in this project 
and the advantages that it offers to users and prospective users of 
water transportation. You can see then, that this project is following 
the pattern of the majority of Federal navigation projects which are 
showing a return far in excess of that calculated by the Congress at 
the time of approval. 

Do not wish to take a lot of time with details in connection with this 
harbor project, because, the details are a matter of record, but I do 
think it is important that you know that the local interests know and 
accept their responsibility. We are providing all rights-of-way, paved 
streets, railroad trackage, power, gas and water sd and fire and 
police protection, etc. We are now building and expect to put into 
operation this year a modern river-rail-truck terminal to be open to 
all, the large and small shipper alike. This terminal will cost us 
about $1,400,000 and we feel that it will make a large contribution 
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toward the purpose for which the project as a whole was designed, to 
encourage a fuller use of the inland waterway system. We are proud 
to state that the local interests have fulfilled their obligations in every 
way and will continue to do so. 

It is important that this project be completed at the earliest time 
possible. This will permit an orderly development and take advan- 
tage of low dredging costs prev ailing in this area at this time due to 
competition. Costs for intermittent drec lging are appreciably higher 
than those for continuous dredging. 

Gentlemen, [ am no engineer but our company has been in business 
in Memphis for over 80 years, and we have used the river. Our com- 
pany has been fortunate enough and large enough, and has used the 
river since 1918. It has resulted in quite a savings to our company. 
It has enabled us to compete with markets like St. Louis and other- 
wise, which we could not compete with without the development of 
this harbor. It means much to the South, and much to the country, 
and I earnestly request your favorable consideration of our request, 
and I would be glad to attempt to answer any questions which you 
might want to ask. 

As I say, I am not an engineer, but if I do not know the answer to 
your question, I am businessman enough to get the answer for you. 

Thank you very much. 

Mr. Marsnaun. Thank you, Mr. Pidgeon. 

Mr. Bersirne. Mr. Chairman, the next item is the St. Francis 
Basin. The appropriation last year was $2,736,000, and the budget 
recommendation this year is $3 million. 

We recommend $4 million, and I would like to call on Mr. Earl R. 


Schultz, of Cape Girardeau, Mo., the chief engineer of the Little 
River Drainage District of Missouri, to present that item. 

Mr. Marsnarr. We shall be glad to hear from Mr. Schultz at this 
time. 


STATEMENT BY MR. SCHULTZ 


Mr. Scuvuutrz. Mr. Chairman and members of the committee, I am 
Earl R. Schuitz, chief engineer, the Little River Drainage District 
of Missouri, Cape Girardeau, Mo. 

I represent the St. Francis River Basin in Missouri and Arkansas 
on behalf of the Mississippi Valley Flood ( ‘ontrol Association. 

The St. Francis Basin is 215 miles long, 53 miles wide at the widest 
point, and with an average width of approximately 39 miles, and has 
an area of about 8,400 square miles. 

The Little River Drainage District is located in the extreme north 
end of the basin and has 20 miles of frontline levees which protect 
an area in southeast Missouri and northeast Arkansas, larger than 
the State of Connecticut, from overflow from the flood waters of the 
Mississippi River. The diversion channel along the north side of 
these levees diverts the runoff from 1,130 square miles of hill area 
which formerly overflowed the lands to the south. 

The Little River Drainage District has an area of approximately 
465,000 acres of land on which benefits are assessed and which paid 
for the construction of 1,200 miles of ditches and levees. In addition 
to the land within the district it furnishes outlet drainage for an 
additional area of approximately 750,000 acres which contributed 
no finaneal aid for the construction or maintenance of these ditches 
and levees. 
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There are 142 miles of Mississippi River frontline levees in Mis- 
souri of which 118 miles have been completed to approved grade and 
section, leaving 24 miles of levees below grade and section in Missouri. 
Arkansas has 158 miles of frontline levees of which 131 miles have 
been completed to grade and section leaving 27 miles of substandard 
levees in Arkansas. This makes a- total of 800 miles of Mississippi 
River frontline levees in the St. Francis Basin in Missouri and 
Arkansas. Of this 300 miles of levees, 249 are to the approved grade 
and section and 51 miles are still below approved grade and section 
in southeast Missouri and northeast Arkansas. 

There are 27.6 miles of revetment along the Mississippi River in 
Missouri and at least 12 miles more are needed to prevent further bank 
erosion. 

In addition to the Mississippi River levees, St. Francis and Little 
Rivers in Missouri have 172 miles of levees of which 73 miles have 
been completed to approved grade and secton. These same rivers 
have 228 miles of levees in Arkansas of which 182 miles have been 
completed to approved grade and section. This leaves 145 miles of 
levees along these rivers in Missouri and Arkansas below the author- 
ized grade and section. 

Missouri and Arkansas have constructed approximately 6,000 miles 
of drainage ditches, of which Missouri has 3,600 miles and Arkansas 
has 2,400 miles. These are ditches constructed by legally organized 
drainage districts and in addition many thousand miles of farm 
ditches have been constructed which bring the water to the outlet 
ditches much faster than formerly and overtax these outlet ditches 
so that additional outlet drainage is needed for agriculture and health. 

The principal bottlenecks for outlet drainage are at the Missouri- 
Arkansas State line on Little River and Big Lake game preserve, 
at Riverfront, the junction of St. Francis Bay and the St. Francis 
River. 

Due to the failure to enlarge the levees along the St. Francis River 
below Wappapello Dam, it is not possible to operate the dam suc- 
cessfully and this leaves much land below the dam in a hazardous 
position. While this project is in Missouri, it will be of as much 
venefit to Arkansas as to Missouri as soon as the much-needed work 
isdone on the St. Francis River downstream. 

The plan for drainage and flood protection for the St. Francis 
River in Missouri and Arkansas is set out in House Document No. 
132, 8lst Congress, Ist session. This plan was approved by Congress 
and Congress authorized the expenditure of $20 million in H. Doe. 
o472 on May 17, 1950. 

Page 14 of House Document No. 132 shows the average annual crop 
loss clue to overflows, to be $2,260,000 in Missouri and $3,400,000 in 
Arkansas, making a total of $5,660,000, or about $13.30 per acre, 
annual loss due to floods using the February 1947 crop prices. These 
prices should be increased by about 25 percent to meet the present day 
prices and this will bring the total loss to about $7 million annually. 

Proposed cutoffs below Riverfront will lower the flood height at 
Riverton about 414 feet for many floods. The fact that cuioffs 
will lower flood stages was proven on the Mississippi River when the 
flood heights at Arkansas City were lowered about 12 feet and about 
4 feet at the mouth of the St. Francis River by Mississippi River 
cutoffs. 

The bottleneck on Little River at the State line is partly due to 
the Big Lake National Wildlife Refuge and is partly due to the reg- 
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ulations set by the Department of the Interior in 1915. The proposed 
plan provides for a new channel (in blue on attached map) to bypass 
the refuge with floodwater and give the areas in Missouri much- 
needed relief. Due to this bottleneck, drainage in Missouri is affected 
for about 20 miles north of the Missouri and Arkansas State line, 
This area in Missouri had a flood damage of about $26 million in 1945 
and no better outlet has been provided since. Such losses are felt 
by the Federal Government and the State government as these losses 
are reflected in income tax payments. 

Below the Poinset-Cross Douaby line the cutoffs from Madison to 
Marianna are under construction (green on attached map). The cut- 
offs above Madison and the construction of about 13 miles of large 
ditches south of Riverfront should be started at once. All of this 
work will have to be done before Missouri can expect flood relief. 

All of the appropriations up to now have been made and are marked 
for work in Arkansas and this is as it should be as Arkansas has to take 
care of all of the water from Missouri. 

The Mississippi River Commission, of the Corps of Engineers, 
United States Army, states that it has no authority under House of 
Representatives Report No. 969 to accompany House Document No. 
5472, 81st Congress, 1st session, under title 11—Flood Control, lower 
Mississippi River Basin, St. Francis River, Mo.-Ark., under “Re- 
marks,” to spend any money off the main stem. Senate Report No. 
1143 to oe House resolution offered no amendment to the St. 
Francis project as approved by the House of Representatives, and the 
partial accomplishment is construed to refer to paragraph 15, page 5, 
of House Document No. 132. 

We are asking that future appropriations do not have such limita- 
tion and that just as soon as possible the work be started in Missouri. 

Missouri and Arkansas have spent approximately $166 million 
in drainage and flood control work which has been paid for by thie 
owners of land in the various drainage and levee districts. In addition 
to this the Corps of Engineers of the United States Army has spent 
many millions more on Mississippi River front line levees and bank 
revetment along the Mississippi River. 

The soil in the St. Francis Basin in Missouri and Arkansas is as 
rich and fertile as any in the world and if given sufficient protection 
from overflow and adequate drainage will produce above the average 
in food and clothing. We may have some surplus crops at the pres- 
ent time but when it is realized that our population increases about 
9,000 per day we will need all of the cropland to produce food and 

clothing in a very short time. 

We urge the Congress to provide the funds requested by the Missis- 
sippi V alley Flood Control Association in the amount of $62,350,000 
and that the St. Francis Basin project be increased to $4 million so that 
this work may be pushed to give Missouri and Arkansas better protec- 
tion from overflow and better outlet for drainage. We also request 
that work be started in Missouri just as soon as possible. 

At least $10 million should be spent annually on this project until 
all of the proposed work is completed. When the plan as outlined in 
House Document No. 132 is completed all of southeast Missouri and 
northeast Arkansas will be afforded better protection from overflow 
and better outlet for drainage. Since this is a problem of two States 
it is impossible for either to do the work and is a project for the Fed- 
eral Government. 

Weare very proud of the work the Corps of Engineers, of the United 
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States Army, is doing and has done in the lower Mississippi Valley. 
They are doing a magnificent job and would be further along with alk 
projects had they had the funds with which to do the work. 

The past two seasons have been dry seasons and the Corps of Engi- 
neers have been under a lot of unjust criticism by the wildlife organi- 
zation including the Fish and Wildlife Service of the Department of 
Interior. Many false statements have been made about their plans 
and work. The Corps of Engineers have done a magnificent job in 
the valley and the training the officers received on duty in the valley 
paid off many times in the last war. Many former district engineers 
had very responsible positions during the last world war. 

The past 2 years have been extremely dry and this affected fishing 
and hunting to some extent but agriculture was also affected adversely. 

Just a few years ago we had floods and overflows which showed the 
need for more drainage and flood control to make the area suitable for 
agriculture and wildlife habitat. At that time there was no criticism 
of the engineers as we now hear. 

All of the problems can be worked out if all interested parties will 
get together and work for the good of the entire valley and not just 
one group of people. 

We hope the appropriation to the Corps of Engineers for the lower 
valley that the work will be rushed to completion as soon as possible. 

Mr. Marsuatu. Thank you very much, Mr. Schultz. 

Our facilities do not permit the reproduction of maps, but we shall 
keep the map which has been submitted with your statement, for the 
committee’s files. I’m sure it will be of use to us in considering this 

roject. 
, Mr, Scuuttz. We would like to submit it for your consideration. 


Mr. Bersuine. Next, Mr. Chairman, is Mr. W. G. Huxtable, who 
has a statement on the St. Francis Levee District of Arkansas. 
Mr. MarsHatu. We shall be glad to hear from Mr. Huxtable. 


STATEMENT BY MR. HUXTABLE 


Mr. Huxrasite. Mr. Chairman, and members of the committee, 
lam W. G. Huxtable, Chief Engineer, St. Francis Levee District of 
Arkansas, West Memphis, Ark. 

I represent the St. Francis River basin on behalf of the Mississipm 
Valley Flood Control Association. 

My levee district is responsible for 158 miles of main levee on the 
west bank of the Mississippi River. It is also the sponsor of that 
portion of the St. Francis basin project that is located south of the 
Poinsett-Cross County line. 

The St. Francis River is 475 miles in length. The basin is 215 miles 
a 53 miles wide at the widest point, and has an area of 8,400 square 
miles, 

Our main levee has been enlarged to the 1941 grade and section for 
131 miles, but the remaining 27 miles of levee should be tompleted 
at an early date. Failure of this incomplete levee could inundate a 
million acres of our levee district of 1,600,000 acres and cause damage 
as great as the total cost of the levee to date, $50 million. 

Our levee district is sponsor for that part of the St. Francis Basin 
below the Poinsett-Cross County line. The principal features are the 
construction of 20 miles of cut-offs to shorten this section of the river- 
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30 miles, and the building of 70 miles of levee to protect the back- 
water area from being flooded. In 1937 the backwater covered 768,000 
acres of fertile farmland. 

The local interests have spent the following for construction by 
direct tax: 
Mississippi River levee_____-_~- $25, 500, 000 
St. Francis and tributary levee__ Ne 12, 500, 000 
2/000 miles of Grainage ditthee.2. . oi) cooks oe cd di Loe heelbe 28, 000, 000 


Total 66, 000, 000 
The Federal Government has spent: 


Mississippi River levee______~_~- HOO, 000 
St. Francis and tributary levee_____ : 5 8, 000, 000 


Total__ eaten” _. 82,500, 000 


The average annual loss in the St. Francis Basin, due to floods, is 
about $7 million. 

We ask that the Congress appropriate at least $3 million for Missis- 
sippi River levees, and $7 million for the St. Francis Basin project for 
the next fiscal year. 


STATEMENT BY HON, WALTBR PLOESER 


Mr. Taper. Mr. Chairman, I would like to announce to the subcom- 
mittee that one of our former colleagues and a member of this com- 
inittee for a long time, Mr. Walter Ploeser, has just come into the 
room, and perhaps the chairman would like to hear from him at this 
time. 

Mr. Marsuauy. We shall be pleased at this time to hear from our 
former colleague, Mr. Walter Ploeser. He was formerly a member 
of this committee, and served with distinction. 

Mr. Piorser. Mr. Chairman and members of the committee, I have 
a statement to make, but I know how overburdened this committee 
must be with all of these items scheduled. So, I am going to file it, 
it you will permit me to do so. 

Mr. Marsuati. Without objection, your statement will be placed 
into the record. 

Mr. Puorser. It is very brief, and I do hope you will be able to 
read it. 

(The statement referred to follows :) 


Mr. Chairman and gentlemen of the committee, my name is Walter C. Ploeser. 
I am president of the Mississippi Valley Association. I live at St. Louis, Mo., 
and I am part of the organization of the Mississippi Valley Association, founded 
in 1919 and covering the 23 Midcontinent and Gulf States. 

In February of this year, the more than a thousand delegates to our annual 
convention unanimously adopted, in their resolution, the following: 

“We urge that the Budget Bureau and Congress continue to recognize the 
importance of early completion of this project, particularly in light of the fact 
that inadequate annual appropriations have caused costly delays: 

“Under the Food Control Act of 1928 as amended, Congress authorized flood- 
control works to protect the lower Mississippi River basin from the disheartening 
and tragic consequences of floods. Althought the program is 27 years old, the 
main line levees are only 77 percent complete on a monetary basis. Bank stabi- 
lization, as originally planned, is only 69 percent complete and will be even 
further from completion when urgently needed additions are authorized. The 
figure recommended by the Budget Bureau for 1956 for the main line }evees on the 
lower Mississippi River, from Cape Girardeau, Mo., to the gulf, is the relatively 
small figure of $2 million. At the rate of expenditure proposed for the coming 
year, it will take 30 years to complete the main line levee system and bank stabili- 
zation works which were devised and intended to be completed by 1953. 
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“Responsible agencies and citizens of the lower Mississippi Valley have been 
aiarmd by the recent reductions in funds annually appropriated for flood control 
on the lower Mississippi River and its tributaries. They are encouraged by the 
proposal of the Budget Bureau to increase the appropriation for fiscal 1956, 

hut call attention to the fact that even the recommended increase will not 
he of great benefit unless it is followed from year to year with adequate appro- 
priations, 

“We recommend that future appropriations be so scheduled as to complete the 
project in 10 years.” 

The lower valley of the Mississippi River, draining as it does 41 percent of the 
land area of the United States, needs and deserves, we feel, the maximum 
amount of flood protection that can be afforded. 

In consideration of the Mississippi River and tributaries project; there is one 
item that is deserving of national concern. It is the Old River control project. 

No project, we believe, has a greater national aspect than this Old River 
control, Serving, as it would, as the distributary of flood flows accumulated 
from better than 40 percent of the area of the country ; maintaining, as it would, 
the midcontinent’s outlet to the sea and world markets (in 1953, the last year 
for which figures are available, more than 12% million tons of commerce moved 
from this midcontinent area in world trade) ; protecting, as it would, the integrity 
of the existing flood control and other water resources developments in the lower 

valley constructed at great cost and offering protection and security to - entire 
area and a vast industrial complex that is continuing to grow each yea With 
the development of the St. Lawrence seaway, the connecting links okivei the 
Great Lakes, and the connecting links between the Great Lakes and the inland 
waterways system, this Old River control project looms as a most significant 
problem, One worthy of immediate concern and correction. We urge that ap 
propriations be made in such fashion as will permit the completion of the Old 
River control structures at the earliest possible date. 

As to the work on the tributaries of the Mississippi River and which have been 
authorized under the heading “Flood control, Mississippi River and tributaries,” 
we urge that funds be appropriated, for fiscal year 1956, for the following: 
Atchafalaya River Basin St. Francis River Basin 
Ouachita River Basin Lower Arkansas River 
Yazoo River Basin Lake Ponchartrain 
White River Basin Red River Backwater area 

The orderly scheduling and completion of the works recommended for the 
Mississippi River Basin will maintain its position as the workshop, foodshop, 
and natural resources storehouse of America. 

Mr. Pirorser. Mr. Chairman, I have with me Mr. Robert Shortleigh, 
who is manager of the lower Mississippi office of the Mississippi 
Valley Association which I represent at president today. 

He does not care to make a statement, but he is available if you want 
any questions answered. He is a rather well-informed person, much 
Letter so than I, on these subjects. 

Mr. Botanp. What is the difference betweeh the Mississippi Valley 
Association and the Mississippi Valley Flood Control Association ? 

Mr. Prorsrr. The Mississippi Valley Association comprises about 
t23-State area, and while flood control is one of our principal worries, 
it is not our sole objective. The Mississippi Valley Flood Control 
Association, as I understand it, operates on the lower Mississippi 
area, and does a very fine work. 

Mr. Botanp. The Mississippi Valley Flood Control Association. 

Mr. Pirorser. Yes, sir; they are a most admirable organization, and 
We cooperate one with the other for single purposes in many instances, 
as we are doing here. 

Mr. Bonanp. You cover 23 States, and they cover 7 § 
correct ¢ 

Mr. Prorser. We take in the entire Mississippi Valley, and its trans- 
port problems, and flood-control problems, as well as many other 
economic problems. 


States: is that 
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Mr. Boxtanp. Thank you. 

Mr. Marsuauu. Mr. Ploeser, we are glad to have had you before us, 

Mr. Puoxrser. It is the first time I have been before the committee 
since I was a member of it, and it is a real pleasure to be here with you. 

Mr. Marsuatit. We would like you to take a chair and stay with 
us during the rest of the hearing. 

Mr. Piorser. May I do it for just a few minutes, and then be ex- 
cused ¢ 

Mr. MarsHatu. Yes, sir. You may proceed, Mr. Berbling. 

Mr. Bersuine. Our next witness, Mr. Chairman, is Judge J. G. 
Burk, attorney for the White River Levee District of Arkansas. 

Last year, the appropriation for the lower White River was $205,000, 
and the amount contained in the budget this year is $250,000. We are 
recommending the appropriation of the sum of $500,000. 

Judge Burke. 


STATEMENT BY JUDGE BURKE 


Mr. Marsuatu. We shall be glad to hear from Judge Burke. 

Mr. Burke. Mr. Chairman and members of the committee, my name 
is J. G. Burke; I am an attorney, and reside in the city of Helena, 
Phillips County, Ark. 

I appear before you today in the interest of the area designated by 
the Mississippi River Commission as the “White River District,” 
which embraces lands in Phillips, Monroe, and Desha Counties, Ark. 
The projects in this area are sponsored and under the jurisdiction and 
supervision of five levee districts, namely, Helena Improvement Dis- 
trict of Helena, Ark., Cotton Belt Levee District No. 1 of Phillips 
County, Ark., Laconia Drainage and Levee District of Phillips 
County, Ark., Laconia Levee District of Desha County, Ark., and 
White River Drainage District of Phillips and Desha Counties, Ark. 
The area in question comprises all of the lands south of Helena in 
Phillips County, Ark., to and including Laconia Circle in Desha 
County, Ark., and westwardly from the Mississippi River to White 
River in said counties, embracing approximately 350,000 acres of land, 
with cities and towns situated therein having an overall population 
of more than 30,000 people, and is traversed by the main line of the 
Missouri Pacific Railroad, State and county highways. This territory 
is protected from the flood waters of the Mississippi and White Rivers 
by 115 miles of levee—75 miles of main-stem levee and 40 miles of 
backwater levee. 

We are here today as witnesses from the lower Mississippi Valley 
to respectfully urge that the Congress make adequate appropriations 
for flood control in the alluvial valley. Our problems are many and 
varied, and those who are familiar with our projects know that suf- 
ficient monetary provisions must be made each year to carry on the 
work of bringing the adopted projects to an early completion. The 
project, as a whole, is only about 70 percent completed, and with the 
‘ate appropriations have been made in the past, it will require many 
years to complete the work. Witnesses from the valley for many years 
have recommended and advocated that Congress appropriate annu- 
ally not less than $100 million. We firmly believe if our recommenda- 
tions had been followed, the projects could have been completed within 
the short space of 7 or 8 years. The appropriations for the past sev- 
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eral years have been entirely insufficient and inadequate to do the work 
that should have been done. Many items of work that were needed 
have had to be deferred. The postponement in completing these nec- 
essary projects, due to insufficient Tend, has been unwise and uneco- 
nomical. It is a well-known fact that contractors in the valley are 
begging for work; the contracting business is highly competitive— 
contracts for work in the past fiscal year have been awarded on a 
cheaper basis than at any time in the history of the valley; some of 
the contracts have been awarded at a figure considerably lower than 
the Government estimate. If funds had been available, many miles 
of uncompleted levees could have been brought to approved grade and 
section. 

The budget estimate for the fiscal year of 1956, for flood control on 
the Mississippi River and its tributaries, aggregates $50,885,000. We 
feel this amount, recommended by the Bureau of the Budget, is wholly 
inadequate and entirely insufficient to carry on the work of flood con- 
trol in a proper and orderly manner. We are thoroughly convinced 
the Congress should appropriate at least $62 million for the fiscal year 
of 1956, and wish to assure Members of Congress that if this amount 
is appropriated, the money will be judiciously expended by the Corps 
of Engineers in carrying into execution the adopted projects which 
Congress has already approved. For instance, under the budget rec- 
ommendation, only $2 million has been allocated for main-stem levees 
long the Mississippi River, when as a matter of fact this particular 
item should be increased to $3 million or $3.5 million. It is very urgent 
and necessary for the safety of the valley that the main-stem levees be 
raised to approved grade and section. These uncompleted levees con- 
stitute the weak link in our levee system; they should be completed 
without delay, and the only way in which this can be accomplished is 
for Congress to make adequate appropriations so sufficient funds can 
be allocated for that purpose. 

The Bureau of the Budget has approved, for the fiscal year of 1956, 
$19 million for bank stabilization, when as a matter of fact this item 
should be increased to $20 million. Bank stabilization is of utmost 
importance; there are many miles of caving banks along the Missis- 
sippi River which must be stabilized. The only way in which these 
banks can be stabilized is by revetment, and we urge that our recom- 
mendation for an increase in this item be granted by Congress. 

Time will not permit me to review the various items in the budget 
report for the fiscal year of 1956, but, judging the future by the past, 
we feel each of these items should be materially increased so that the 
total budget for the fiscal year of 1956 would be in the neighborhood 
of $12 million more than the amount recommended by the Bureau of 
the Budget. 

Funds expended for flood control in the alluvial valley has been a 
sound investment, and has paid a splendid dividend. The funds ap- 
propriated by Congress for flood control have not been wasted or 
squandered—every dollar has been wisely and economically expended 
by that efficient Federal agency known as the Corps of Engineers. 

With reference to our local situation and condition, we wish to state 
that, in our opinion, there are more than 40 miles of main-stem levees 
which are below approved grade or section. The fact that these levees 
are deficient either in grade or section constitutes a hazard to the many 
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thousand people who live behind them and depend upon them for 
protection from the ravages of the floodwaters of the Mississippi and 
White Rivers. We have, for a number of years, advocated and now 
urge that these levees be brought to grade and section. The bringing 
of these levees to approved grade and section cannot be done unless 
Congress appropriates a sufficient amount each year. 

We wish to stress the need of sufficient funds for revetment. In our 
opinion, revetment is one of the most important items of flood control 
for the protection of the alluvial valley. In the particular area which 
I have the privilege of representing, there are several miles of caving 
banks where revetment is needed. We urge that the Congress increase 
the budget estimate several million dollars for revetment so that this 
phase of the project can be carried on in an orderly manner. It isa 
well-known fact that there is sufficient equipment in the valley to do at 
least 40 miles of revetment per annum. This work should not: be 
delayed—each year’s delay adds extra expense to relieve the condition 
caused by caving banks. 

The White River project was authorized by Congress under the 
Flood Control Act of June 15, 1936. This project called for con- 
struction of levees to protect approximately 150,000 acres of land from 
the backwaters of the Mississippi River and the headwaters of the 
White River. Under the requirements of the Flood Control Act, 
above referred to, it was incumbent upon the local interests to provide, 
without cost to the United States, (a) all rights-of-way necessary for 
construction of the project, (2) provide drainage facilities made nee- 
essary by construction of levees, (¢) acquire and provide, without cost 
to the United States, easements for flowage rights over and across all 
lands within the protected area in the event it became necessar v in the 
judgment and discretion of the Secretary of War or Chief of Engi- 
neers to use the area as an emergency reservoir, (d@) hold and save 
harmless the United States from liability for damages on account of 
the use of the area for reservoir purposes. The local interests have 
met, fulfilled, and performed all of the above requirements—they hav: 
expended many thousands of dollars to obtain the necessary rights-of- 
way, three-quarters of a million dollars to provide drainage which was 

made necessar y by the construction of levees, and many thoust ands of 
dollars to obtain flowage easements so the area in question could be 
used for reservoir purposes. The local interests were also required to 
enter into a contract or indemnifying bond to protect and save harm- 
less the Federal Government from any and all claims, demands, and 
liabilities for damages on account of the use of the area for reservoir 
purposes. 

The local interests have performed their part of the obligation. 
and we now urge that the Federal Government keep its part “of the 
obligation to complete the construction of levees. The total length of 
levees embraced in this project is 40.8 miles—only 22 miles of levee 
have been brought to grade and section, leaving 18.8 miles to be com- 
pleted. Of this 18.8 miles, only 5 miles are now under contract—the 
remaining miles, which are below grade and section, are entirely <e- 
pendent upon the funds to be appropriated for the fiscal year of 1956 
The Bureau of the ane has approved only $250,000 for work on the 
project for the year 1956. The amount approved by the Bureau of 
the Budget is aitieehy insuffic ‘ient and inadequate. We will need and 
require not less than $500,000 this year to bring these levees to ap- 
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proved grade and section. These levees, as they now stand, are a 
hazard to those who depend upon them for adequate protection. Of 
the $250,000 approved by the Bureau of the Budget for the fiscal 
year of 1956, there has been $140,000 obligated under existing con- 
tracts, leaving only $110,000 which can be expended. This amount 
will be entirely inadequate to bring the 13.8 miles to approved grade 
and section. We firmly believe this item should be increased to 
$500,000. 

In conclasion, we wish to state that the adopted project for the al- 
luvial valley was approved by Congress and signed by the President 
on May 15, 1928, which has been more than 27 years, and the project 
at the present time is approximately 70 percent completed. We re- 
spectfully submit that time should be the very essence in completing 
a project of this magnitude and importance e, and that this committee 
will increase the budget estimate to $62 million. 

I wish to thank you, Mr. Chairman, for this opportunity of present- 
ing my case before the committee, and I shall be glad to answer any 
questions which anyone might care to ask. 

Mr. MarsHautu. Thank you for appearing before our committee. 

Mr. Bersiine. The next item, Mr. Chairman, is the lower Arkan- 
sas River. I would like at this time to call on Mr. De Witt Poe, 
attorney, Southeast Arkansas Flood Control and Drainage Associa- 
tion. 

On this project last year there was $480,000 appropriated, and $500,- 
000 is the estimate of the Bureau of the Budget this year. 

We are asking, however, for $1.2 million. 

Mr. Marsnatzt. We shall be glad to hear from Mr. Poe at this time. 


STATEMENT BY MR. POE 


Mr. Por. Thank you, Mr. Chairman. 

Mr. Chairman and members of the committee, my name is DeWitt 
Poe. I live at McGehee, Ark. I am chairman of the Southeast 
Arkansas Flood Control and Drainage Association, which association 
is composed of all the drainage and levee districts in southeast Arkan- 
sas in the area lying west of the Mississippi, and south of the Arkansas 
Rivers and east of Bayou Bartholomew. 

We are in the area of the lower Mississippi Valley program, respect 
fully join in requesting adequate appropriations for the continuance 
of construction and maintenance of that program for the next fiscal 
year. The carrying out of the plans for flood control and nav igation 
in the lower Mississippi Valley, which have been adopted by Congress, 
coupled with the faith on the part of the people that such plans will 
be completed as soon as possible, has brought stability, confidence, and 
progress to the area where the work has been completed. We respect- 
fully ask the committee to consider carefully the merits of projects 
which will contribute to the Nation’s progress and welfare. 

Our vicinity and immediate interest is the tributary project of the 
Boeuf-Bayou Macon improvement in Louisiana and Arkansas. 

The Flood Control Act of December 22, 1944, authorized a project 
for the improvement of the Boeuf and Tensas Rivers and Bayou 
Macon south of the Arkansas-Louisiana State line. The Flood Con- 
trol Act of July 24, 1946, authorized an extension of that project to 
include a large area in southeast Arkansas, the headwaters area of 
both of said streams. 
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A description localizing this area in Arkansas is as follows: All of 
Chicot and Desha Counties, lying west of the Mississippi and south 
of the Arkansas River levees, all of Ashley and Drew Counties lying 
east of Bayou Bartholomew, the northeast portion of Lincoln County 
and a small portion of Jefferson County. The total area is approxi- 
mately 1,350 square miles. The elevation at the north end of the proj- 
ect is about 170 feet and it is about 100 feet at the south end—the State 
line—approximately 80 miles distant, with a fall less than a foot to 
the mile. 

The outlet for all water in this area is to the southward into Louisi- 
ana in the Boeuf River and Bayou Macon, both of which streams have 
their source in Arkansas. 

Formerly, Cypress Creek, which drained 430 square miles in the 
northern part of the Arkansas area, flowed into the Mississippi River 
in Desha County, Arkanasas. When the Mississippi was in flood it 
flowed inland at this Cypress Creek Gap in the levee and passed 
through Desha and Chicot Counties into Louisiana, This Cypress 
Creek Gap was closed in 1920 in cooperation with the Government for 
the control of the Mississippi River, and it was necessary for the locul 
interests in Desha and Chicot Counties to provide at their own ex- 
pense, a system of canals for the diversion of the Cypress Creek water 
through said counties. This was done at a local cost of several million 
dollars; and in addition thereto the area has contributed great sums 
to the cost of construction of the main line Mississippi River levee 
and Arkansas River levee, which was required of them before the Gov- 
ernment assumed full responsibility therefor. The people of this area 
have suffered greatly for the past 30 years because of their peculiar lo- 
cation, and because of the interstate nature of the drainage outlet, 
the people of the area were not able to solve their problems or to 
make their drainage enterprises function. Their quest for relief re- 
sulted in the authorization for the extension of improvement work 
in this area in the Flood Control Act of 1946, above referred to. 

The plans devised for the project will bring the long-sought relief. 
It is estimated that the flood plain will be lowered by 4 feet; there- 
fore, when the project is completed the flood problem will be solved, 
and several hundred thousand acres of fertile land will be susceptible 
to cultivation, and will provide homes for thousands of families of 
the growing population of this country. The average rainfall is over 
50 inches annually, and heavy rains fill and overflow the drainage 
canals and their tributaries and spread over thousands of acres of 
land, resulting in recurring annual losses estimated in excess of 
$1 million. 

The economy of the area is based upon agriculture. The major 
crops are cotton and rice. The principal feed crops are oats, corn, 
hay, and head grain. Yields are high on the better drained lands, 
or when not drowned out. The livestock industry is growing, and 
the trend is to diversification and well-balanced farming. 

The principal towns and cities of the area are Eudora, Lake Vil- 
lage, and Dermott, in Chicot County, and McGehee, Arkansas City, 
Watson, and Dumas, in Desha County, and Gould in Lincoln County. 
Most of these cities will be directly benefited by improved drainage 
which will remove the unsanitary condition arising from the over- 
flow of sewer facilities, which is now the case in some of the cities. 
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The benefits to be derived by the completion of the project will 
accrue to the local citizens walk the landowners of the area, and to 
the State and to the Nation as a whole, for the following reasons: 
Complete flood protection will result for the area; increased crop 
production on lands now in cultivation through more efficient drain- 
age; the reclamation of several hundred thousand acres of unim- 
proved land to settlement by families; health conditions will be 
greatly improved for local residents, for one thing, among others 
through elimination of malaria; the construction and maintenance 
of roads and highways into areas where there are none; new con- 
struction of houses and buildings will be secure investments; diversi- 
fied farming and livestock raising will be a sound venture; better 
schools, hospitals, churches, and other public and private services will 
become economically easier; income-tax revenues to the State and 
National Governments will be increased; improved recreational op- 
portunity through the protection of Lake Chicot, which is now a 
storage basin for the floodwaters of a large portion of the area. 

We are well satisfied with the plan for the improvement and progress 
being made by the Corps of Engineers, United States Army, on the 
project. It is now reaching Arkansas under a contract extending into 
this State, on the Boeuf River, and the next contracts to be let will be 
in Arkansas. This is gratifying to the people in southeast Arkansas. 
The southern part of the area described in this statement will receive 
some relief when the construction work in the Boeuf River crosses the 
Louisiana-Arkansas State line, because of the facilities constructed by 
the people in Arkansas many years ago, but no substantial benefit can 
accrue to the whole area until the project is completed according to 
the plans therefor. 

This project is a part of the lower Mississippi Valley, and since 
the amount of money allotted for it is dependent upon the amount of 
the appropriation for the lower Mississippi Valley, we respectfully 
urge appropriation for that item, to the end that the much-needed 
improvement in this area may come and bring relief at the earliest 
possible time. 

Mr. Chairman, in addition to my general statement, I ask leave to 
file with the committee a letter, in triplicate, from one of our farmers, 
Mr. R. A. Pickens, to which is attached two sets of newspaper clippings 
with photographs of floods in the northern area of Chicot and Desha 
Counties, Ark., of March 22 of this year. 

Mr. Marsuauu. We shall be pleased to accept that. 

(The letter referred to follows:) 

May 7, 1955. 
Mr. DeWirr Poe, 
Secretary, Cypress Creek Drainage District, 
McGeehee, Ark. 


Dear Mr. Por: It is imperative to the immediate future of this area that the 
Boeuf-Tensas-Macon drainage project move forward to completion at an early 
date. 

With each passing year, the existing channels that carry our surplus rainwater 
are silting up at an increased rate because modern farming methods and tools 
leave our farmlands more susceptible to erosion, mild though it may seem on 
each farm. 

Many acres of our once most fertile cotton land have been made useless for 
any crop except rice because of this comparatively new problem here. There 
were over 26,000 acres planted to rice in Desha County in 1954 according to ASO 
figures, where none grew 15 years ago. 
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Now in 1955 the rice acreage quota has reduced this rice acreage by over 51 
percent, and this now surplus acreage will mostly remain idle until better 
drainage is in effect here, 

The net result of this mounting problem has caused greater unemployment in 
this southeast Arkansas area than in any other agricultural section of our State 
today. The resulting tightening of agricultural credit threatens to cause more 
unemployment to the region. And there will be no industries to move into this 
area so long as the Associated Press and other news agencies continue to circulate 
pictures of flood conditions here after each heavy rain, as they did twice in 
April. 

If we had the finances to put in our own drainage improvements in this county, 
it would not help at all, as we have no place to go with our water. Because of 
the Mississippi River levee system protecting lands below us, we are forbidden to 
run our water into the Mississippi River as it formerly drained naturally. 
Without an overall project there will be no place else for the water to go, 

The Boeuf-Tensas-Macon project will correct a condition not of our own making. 
But the longer this is delayed, the more financial troubles our people will have. 
Many of us have just been hanging on in late years on the promise of the com- 
pletion of this project. We cannot hang on forever. 

Sincerely, 
R. A. PICKINs. 


Mr. Por. Thank you very much, sir. 

I thank you very much for hearing us. 

Mr. Marsuauyu. Thank you, Mr. Poe. 

Mr. Bersirne. Next, Mr. Chairman, is the item of the Yazoo River 
Basin, which is in the State of Mississippi, and I would like to call on 
Mr. Will T. McKie, chief engineer, Yazoo-Mississippi Delta Levee 
District. 

Mr. Marsuaty. We shall be glad to hear from Mr. McKie at this 
time. 

STATEMENT OF MR. M’KIE 


Mr. McKir. Before going into my statement, if the committee will 
permit, I have a statement from the president of the Board of Missis- 
sippi Levee Commissioners, of Greenville, Miss., which I would like 
to file for the record, if you please. 

Mr. Marswauty. We will be glad to accept the statement of Mr. 
Thompson for the record. 

The other material attached thereto, cannot be duplicated, but we 
will accept it for our committee files. 

(The statement of Julius Thompson, of Greenville, Miss., is as 
follows:) 


STATEMENT OF JULIUS THOMPSON, GREENVILLE, MISS. 


Mr. Chairman, and members of the committee, I am Julius Thompson, of 
Greenville, Miss., president of the Board of Mississippi Levee Commissioners, 
1 of the 2 levee boards having jurisdiction over the Yazoo-Mississippi Basin in 
Mississippi. My district is 175 miles long and there remains much urgently 
needed work before the flood-control plan can be considered complete. 

There are two conditions in this levee district which are causing the gravest 
concern among the people of this district ; namely, the slow progress being made 
on the revetment program and the need for many miles of additional landside 
berms. 

I submit herewith, a progress map of that section of the left bank of the Missis- 
sippi River, immediately north of Rosedale, Miss., in the vicinity of Victoria 
Bend, showing the rate of caving of the river bank since 1929. Here we have 
lost a total of 4,600 feet ; 2,200 feet of which has been lost since 1951. 

Maximum caving in this bend invariably follows an overbank stage, as illus- 
trated by the loss of 1,150 feet of bank between the surveys of 1951 and 1952, and 
by the loss of an additional 800 feet between the surveys of 1952 and 1953. These 
losses occurred in each instance following an overbank stage of the river. 





When the last shoreline, shown on the map, Was run on May 6, 1955, the river 
had receded from bank-full stage to one approximately 8 feet lower. This slight 
lowering was not sufficient to cause the maximum caving that will occur later. 
When a normal low-water stage is reached and the saturated sandy banks have 
been exposed, past experience would indicate that radical caving will occur. 

As we have only about 2,000 feet of foreshore remaining, it is readily seen 
that the main line levee will be threatened in a very short time. 

The most alarming aspect of this critical situation, as brought out in the 
May 6, 1955, survey, was the wearing away of 470 feet of the hard “buckshot” 
point opposite levee station 1100. This point had successfully resisted the on- 
slaught of the river and protected the lower reaches in the vicinity of Terrene 
Landing from serious caving. We dread to think of the consequences the elimina- 
tion of this buffer might have on this sandy section, which is in such close 
proximity to the main line levee. 

The condition at this point, as well as others, could have been corrected 
long before reaching the serious stage if the yearly appropriations for the bank 
stabilization program had been adequate to economically utilize the existing 
plant and facilities that are available to the Mississippi River Commission. 

Next to the danger of losing our main levee by caving banks, our greatest 
peril is sand boils that develop near the landside toe of the levee. 

As our levees are constructed on lands that overlay a water bearing sand 
strata that is covered by a very thin layer of impervious material, vast quanti- 
ties of water flow under the levee and come to the surface on the landside of the 
levee at the point of least resistance usually near the toe and brings with it a 
large amount of displaced material that creates what is known as a sand boil. 
This displaced material causes the formation of a tunnel under the levee that 
enlarges rapidly and unless treated promptly may result in the failure of the 
levee. 

The one proven permanent cure for this very real danger is the placing of 
adequate landside berms over all known sand boil areas. These berms move 
the critical point from the landside toe to a far less dangerous point more distant 
landward and thereby eliminates the greatest threat to the levees. 

The necessity for berms has been recognized by the Mississippi River Com- 
mission and they are proceeding with this program as rapidly as funds are made 
available. To date they have placed 45 miles of berm over the most dangerous 
known boil areas in this levee district, but many additional miles are needed 
before the integrity of the levee line is assured. 

We earnestly urge that sufficient funds be made available annually to the 
Mississippi River Commission that they may complete both the bank stabilization 
and landside berm programs at the earliest possible date. 


Mr. McKir. I would like, further, to state before opening my state- 
ment that the bank stabilization program is a most important feature 
of our flood control program, and it is adequately covered in that state- 
ment so I shall not undertake to touch that phase of the problem in my 
statement. 

Mr. Marsuatu. Thank you; you may proceed. 

Mr. McKie. Mr. Chairman and members of the committee, my name 
is Will T. McKie. I live in Clarksdale, Miss., and am chief engineer 
for the Yazoo-Mississippi Delta Levee District. 

I have been delegated the responsibility of presenting to this com- 
mittee the flood-control works which are so urgently needed in that 
part of the alluvial valley within the State of Mississippi known as 
the Yazoo Basin, or delta section of the State. I sincerely hope that 
I will be able to present the needs of this area, and the justification for 
‘arrying forward the already well-advanced program for flood con- 
trol, in such manner as to convince the committee of the soundness, and 
actual economy, of making the small increase in appropraitions, over 
the budget proposal, which our carefully considered requests indicate 
are so vitally needed. 

Mr. Chairman, I would like very much to use some maps at this 
time to illustrate to you the area which is involved. 
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Mr. MarsuHatu. Very well. 

Mr. McKie. The area which I am representing extends from Mem- 

his to Vicksburg, and between the Mississippi River and this area 
_ an area of 4.25 million acres of probably the best agricultural 
Jand anywhere in the world. 

We have a very comprehensive plan, as you will note from this map, 
for the protection and improvement of the area. There are four 
features primarily involved: first are the main line levees along the 
Mississippi, reaching 270 miles in length of continuous levees. 

Mr. Botanp. They are practically complete now; are they not? 

Mr. McKir. Some 40 miles of that 270 miles are not yet complete to 
predesigned standards. 

Mr. Botanp. Forty miles? 

Mr. McKee. Yes, sir; of which approximately 30 miles are here at 
the upper end, where a crevasse would flood the entire area. 

Then, we have the backwater project for protection of the lower end 
of the basin, which has been authorized since 1936, and on which very 
little work has been done. We are not at this time requesting any 
funds for this phase of the program, but inasmuch as construction is 
already under way for the protection of the backwater areas of prac- 
tically all the other major side basins in the lower valley, we are 
hopeful that in the near future we can secure funds to inaugurate that 
phase of the program. 

So, the two programs which I want to talk to the committee about 
are the so-called Yazoo-Coldwater system on the eastern part of our 
area, and the Big Sunflower and its tributaries, for the improvement 
of the western part, or the interior. 

No part of the Nation has a more vital interest in the development 
of an adequate flood-control system than has the Delta area of Mis- 
sissippi. This Yazoo Basin with its 4,224,000 acres comprises one- 
fourth of the usable agricultural area of the entire lower Mississippi 
Valley. It was one of the earliest settled sections of the lower valley 
and, of an economic necessity, its people have, from its earliest settle- 
ment to the present time made tremendous efforts to develop adequate 
flood control and drainage for the area. Toward this end the people 
of this basin have, through the years, expended over $105 million 
derived from local taxes. The two levee districts responsible for 
flood control along the 300 miles of the Mississippi River have spent 
over $72 million of that sum. The 112 organized levee and drainage 
districts within the interior have spent in excess of $33 million in 
excavating over 3,000 miles of drainage canals and constructing some 
320 miles of levees. Local and private expenditures for flood fight- 
ing, maintenance, and drainage, though impossible to estimate, have 
through the years amounted to a most sizable sum. The expenditures 
of the people of this area to date will equal, or exceed, that of the 
Federal Government (exclusive of the Mississippi River channel and 
stabilization features), within the area, and considered on a basis of 
dollar value at the time of the expenditures, would nearly double that 
amount. The extent of local contribution and effort toward flood 
control in this area and in the entire lower valley undoubtedly is with- 
out parallel anywhere else in the Nation. The promise of immunity 
from floods, as a result of this combined effort of the local people and 
the Federal Government, has stimulated both agricultural and in- 
dustrial development and brought about a marked improvement in the 
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economic life of the area. Asa result of this growth property values 
are now much greater than in the early years of the flood-control pro- 
gram. The population is much larger. Farming costs are at an 
alltime high and today the farmer has a very sizable amount of money 
invested in his crop long before it comes ready to harvest. Livestock 
production has increased phenomenally in the past 10 years. Flood 
losses and damages grow in direct proportion and this development 
certainly warrants prompt action on the part of the Federal Govern- 
ment in according the protection promised. 

The authorized project for the control of floods in this area is basin- 
wide in scope. Adeeb the plan is divided into four phases or zones 
of operations, they are all integrated parts of a comprehensive and 
basinwide plan, and all phases must be brought to completion for the 
full benefits of the project to be realized. ‘These four phases of the 
plan are as follows: The levees and bank protection works along the 
Mississippi River; the protection of the lower part of the basin from 
the backwater of the Mississippi; the control of the Yazoo-Tallahat- 
chie-Coldwater River system along the eastern portion of the basin; 
and the improvement of the Big Sunflower River, its tributaries, Steele 
Bayou and Deer Creek through the central and western portion of the 
basin. 

The Yazoo Basin is bordered by some 290 miles of the Mississippi 
River, being approximately one-third of its length between Cairo 
and New Orleans. One single and continuous line of levee 272 miles 
in length, extending from just below Memphis to just above Vicks- 
burg must protect this entire basin from the floodwaters of the Missis- 
sippi. Failure of this levee line at just one single point, if near the 
head of the basin, would flood the entire area of over 4 million acres 
and would undoubtedly result in damages, in this one basin, greater 
than the cost of the entire project for the lower valley. Approximately 
40 miles (15 percent) of this levee line is not yet completed to pres- 
ently designed standards. The very heart and core of this project 
was, is, and always will be, the levees along the Mississippi River. 
None of the other features of the project, as thoroughly justified and 
beneficial as they certainly are, could have the same value without the 
protection of these main line levees. The drastic reduction in funds 
for this feature for fiscal year 1955 occasioned grave concern through- 
out the entire length of the valley, where none of the main levee sys- 
tems are yet completed. In view of the importance of these levees and 
the terrific hazard involved in not having them completed, such a move 
could not be understood. In view of the orderly progress which has 
been made under previous appropriations we feel that no less than 
$3 million should be appropriated and allocated for this phase of the 
project. 

Yazoo backwater protection: This phase of the program will pro- 
vide protection for approximately 500,000 acres of fine land in the 
lower end of the basin from floods caused by the backwater from the 
Mississippi River. Until this work is done practically no part of this 
area can be safely and fully utilized. At the present time there has 
been a pronounced trend toward the utilization of lands within this 
part of the basin for the production of cattle. It can be readily seen 
that the necessity for removing vast numbers of livestock from the 
area together with destruction of existing pastures will entail con- 





732 


siderable economic loss. We are not, however, asking for funds fo, 
this phase of the program at this time, but since works for the protec. 
tion of the backwater areas in practically all of the other basins in the 

valley are already under construction, we are hopeful that this part 
of the program for this basin can be put underway in the \ very nea 
future. 

Yazoo-Tallahatchie-Coldwater River system: The Yazoo head- 
water project for the control of floods along this river system was 
authorized by the Flood Control Act of June 15, 1936, and work was 
initiated in that year and by June 30, 1938, net expenditures of 
$3,713,215 had been made, constituting a rapid and favorable start of 
the program. During the lathubadine: years a total of $83,230,600 
has been appropriated for the prosecution of this project. This pro 
duces an average appropriation for the 19 years (including on World 
War IT years and last year’s extremely low amount), of $ 84.380.557 
annually. Appropriations for the 5 fiscal years from 1950 through 
1954 averaged $7,240,901 annually. This project is now only 56,5 
percent completed. Benefits already obtained have been substantial, 
being estimated as preventing an annual flood loss of $2,229,000, 
However, in view of the fact that duri ing each of the years 1949, 1950, 
and 1953, flood losses were in excess of $5 million it is apparent that 
the real benefits are to come from the early investment of the remaining 
funds necessary to complete the program. 

This is a sizable project and will provide protection to a sizable 
area. This river system, together with its tributaries, has a com- 
bined watershed area of 8,900 square miles, of which 6,600 square 
miles are hill lands from which the runoff is fast. The four reser- 
voirs which are part of the plan and are now completed, will control 
the runoff from two-thirds of the watershed of the hill lands. There 
remains the runoff from 2.175 square miles of hill land and the drain- 
age from 2,300 square miles of delta lands to be controlled. The 
design of the works for the control of these waters was predicated 
on the reduction of flood flow to be obtained from the operation of 
the reservoirs and therefore could not be constructed until the reser- 
voirs were completed. The reservoirs have not actually reduced the 
areas subjected to flooding to any great extent although their operation 
does reduce the depth and duration of floods. The delta lands are flat, 
and floodwaters, once the river goes out of its banks, still spread over 
nearly the same areas. Floods can still come, too, at any time, as 
proven by the 800,000 acres inundated in May 1953, destroying grow- 
ing crops. The works proposed within the delta area are the features 
which will actually bring about the prevention of flooding and the 
real protection of this area will not be had until they are constructed. 
Then only will the full benefits be obtained and the proper returns 
from this investment be realized. 

Something in proportion to the average appropriations which have 
been allotted to this project during the past 19 years seems logically 
in order, and we urge you to appropriate the amount of $4 million for 
this feature for fiscal year 1956. 

The Big Sunflower River and its tributaries, together with Steele 
Bayou and Deer Creek, must provide the main channels for the drain- 
age of that portion of the Yazoo Basin which lies west of the Yazoo 
River and east of the Mississippi River, an area of approximatel) 
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2,600,000 acres. These streams must also accommodate the seepage 
flow, during periods of high-river stages, from some 200 miles of the 
main Mississippi River lev ees, which at times is a sizable increment. 
All of these streams were at one time navigable, and navigated, but 
now, due to the impairment of these streams by silting up, particularly 
in the lower reaches, from backwater, and from levee breaks in past 
years, they are no longer adequate to provide for their drainage area 

The improvement of these streams was authorized by the F lood 
Control Act of December 22, 1944, and work was initiated in 1947. 
The program contemplates the improvement, by clearing, snagging, 
enlargement, and realinement of some 670 miles of stream channels, 
at an estimated cost of $7,500,000. To date es $1,500,000 
has been allotted to this project, the bulk of which has been applied to 
the improvement of the lower 50 miles of Steele Bayou. This was 
in order, since the meager funds being allocated could be applied to 
that stream and yield the benefits for its individual watershed. This 
work on Steele Bayou was substantially completed last year and its 
effectiveness clearly demonstrated during two periods of heavy rain- 

fall this year. Other areas along the Big Sunflower were overflowed 
while Steele Bayou adequately contained its flow. 

To date only the lower 19 miles of the Big Sunflower have received 
wny work under this project, although 16 miles of Quiver River and 
8 miles of Deer Creek have been improved. Thus, duri ing the 10 years 
since this work was authorized we have accomplished only 20 percent 
of the program, and the improvement of the main-stream channel, the 
Big Sunflower, for all practical purposes is as yet untouched. 

The next item of construction should be the Holy Bluff Cutoff on the 
Big Sunflower. This item is estimated to cost $1,500,000. This cutoff 
will be 7 miles in length and will shorten the river to that length from 
its present 14 miles in that reach. The cutoff will have far-reaching 
benefits, with a flood flow lowering of 4 feet at its upper end and grad. 
ually diminishing upstream to the latitude of Indianola, a river le neth 
of some 60 miles. This will immediately free an extensive acreage 
from overflow and open the way for continued upstream improvement. 

That no funds were recommended in the budget proposal for fiscal 

year 1955, and again for 1956 cannot be reconciled with what we feel 
sure was the intent of the Congress in authorizing this project. 
Surely it was never intended that only 20 percent of the works author- 
ized would be done and then only on one of the minor streams, and 
that the work would then be summarily halted with the principal 
stream virtually untouched. 

We are requesting an appropriation of $500,000 for fiscal year 1956 
so that construction of the Holly Bluff Cutoff may begin. At this 

rate another 12 years will be required to complete the proposed pro- 
gram and we feel that, in view of the benefits to the economy of the 
area no greater length of time should be taken to complete the pro- 
gram. The sixty -odd or ganized drainage districts within the water- 
shed of these streams are estimated to be spending close to $1 million 
annually in maintenance and improvements of their various districts. 
If the authorized program is completed within 10 years, as we urge it 
be done, the drainage districts in this area will have an investment 
of more than $35 million. These districts realize that they cannot 
secure the desired benefits from their expenditures until the program 
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of the Federal Government is completed, by which time the ~~ 
of the area will have expended five times the total to be spent by the 
Federal Government. We respectfully urge the appropriation of 
$500,000 for this program. 

This project, the oldest flood-control project in the Nation, is now, 
after 27 years, only 68 percent complete. Based on the amount pro- 
posed by this budget there will be required an additional 24 years to 
complete the proposed project. 

Reflecting on the long years which have passed, each taking its toll 
in flood losses, and this indication of many long years ahead gives 
rise to the conclusion that this project is not being prosecuted at the 
rate it properly deserves. This conclusion is arrived at from a num- 
ber of viewpoints: The citizens of this lower valley feel that their 
Government never really intended that it should require a full half- 
century to provide the security promised them; flood losses, wherever 
sustained, reflect an economic loss to the entire Nation, and prolonged 
losses, year after year, contribute to the overall final cost of the project; 
the project should be completed as speedily as possible in order to 
derive the full returns from the investments already made as well as 
from the project as a whole; the plain economy of getting the job done 
rather than pay the excess cost of letting it drag over the years. We 
all know that the cost is greater when you do it later. 

The Congress should determine some reasonable and practical daie 
for completion of this project and undertake to annually appropriate 
the funds necessary for that objective. We do not feel that either 
the amount proposed by the budget, or suggested by us, for fiscal 
year 1956 is the optimum amount which should be appropriated 
toward that end. We do, however, respectfully ask that no less than 
$62,350,000 be appropriated for the next fiscal year. 

Mr. Marsnauyi. Thank you, Mr. McKie. 

Mr. BotaNnp. How much would it cost to complete the levees on the 
main stem; the 40 miles? 

Mr. McKre. I had better not undertake to answer that question, be- 
cause the Corps of Engineers would be in a much better position to 
answer that, Mr. Boland, than I. 

Mr. Boutanp. All right; thank you. 

Mr. Berevine. The next item is the Reelfoot Lake area, which 
actually concerns 2 States, and I have 2 witnesses who desire to 
testify on that item. 

First, I want to call on Mr. Damon R. Headden, the administration’s 
fioor leader of the House of Representatives of the State of Tennessee, 
who will present the position of the State of Tennessee in regard to 
this project. 

_Mr. Marsnauu. We shall be glad to hear from Mr. Headden at this 
time. 
STATEMENT BY MR. HEADDEN 


Mr. Heappen. Mr. Chairman and members of the committee, we are 
deeply grateful for the opportunity of Preneosines for your considera- 


tion, our very pressing problem, namely, the cleaning out, dredging, 
and widening of Reelfoot Running Bayou. 

This bayou is located in extreme northwest Tennessee beginning in 
Lake County and extending 19 miles through parts of Obion and Dyer 
counties. It carries water from a watershed of approximately 275 
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square miles and directly affects some 40,000 acres of land loc: ated in 
both Kentucky and Tennessee which is as rich and as valuable as the 
land located in the Nile Valley. 

The purpose of the bayou is to drain off excess water from Reelfoot 
Lake, However, over a period of years the bayou has become clogge« 
with willows, sediment, and debris causing these excess waters to ‘flow 
off at a very slow rate. ‘This excess w ater stands on privately owned 
land for several weeks and sometimes months and has caused millions 
of dollars in crop loss and damage. Even a great deal of land which 
the water does not cover is ruined for the water table is so high the 
roots of the plants are caused to rot. 

The recent past session of the General Assembly of the State of Ten- 
nessee passed appropriate legislation providing for the necessary local 
cooperation and legislation in which the Department of Highway and 
Public Works was authorized and directed to construct needed bridges 
and to initiate adequate measures for the maintenance of this project. 
Further, under this same legislation the State of Tennessee assumed all 
liabilities and provided measures for securing rights-of-way. The 
rights-of-way are now in the process of being legally secured. It 
might be significant to you to know that during the last 2 or 3 years 
when there was little rainfall farmers cultiv: ating land affected by this 
bayou made larger yields and consequently more money than ever be- 
fore. This one point played a large part in securing the approval of 
our legislature and the affirmative nod and signature of our governor to 
the legislation which was passed. 

We appreciate very much the action previously taken by the Con- 
vress in making the necessary authorization. We are extremely 
pleased with it and trust you w ill approve the a appropriation to get the 
much needed work started at the earliest possible time. 

Mr. Marsuatu. Thank you for your statement. 

Mr. Heappen. Thank you, sir. 

Mr. Berstinc. Now, Mr. Chairman, I should like to call on the 
Kentucky representative, Mr. R. B. Goalder, a member of the Board 
of Levee Commissioners of Fulton County, Ky. 

Mr. MarsHati. We would be glad to hear from you, Mr. Goalder. 


STATEMENT BY MR. GOALDER 


Mr. Goautper. Thank you, Mr. Chairman. 

Mr. Chairman and gentlemen of the committee, my name is R. B. 
Goalder and I reside in Hickman, Ky. I ama member of the Board 
of Levee Commissioners of Fulton County, Ky., which board is re- 
sponsible for supervision and maintenance of that portion of what 
is known as the Reelfoot levee located along the Mississippi River in 
Kentucky. This levee joins a similar structure located in Lake 
County, Tenn., and the continuous levee line furnishes protection from 
floods of the Mississippi to the western portion of Fulton County, Ky., 
and to a much larger area lying in northwestern Tennessee. The sec- 
tion is one of medium-size farms of ver y fertile land with a large per- 
centage in a high state of cultivation. The protected area also con- 
tains livi ing facilities for a considerable number of people, for schools, 
churches shighw ays, and electric lines as well as to towns and industries 
located therein. 

62348—55—pt. 247 
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The Reelfoot levee, a part of the authorized flood-control project, 
has been completed to grade but along certain stretches of its course 
is now threatened by caving banks of the Mississippi River. There is 
urgent need in the Kentucky area for further bank stabilization and 
this should not be postponed in the interest of safety and economy to 
all concerned. The hazard generated by caving banks can be retarded 
and even eliminated if sufficient funds are made available by the Con- 
gress. We urge an increase in the budget approval for bank stabili- 
zation works. 

As an integral part of flood control the Congress has heretofore 
authorized, by amendment to the Flood Control Act, a project for 
the improvement of drainage in the Reelfoot Lake area of Tennessee 
and Kentucky. This improvement is greatly needed for the draining 
of impounded runoff and seepage in the vicinity of No. 9 Lake in 
Kentucky by the enlargement and realinement of the existing drains 
into Reelfoot Lake and for the enlargement of Reelfoot running bayou 
in Tennessee, the outlet of Reelfoot, in order that the excess water 
impounded in the lake may pass into the Obion River and thence into 
the Mississippi River downstream. For this purpose the Mississippi 
Valley Flood Control Association is asking that the appropriation 
for flood control in the lower Mississippi Valley include an item of 
$400,000 for drainage in the Reelfoot Lake area. This drainage work 
should be done as soon as possible, which means as soon as funds are 
made available by the Congress. Delay is causing a loss of a portion 
of the benefits which would otherwise be derived from levee protec- 
tion. Large areas of fertile land behind the levees continue to suffer 
loss from inadequate drainage. 

Although more than a quarter of a century has elapsed since the 
flood-control project for the lower Mississippi Valley was adopted by 
the Congress in 1928, the work has not been completed nor can it be 
completed within a reasonable time unless Congress appropriates sufli- 
cient funds to carry on work on the project in a speedy and orderly 
manner. The Mississippi Valley Flood Control Association is asking 
that the appropriation for the fiscal year 1956 be increased from 
the budget recommendation to the sum of $62,350,000. The detail 
statement on the various items making up the request has already 
been submitted to this committee. This statement is submitted to 
reiterate the importance of the request and the urgency of the need in 
order to accomplish the orderly and early completion of the author- 
ized and partially completed project for flood control in the alluvial 
valley of the Mississippi River. 

Mr. Marsnaty. Thank you, Mr. Goalder. 

Mr. Bersiine. Mr. Chairman, next I should like to present Mr. 
Albert L. Story, who is the vice president of the St. Johns Levee 
and Drainage District, of the State of Missouri, who will tell you 
why we should have $90,000 appropriated for the drainage of that 
floodway, the Birds-Point-New Madrid Spillway. 

Mr. MarsHau. We would be glad to hear from you, Mr. Story. 


STATEMENT BY MR. STORY 


Mr. Story. Mr. Chairman, I should like to present my statement for 
the record. 

Mr. MarsHatu. Without objection, your statement will be placed in 
the record at this point. 
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(The statement is as follows:) 


Mr. Chairman, members of the committee, my name is A. L. Story. I am vice 
president of the St. Johns Levee and Drainage District, located in Mississippi 
and New Madrid Counties of southeast Missouri, a landowner and farmer within 
the Cairo-New Madrid Spillway. I am here to represent the inhabitants, land- 
owners, and business people who live and work within this floodway area, and 
would like to address my remarks at this time to the necessity for an appropria- 
tion to provide a floodgate structure at the lower end of the spillway basin. 

I am sure that this committee is familiar with the general plan of the Cairo- 
New Madrid Spillway, but for the sake of review, I would like to say that this 
is an area of some 132,000 acres encompassed by two lines of levee circumscribing 
a basin which extends from Cairo, Ill., south to New Madrid, Mo. At each end 
of the floodway, corresponding to each point of the football, there is a fuse-plug. 
On the north end, the fuse-plug is composed of a section of levee operated and 
maintained by the United States Corps of Engineers. The lower fuse-plug con- 
sists merely of a gap between the front-line levee and the setback levee, a span 
of approximately 1,500 to 1,800 feet. This opening naturally allows water from 
the river to back into the spillway basin at high river levels. 

Although the entire Birds-Point-New Madrid Spillway, an area of 33 miles 
long and 10 miles wide, consisting of approximately 205 square miles, is affected 
either directly or indirectly by this backwater condition, I would like to divide 
the area thus affected into three categories. 

First, I would like to say that this backwater enters the spillway basin when 
the river stage reaches a 32-foot level on the New Madrid gage. The first area 
to become inundated is what is known as the sump area, composed of approxi- 
mately 16,000 acres. This land is wooded, unimproved for the most part and 
generally conceded to be a part of the general drainage structure and given very 
little valuation although some parts of it are farmed intermittently during dry 
seasons. 

The second and most important section to be affected directly by said back- 
water is an area of approximately 49,000 acres of land ranging in elevation from 
292 to 300. Of this 49,000 acres there are approximately 45,000 areas cleared, 
improved, and in a high state of cultivation. The productivity of this rich allu- 
vial soil is comparable to anything that can be found elsewhere in the Mississippi 
River Delta, and is limited only by the hazard of this backwater situation. 

The valuation of this land based on present standards ranges from $150 to 
$200 per acre, depending a!most wholly on the elevation of said land and the 
likability of backwater submersion. 

There are some 300 families in this area that are forced to evacuate their 
homes and farms on an average of 3 out of 5 years. 

Schools on occasion have been forced to close during the midterm due to flood- 
waters in their particular districts. 

During the high-water fight of 1950 the levee repair work of this fight was 
seriously impaired because of the fact that the backwater had our main highways 
leading to the levee inundated. Evacuation of people, livestock, and possessions, 
was likewise seriously handicapped. We managed to hold the levees, but the 
backwater made evacuation extremely hazardous and expensive. 

Hundreds of thousands of dollars of agricultural income are lost annually due 
to the crop loss or lack of productivity in this backwater area. A survey com- 
piled by the United States Department of Engineers shows an average loss of 
$186,000 annually. This survey covering a period of 31 years prior to 1950. 
Since 1950 there has been approximately 15,000 additional acres cleared and 
put into cultivation in this section. A recent survey shows that in 1954 a year 
in which we did not have any backwater, that this area grossed more than 
$9 million from its 4 major crops, soybeans, cotton, corn, and wheat. 

The third area affected by this backwater condition is the remaining 57,000 
acres of rich, highly productive farmland occupying the balance of the floodway 
area. This land of elevation 300 plus is highly developed both agriculturally 
and commercially, and rates second to none in fertility, productivity, and gross 
income. The spillway area is served by 92 miles of State highways, 75 miles of 
county hard-surfaced roads. It is electrified by many miles of rural electrifica- 
tion service, and 140 miles of telephone communication service. This area 
proudly supports 22 schools and has recently completed in the southern portion 
of the area a new modern consolidated school building, which serves 8 grades, 
340 students, and is complete with hot-lunch program and all modern present- 
day educational facilities. 
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This floodway area also supports and maintains 14 churches, has 52 miles of 
organized drainage ditches. There are 31 business houses within the area, 
3 cotton gins representing an investment of $375,000, 1 alfalfa dehydrating plant 
representing an investment of $75,000, and 1 grain elevator representing an invest- 
met of $50,000. 

The population of the floodway is approximately 14,000 people and within the 
area can be found countless homes that are modern, complete, improved, and as 
fine as anything that can be found in any other section of this country. 

As a whole, the attitude and the morals of the landowners and inhabitants is 
exceptionally high. They look with optimism and with enthusiasm toward the 
continued development and improvement of their homes and their farms, and 
their right to live and prosper, and hope and pray that the United States Gov- 
ernment and the United States Department of Engineers will continue to help 
them in helping themselves for protection from the floodwater and backwaters 
of the great Mississippi River. 

All the outlying towns and cities within the general trade area of the spillway 
section are directly affected by the fluctuation of income and economy caused by 
this backwater problem. The country, productivity of this section is impaired. 

The construction of this floodgate will also help to alleviate a large part of 
the relief requirements and Red Cross appropriations that become necessary in 
time of mass evacuation. 

As a whole, it appears to the people of our section that the results and many 
benefits gained by the building of floodgate structure will justify the expendi- 
ture many fold. I respectfully request that this distinguished committee give 
full consideration to the appropriation for this much needed structure. T want 
to pledge the best efforts and cooperation of the St. Johns Levee and Drainage 
District and of all the people throughout the Cairo-New Madrid Spillway area 
toward the attainment of this great necessity. 

I want to say further that T am very grateful for the time and courtesy afforded 
me by this committee in permitting me to appear before you and to present our 
request for this structure, which is so vital to the prosperity and welfare of so 
many of our United States citizens. 

Respectfully submitted. 

A. L. Story, 
Vice Chairman, St. Johns Levee and Drainage District. 


Mr. Srory. I am not going to take the time of the committee to read 
this detailed report. However, I would like to comment briefly on the 
$90,000 item of this budget estimate that is termed “Drainage, Birds- 
Point-New Madrid Floodway.” 

I would like to say that this item is specifically for the initial con- 
struction of a closure or floodgate located at the southern end of the 
Birds-Point-New Madrid Floodway for the purpose of keeping the 
backwater from the river out of that lower area. 

The Birds-Point-New Madrid Spillway is an area of approximately 
132,000 acres. It is 10 miles wide and 33 miles long. The area that 
is affected by this backwater, which enters the lower end of the area 
at times when the river stage reaches 32 feet or more on the New 
Madrid gage, is divided in to 8 parts. 

The first area is an area of approximately 16,000 acres, which is a 
wooded, unimproved area and is not drastically affected by the water. 

However, the second area is an area of approximately 49,000 acres. 
of which 45,000 acres are cleared, improved, and in a high state of 
cultivation. This land in this area is valued from $150 to $200 an 
acre, and the production annually is over $200,000 gross income of 
agricultural products; that is, soybeans, corn, and cotton. 

When this back water enters this area it, of course, stops that 
production and that income. This is an area that is not wooded ort 
wasteland, but is highly improved. 

We have 75 miles of county hard-surface roads and 92 miles of State 
highways in the area. This is interwoven with rural electrification 
and telephone service. It is thickly populated. There are approxi- 
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mately 18,000 people in this spillway area. There are many com- 
mercial establishments, business buildings, alfalfa dehydrating plants, 
and cotton gins. 

We feel like this closure is drastically needed for the protection of 
the lands and the livelihood of the people in that area, and heartily 
solicit consideration of your committee in recommending this 
appropriation. 

Thank you, sir. 

Mr. Marsuaty. Thank you, Mr. Story. 

Mr. Bersurne. Mr. Chairman, all the other items on our table here 
are in the State of Lousiana. I want to call at this time on Mr. Roy 
T. Sessums, the director of the Department of Public Works of the 
State of Louisiana. 

Mr. MarsHatn. We would be glad to hear from you at this time, 
Mr. Sessums. 

STATEMENT BY MR. SESSUMS 


Mr. Sessums. Mr. Chairman and members of the committee, here are 
copies of a prepared brief. I should like to submit this for the record, 
sir, and discuss it briefly with you. 

(The brief is as follows:) 


A BrreF WRITTEN STATEMENT IN SUPPORT OF ADEQUATE APPROPRIATIONS TO THE 
Corps OF ENGINEERS, UNITED STATES ARMY FOR AUTHORIZED FLOOD-CoNTROI. 
Prosect, Lower MISSISSIPPI RIVER AND TRIBUTARIES 


Presented to House Public Works Appropriations Subcommittee, United States 
House of Representatives, by the State of Louisiana, Department og Public 
Works, Roy T. Sessums, Director 


THE DEPARTMENT OF PUBLIC WORKS AND FLOOD CONTROL IN THE STATE OF LOUISIANA 


The Mississippi River has had a history of vast destruction in its natural state, 
but experience has shown that under an adequate flood-control and development 
program it is one of the country’s most valuable assets. It provides the drainage 
for over one-half of the Nation’s farms, and constitutes the most important part 
of the greatest inland waterway transportation systems in the world. Water in 
huge volumes is perennially supplied for industrial, agricultural, and domestic 
use and for the disposal of wastes. In fact, the economy of most of the alluvial 
valley is based upon the Mississippi River as it exists today. 

All of the rich alluvial lands of Louisiana, comprising one-third of the area of 
the State, are subject to overflow from the Mississippi, Red, and Atchafalaya 
Rivers under natural conditions. This fact has made flood control of paramount 
importance to the people of Louisiana ever since the arrival of the first settlers 
over 250 years ago. For most of this period control of these streams and the 
prevention of flooding has been the principal interest of the department of public 
works and its predecessor agencies, who have played a prominent part in de- 
veloping the small and ineffective local levee systems of early days into the 
extensive and elaborate flood-control works upon which so much of the welfare 
and security of the State rests today. In view of its background and experience 
in such matters, the department of public works presents this brief in support 
of adequate appropriations to the Corps of Engineers, Department of the Army, 
for continued prosecution of flood-control work under the authorized Mississippi 
River and tributaries project, particularly those phases of the project which are 
of vital significance to Louisiana. 

The department of public works expresses the official views of the governor 
of Louisiana on flood-control matters affecting the State. Its responsibilities 
include the development of flood control, drainage, water conservation, irrigation, 
and navigation projects and, as the planning agency of the State government, it 
must consider flood control on the major streams in formulating plans for full 
development of all the resources of Louisiana. It is also the consulting engineer 
for the 22 levee boards of the State, and it maintains close liaison between the 
flood-control activities of these boards and those of the Corps of Engineers and 
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other Federal agencies, and between Congress and the State government on flood- 
control policy and legislation. 


DEVELOPMENT OF FLOOD CONTROL IN THE ALLUVIAL VALLEY OF THE MISSISSIPPI RIVER 


The Mississippi River accumulates the drainage from 41 percent of the entire 
area of the United States and concentrates it at the latitude of Old River in 
Louisiana, where it is carried to the Gulf of Mexico through the lower reaches 
of the river, and through its natural distributary, the Atchafalaya River. Its 
drainage basin embraces an area of 1,245,000 square miles and covers all or parts 
of 31 States and 2 Canadian Provinces, extending across the continent from the 
State of New York to the State of Washington and from Canada to the Gulf of 
Mexico. It is exceeded in size only by the basins of the Amazon and Congo 
Rivers. 

At Cape Girardeau, Mo., the river enters an enormous alluvial flood plain or 
valley through which it meanders southward for 1,018 miles to enter the Gulf 
of Mexico. The total area of this alluvial valley is 35,500 square miles which, in 
its natural state without levees, was always subject to overflow. It includes the 
richest and most productive agricultural lands in the United States. 

The materials through which the river flows are easily eroded. The wide 
variations in the river’s discharge and stage and the lack of cohesion in the 
materials of its banks and bed create a stream of constantly changing alinement 
which, if uncontrolled, would in the course of time meander back and forth across 
the width of the alluvial valley. The river, due to its alluvial nature, does not 
excavate and maintain its channel deep enough and wide enough to carry the 
large floods within its banks, and during overflow periods sediment is deposited 
on the natural banks causing them to be higher than the large adjoining 
basins. 

As the river was the principal means of transportation in the early days, the 
first settlements were made along the stream on these high natural levees. With 
the advent of the steamboat, towns and cities developed and commerce between 
them prospered. Earthen levees were constructed to provide protection against 
the river’s floodwaters. 

Locally constructed levee systems, however, were entirely inadequate, and in 
1882 a great flood occurred which overflowed an estimated 34,600 square miles of 
the 35,500 square miles in the alluvial valley. Vast areas were flooded in many 
other years. The great flood of 1927 overflowed 23,000 square miles, and while 
the flooded area was much less than in 1882, the damage was far greater due to 
the higher state of development in the valley. 

Beginning in 1917, the expenditure of Federal funds directly for flood-control 
purposes was authorized on a cooperative basis whereby the United States paid 
two-thirds of the costs and local interests contributed one-third and provided the 
necessary rights-of-way. While this basis was sound in principle, it resulted 
in great inequities. The smaller levee districts and those which had reached 
their bonded debt limits could not contribute their share of the cost with the 
result that the larger and richer districts built their levees stronger and higher, 
thus forcing additional flood servitude on the smaller and poorer. In 1928 legis- 
lation was adopted by Congress which recognized that flood control in the alluvial 
valley and navigation on the river south of Cairo constituted a single great prob- 
lem, and that in view of the great expenditures made by local interests, and 
the national aspects of flood losses, no local contribution was required other than 
furnishing certain rights-of-way and maintaining specified works after com- 
pletion. 

ECONOMIC ASPECTS OF FLOOD CONTROL ON THE MISSISSIPPI RIVER 


In comparing the great floods of 1882 and 1927, it was noted the smaller flood of 
1927 caused the greater losses in lives and property due to the higher state of 
development which prevailed in the alluvial valley at that time. There is much 
evidence to indicate that the growth of this area since 1927 has continued at 
a rate exceeding the national average, and today a similar flood would cause 
far more damage than all of the great floods of record. 

Population of the States lying in the alluvial valley has increased by 20 per- 
cent since 1930. Most of this increase has occurred in the area immediately con- 
tiguous to the river which is directly affected by main-stem flood-control works 
The Bureau of the Census estimates a further population increase of 15 per- 
cent in the alluvial valley States by the year 1965. 

Prior to inauguration of the flood-control program in 1928 the economy of the 
alluvial valley was largely agricultural, but since that time there has been a pro- 
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nounced trend toward industrialization as hundreds of manufacturing plants 
have become established along the river. Industry has been attracted by the 
yast resources of the gulf coast, unlimited fresh water supplies, unexcelled 
water transportation facilities, and proximity to the population center of the 
United States. In Louisiana alone nearly $2 billion has been invested in new 
industry along the Mississippi River since World War II, and similar industrial 
growth has taken place throughout the valley. 

Another indication of the rate of growth of the alluvial valley is the tremendous 
increase in commerce on the lower Mississippi River. Traffic on this portion of 
the river rose from 2.9 billion ton-miles in 1927 to 13.6 billion ton-miles in 1952. 
The Mississippi River is now part of the most extensive inland waterway system 
in the world. 

The rate of development in the alluvial valley today makes it one of the most 
dynamic areas in the United States, and increases proportionately the re- 
sponsibility for flood control and navigation on the Mississippi River which the 
Federal Government assumed under the Flood Control Act of 1928. Bach year 
more people, more industry, more commerce and more public and private prop- 
erty become dependent upon flood control works for their welfare and security. 

The economic progress which has been made in the alluvial valley would have 
peen impossible without the existing flood control program. Floods and the 
threat of floods would have prevented full development of its fertile agricultural 
lands and the establishment of industry to utilize its natural resources. Without 
bank stabilization works modern navigation on the lower Mississippi would 
not be possible because of the shifting nature of its channel. Transcontinental 
railroad and highway routes would be seriously affected because of the difficulty 
and expense of maintaining communications across the valley. The benefits 
which have accrued to the Nation since initiation of the project in 1928 are esti- 
mated at over $5 billion, or a return of nearly $6 for each dollar expended 
on the work. 


AUTHORIZED FLOOD CONTROL WORK 


Legislation adopted by Congress providing for the existing project for flood 
control, Mississippi River and tributaries, is listed below. Reports, studies, 
and other documents upon which this legislation is based are also included in 
the tabulation. 


Supporting documents 
Flood Control Acts of May 15, 1928__ H. Doc. 90, 70th Cong., 1st sess. 
House Committee Doc. 28, 70th Cong., 
2d sess. 
Flood Control Act of June 15, 1936__ Flood Control Committee Doe. 1, 74th 
Cong., 1st sess. 
H. Doc. 198, 73d Cong., 2d sess. 
Flood Control Act of June 28, 1938__ Flood Control Committee Doe. 1, 75th 
Cong., 1st sess. 
Flood Control Act of Aug. 18, 1941__ H. Doe. 359, 77th Cong., 1st sess. 
Flood Control Act of Dec 22, 1944____ H. Doe. 509, 78th Cong., 2d sess. 
Flood Control Act of July 24, 1946__ S. Doc. 151, 78th Cong., 2d sess. 
S. Doe. 191, 79th Cong., 2d sess. 
Doc. 516, 78th Cong., 2d sess. 
. Doe. 378, 74th Cong., 2d sess. 
Doc. 308, 74th Cong., 1st sess. 
Doe. 98, 76th Cong., 1st sess. 
Doe. 188, 72d Cong., 1st sess. 
. Doc. 757, 79th Cong., 2d sess. 
. Doc. 138, 80th Cong., 1st sess. 
S. Doc. 51, 80th Cong., 1st sess. 
Corps of Engineers Rept., Apr. 8, 1946. 
Flood Control Act of June 30, 1948__ H. Doc. 627, 80th Cong., 2d sess. 
H. Doc. 651, 80th Cong., 2d sess. 
H. Doc. 321, 80th Cong., 1st sess. 
Flood Control Act of May 17, 1950__ H. Doc. 32, 8ist Cong., 1st sess. 
S. Doe. 88, 81st Cong., Ist sess. 
H. Doc. 485, 81st Cong., 2d sess. 
S. Doe. 139, 8ist Cong., 2d sess. 
H. Doe. 255, 81st Cong., 1st sess. 
Flood Control Act of Sept. 3, 1954___ H. Doc. 478, 83d Cong., 2d sess. 
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The existing project was authorized by the act approved May 15, 1928, as 
amended by the acts listed above. As now fixed by law, that portion of the 
project of direct interest to Louisiana provides for flood control of the Mississippj 
River in its alluvial valley and for its improvement from Cape Girardeau, Mo 
to the Head of Passes, La., and for the maintenance of a navigation channel 36) 
feet wide and 12 feet deep at low water between Cairo, Lll., and Baton Rouge, La, 
the execution in the interest of navigation and flood control of a channel improve. 
ment and bank stabilization program; the diversion from the Mississippi Rive 
of excess floodwaters through the Bonnet Carre, Morganza and Atchafalayy 
Floodways; improvement of the discharge capacity of the Atchafalaya River: 
construction of the Wax Lake outlet; the protection of lands on the south bank 
of Red River below Boyce, La.; local flood protection at Jonesville and Lake 
Pontchartrain ; improvement of the flood-carrying capacities of Bayou Lafourche 
Bayou Macon and the Boeuf and Tensas Rivers and Bayous Boeuf, Rapides ani 
Cocodrie; the construction of a navigation harbor at Baton Rouge; and th 
control of Old River, La. 

The design of all flood-control works is based on a project flood which is 
predicted to be the maximum possible by the Weather Bureau and the maximun 
probable by the Mississippi River Commission. After taking into account th 
effects of constructed upstream reservoirs the project flood is computed to have 
the following flows: 

Cubic feet 

per secon 
At Cairo, Hl___- ( 2, 450, 000 
At Arkansas City, Ark 3, 065, 00 
At Old River, La 3, 000, 00 
PRESENT STATUS OF PROJECT 


The following tabulation shows the appropriations made by Congress to dat 
for work authorized under the flood-control act of 1928 as amended. 


Flood control appropriations and expenditures, Mississippi River and tributaries 


Allotted to 


1955 appro- 
priation 


Item of work Authorized 


Main stem: 
Mississippi River levees. -__-.----- : $265, 847, 000 , 670, 200 
Bank stabilization -. A «tad ‘ . ..-| 356, 935, 400 245, 461, 000 
Mapping pabebenzosetien 4, 863, 000 3, 864, 300 | 
Memphis Harbor ; nae 2 : 21, 600, 000 10, 551, 000 
Morganza structure___---- . ‘ : 20, 680, 000 19, 820, 000 | 
Dredging -__- ; ti shoe ea ; 91, 300, 000 75, 098, 000 
Devil’s swamp-__-_- -- eis sbcsieacane 2, 500, 000 0 
Old River control__- . ao a 46, 741, 000 0 | 
Completed work 17, 967, 000 17, 967, 000 





Subtotal 


_| $28, 433, 400 


580, 431, 500 


20, 399, 





Off main stem: 
St. Francis Basin - in ; L pote intakes 44, 826, 000 
Lower White River--_. hidtin Selena Pecbdanwekadins 13, 110, 000 
Lower Arkansas River aiid seats anand 27, 250, 000 
Tensas River Basin_-_- : 41, 128, 000 
Red River backwater area---- 8, 653, 000 
Lower Red River os si ; ieee 8, 860, 000 
Yazoo River Basin_.---- ie lea 181, 500, 000 84, 220, 700 | 1, 158, 00 
Atchafalaya River Basin---- : ee ; 129, 120, 000 111, 346, 900 | 3, 175, OO 
Lake Pontchartrain--_.----_-- sian, St 3, 150, 000 814, 400 230, 00 
Amite River---- ; ‘ 50, 000 0 
Cache River Basin-...-.-- 10, 000, 000 0 


22, 084, 200 2, 736, 

9, 253, 800 205, 00 
17, 280, 200 480, 00) 
10, 302, 000 , 727, 0 

7, 621, 400 340, 00 

8, 156, 200 


L’Anguille River 


West Tennessee tributaries__ - 


Grand Prarie-Bayou Meto------ 
Completed work-.-...------ 


Grand total_.._----- 





2, 000, 000 
7, 700, 000 
6, 000, 000 
2, 764, 600 


486, 111, 600 





0 | 


0 | 





273, 844, 400 | 


10, 051, 00 
15, 000, 00 


854, 275,900 | 45, 450, 00 
| 
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On a monetary basis, the project appears to be about two-thirds complete. How- 
ever, a realistic appraisal of the items of work neccessary to accomplish the 
objectives of the flood-control program as originally outlined by Congress indi- 
cates that the project is hardly more than 50 percent complete. No funds have 
been appropriated for many of the authorized items, while construction of other 
features has been proceeding at a very slow rate. It is also evident that exist- 
ing authorization for certain key items in the flood-control plan, such as Missis- 
sippi River levees and bank stabilization, Atchafalaya floodway levees and lower 
Atchafalaya Basin dredging is not adequate to complete the program and must 
be revised upward. 

The work remaining to be done becomes of tremendous significance when 
viewed in the light of population and economic values which depend upon it for 
protection. Recent reductions in the national budget in the interest of economy 
have been extended to flood-control appropriations, and the Corps of Engineers 
has not been able to prosecute the project in keeping with their increased re- 
sponsibilities for flood control. Most of the incompleted work lies in or directly 
affects the State of Louisiana. 


FLOOD CONTROL IN LOUISIANA 


Nearly one-half of the alluvial valley of the Mississippi River lies in Louisiana, 
the river length of the valley within its borders being 498 miles and the area 
about 15,500 square miles. The length of the entire valley measured along the 
river is 1,018 miles and its area is 35,500 square miles. 

Land elevations in Louisiana along the river range from sea level at New 
Orleans to 110 feet above sea level near the Louisiana-Arkansas line. Each year 
the drainage runoff from 41 percent of the United States raises stages of the river 
above these land elevations and flooding is prevented by the levee system which 
extends for nea ly 500 miles on the west bank and about 185 miles on the east 
bank. During the great floods of 1927, 1929, 1937, 1945, and 1950, stages of the 
river in Louisiana were as high as 20 or more feet above the adjoining lands for 
many weeks. 

In order to protect the State from floods, 22 levee districts have been created. 
These districts have expended since 1881 over $210 million of local funds on flood- 
control works, or about $664 million when adjusted to present prices according to 
the Engineering News Record cost index. The cost of controlling floods in these 
districts was much greater than elsewhere in the valley because of the magni- 
tude of the floods and the low elevation of the extensive areas requiring protec- 
tion. After a series of disastrous floods most of the districts had exhausted 
their financial resources and the futility and wastefulness of flood-control 
measures on a local basis became evident. The flood of 1927 directed attention to 
the national aspects of flood losses and resulted in the Flood Control Act of 
1928. Under this legislation, for the first time an integrated flood-control pro- 
gram covering Louisiana and all of the alluvial valley of the Mississippi River 
and its tributaries was put into effect under the direction of the Corps of 
Engineers. 


FLOOD CONTROL AND RIVER IMPROVEMENT WORK IN LOUISIANA, MISSISSIPPI RIVER 
AND TRIBUTARIES PROJECT, RECOMMENDED BY THE DEPARTMENT OF PUBLIC WORKS, 
FISCAL YEAR 1956 


1. Old River control—The diversion of the Mississippi River at Old River 
through the Atchafalaya has created an emergency flood-control problem which 
threatens the destruction of all existing flood-control works in the lower basin. 
The diversion is already well advanced toward the critical stage, and the Miss- 
issippi River at any favorable opportunity can abandon its present channel 
below Old River and take the shorter Atchafalaya route to the gulf. The best 
engineering information and the thorough Atchafalaya River study by the 
Mississippi River Commission fully support the certainty of the diversion in- 
creasing beyond control in the immediate future unless preventive measures are 
promptly taken. 

The magnitude of this project, the extensive period of time required to build 
the necessary structures, and the fact that diversion can occur at any time, when 
weighed against the enormous economic values at stake, emphasize the emer- 
gency which exists, and the conclusion that the control of Old River cannot be 
accomplished on a leisurely basis without great risk. The Department of Public 
Works recommends that at least $4 million to be appropriated to initiate con- 
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struction of this project during this fiscal year. The recommendation of 
$2,250,000 for this work by the Bureau of the Budget is not based on a realistic 
appraisal of the situation and indicates that the time element has not been 
given proper consideration. 

If adequate control measures are not energetically undertaken or are unduly 
delayed, permitting total diversion to occur, the Nation will sustain losses to 
its economy from which it will not quickly recover. These losses would be 
sustained by municipalities, industry, agriculture, utilities, communications, 
navigation, and directly by the United States as most of the existing flood-control 
works in the valley, costing $854 million to date, would be destroyed or rendered 
useless. By disrupting communications in the heart of the United States, un- 
controlled diversion would be a matter of serious concern to national defense, 
in view of uncertain world conditions and the continued threat of hostilities. 
The additional costs to the United States of providing means of regaining control 
of floods by development and construction of new structures to care for the 
project flood of 3 million cubic feet per second would be many times the cost of 
the works recommended to prevent diversion. 

2. Bank stabilization —Bank stabilization is a fundamental part of the flood- 
control plan, and is necessary to preserve the river in its present alinement, to 
protect the levee system, and to maintain navigable depths in the river. Under 
existing authorization 316 miles of bank stabilization have been completed, with 
147 miles remaining to be done. 

Caving banks affect the most valuable lands, the narrow alluvial strips which 
form both banks of the river. Levees must be moved back in the vicinity 
of caving, and homes, highways, and railroads must be relocated. In the lower 
basin, particularly below Baton Rouge, many industries are locating on the 
riverbanks, attracted by mineral resources, deepwater navigation, and unlimited 
supplies of fresh water. Over $2 billion has been invested in new industries 
en this section of the Mississippi River in the past 10 years. As this develop- 
ment continues, a program of bank stabilization must be inaugurated to protect 
the huge investment in plants and equipment, for levee setbacks requiring re- 
location of these facilities will not be practicable. 

In view of the severe curtailment of the bank stabilization program over the 
past few years and the growing importance of the affected areas, the Bureau of 
the Budget estimate of $19 million for bank stabilization in fiscal 1956 is too 
low. The Department of Public Works recommends a minimum of $20 million 
for the purpose. In order to help balance the national budget last year, the 
Department agreed to the Bureau’s recommendation of $18,775,000 but believes 
that to continue this program at a reduced rate is not in the interests of econ- 
omy. Timely construction of necessary bank protection always results in great 
savings, while undue delays in construction allows the river to increase the extent 
of the work at correspondingly greater costs. 

3. Mississippi River levees.—A strong levee system is the most important com- 
ponent of the flood-control program, for all of the alluvial valley is subject to 
overflow from the Mississippi River without the protection of levees. Under the 
existing levee prgram, 1,333 miles of main-line levees have been completed 
and 284 miles remain to be brought up to grade and/or section. 

The Bureau of the Budget recommendation of $2 million for levee construc- 
tion in 1956 is about enough to complete 12 miles of levees. At this rate, nearly 
25 years will be required to finish this phase of the flood-control program. The 
work remaining to be done should be completed as rapidly as possible, for the 
security afforded by the levee system is measured in terms of the weakest and 
lowest levees. The department recommends a minimum appropriation of 
$3 million for levee construction in fiseal 1956. 

4. Tensas River Basin—Boeuf, Tensas, Lafourche-—The area drained by 
this basin includes 5 million acres in 11 Louisiana parishes and 6 Arkansas 
counties. The project is about 50 percent complete. The work remaining to 
be done should be accomplished as speedily as possible in order to derive full 
benefit from the $5 million lateral drainage system constructed by the State of 
Louisiana and local interests. 

Except for the lower 32 miles of Boeuf River, work on the Bayou Lafourche- 
soeuf River system is practically complete in Louisiana and about 10 percent 
complete in Arkansas. Very little work has been done on the Tensas-Bayou 
Macon system. It is recommended that a minimum of $2 million be appropriated 
for work on these streams in 1956. 

5. Atchafalaya River Basin.—The Department of Public Works recommends 
a minimum appropriation of $5 million for work in this area. The Bureau of 





































































the Budget figure of $4,200,000 is too low for safety, and must be increased by 
at least $800,000 to provide principally for an adequate dredging program on 
the main channel of the Atchafalaya in the lower floodway, and to complete 
drainage improvements on streams intercepted by the West Atchafalaya Basin 
protection levee. 

Relative flood stages in the Atchafalaya floodway have steadily risen to the 
point where the project flood cannot be contained, due to heavy sedimentation 
in the basin, settlement of guide levees due to poor foundation conditions, and 
failure to develop an efficient channel in the Atchafalaya River through the 
lower floodway. In order to help reduce rising stages, an adequate program 
of dredging to improve the channel of the river in its lower reaches must be 
undertaken this year. In addition to increasing security against floods, such a 
program of dredging would also provide at the same time all-year navigation 
of the Atchafalaya River as authorized under the Flood Control Act of Sep- 
tember 3, 1954, at no cost. 

Improvements to the West Atchafalaya Basin projection levee borrow pit, 
which conveys all drainage intercepted by the levee, must be completed during the 
fiscal year. Flooding as a result of the inadequacy of this channel has been 
increasing, and almost yearly thousands of acres of farmlands are inundated. 
The improvements are now under construction and they include the Bayou 
Courtableau drainage structure, an outfall channel and levee in the floodway, 
and certain channel improvements in Bayou Teche. 

Except for the inclusion of funds for raising the floodway levees, the distribu- 
tion of funds under the Bureau of the Budget estimate appears to be adequate 
with respect to such other items as construction of the high level floodway cross- 
ing (U. S. Highway 190), East and West Wax Lake levees, Avoca Island 
levee, and other miscellaneous work. 

6. Red River backwater area—lIt will require $85,000 to complete Buckner 
Bayou drainage in this area. This amount will complete the existing project 
except for gravel roads on the levees. 

7. Lake Pontchartrain levee.—Construction of this levee was authorized by 
Congress under the Flood Control Act of May 17, 1950, as a result of the disastrous 
storm of 1947 which flooded about 75,000 acres of suburban New Orleans. Under 
terms of the authorization local interests are to bear one-half of the estimated 
cost of $6.3 million. The affected area is highly developed and densely populated 
by persons in the low-income group. It is continuing to grow rapidly due to the 
influx of industry into the metropolitan area of New Orleans. The elevation of 
the land is low, and it should be noted that the city can only expand into such 
low-lying areas as all the higher lands have been occupied. 

The Pontchartrain Levee Board has expended over $1.5 million toward con- 
struction of this project and is prepared to contribute its remaining share of the 
cost. The budget recommendation of $1 million for work in 1956 appears to be 
adequate. 

8. Devil’s Swamp navigation harbor, Baton Rouge—tThis project was author- 
ized by Congress in 1946 at a total cost of $2.5 million. It provides for construc- 
tion of a barge canal 12 feet deep at mean low water and 300 feet wide on the 
bottom, extending approximately 5 miles northward from the Mississippi River 
near the northern city limits of Baton Rouge through Devil's Swamp and aleng 
the high escarpment of the east bank of the river. The authorization provides 
for initial construction of 2.5 miles of channel at an estimated cost of $1,250,000 
with the remaining portion to be built when expansion is warranted by increased 
navigation and commerce. All terms of local cooperation have been met and 
wharves, warehouses, and other necessary facilities will be constructed at no 
cost to the United States and will be open to all users on equal terms. Barge 
traflic through the port was 7.1 million tons in 1952 and total waterborne traffic 
amounted to 14.5 million tons. 

The authorized work is strategically located on the river at the head of the 
Indian Village extension of the Intracoastal Waterway, now under construction 
«and which will shorten distances to western points by 160 miles when completed. 
It will afford the only current-free harbor on the Mississippi River below Vicks- 
burg and will provide balanced port facilities, since traffic through the port is 
divided equally between seaborne ard inland commerce. The harbor is neces- 
sary to complement the $15 million port expansion and development program 
now under construction by the Greater Baton Rouge Port Authority. 

The project has been authorized for construction by Congress for nearly 10 
years, but no funds have been appropriated to date. The Department of Public 
Works protests its continued exclusion from the budget, and recommends that 
$400,000 be appropriated for construction in 1956. 
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SUMMARY 


The flood-control program adopted by Congress in 1928 was designed to be 
prosecuted to completion as quickly as physically possible. After 27 years it is 
far from completed, partly because the success of the completed portions in 
controlling floods has created an apparent sense of false security which has 
resulted in a greatly reduced program of work each year. 

At the present stage of development of the project, a minimum annual appro- 
priation of $65 million is required to keep the river under control and to effi- 
ciently continue the work to completion. As construction costs have increased, 
dollar appropriations for flood control have been decreased to the point where 
actual progress on the program is now no more than about one-third of what 
it normally should be. This alarming situation has occurred despite the high 
national income and the enormous increase in wealth and development of the 
Mississippi Valley, which is dependent upon the flood-control program for its 
security ; and despite the fact that each dollar which has been expended on this 
project has returned approximately $6 in benefits to the economy of the Nation. 

Appropriations for flood control in the Mississippi Valley must he increase: 
sufficiently to carry out the project within a reasonable period of time. The 
Department of Public Works therefore gives its full support to the program of 
work and the budget recommended for fiscal year 1956 by the Mississippi Valley 
Flood Control Association. These recommendations are summarized in the fol- 
lowing tabulation, which also includes the recommendations of the Bureau of 
the Budget. 


Recommended appropriations, flood control, Mississippi River and_ tributaries, 
fiscal year 1956 


Mississippi 
Bureau of | Valley Flood 
the Budget |Control Asso- 
ciation 


2 ee ones anaes —— 


Item of work 


Main stem: 
Mississippi River levees_ ‘ adit seed wade $2, 000, 000 $3, 000, 000 
Bank stabilization works----.--.......----- 9, 000, 000 20, 000, 000 
Mapping . : & oe ee 200, 000 975, 000) 
Memphis Harbor __-.-- ive dde Wtesecwewinueiesnlenn vexeus 600, 000 , 000, 00K 
Old River control . 250, 000 , 000, 000 
Off _ stem: | 
Francis Basin__-- ere Ones Lae 3, 000, 000 , 000, 090 
phe White River, White River backwater levee. ___- 250, 000 | 509, 00 
Lower Arkansas River, north bank =< se 500, 000 | , 200, 090 
Tensas River Basin, Boeuf, Tensas, Lafourche Rp Pe REN Ie , 800, 090 | 2 000, 000 
Red River backwater area __----- SAR Se : Lee aeey 85, 000 | 85, 000 
Yazoo River Basin , 300, 000 . 000, 000 
Atchafalaya River Basin Ee, ea guavas . 200, 000 5, 000, 000 
Se eS we ncaa crash megs onal eres eae ered aia | , 000, 000 , 000, 000 
I SE nd, Sons ctrokacnrshbcethsas soeudubscectdeteshsacancabenstcesnte ee 500, 000 
Reelfoot Lake area oie 300, 000 
Devil’s Swamp, La , 000 
Drainage, Bird’s Point, New Madrid Floodway, Mo - 000 
Maintenance , 700, 5, +000 


62, 350, 000 


STATE OF LOUISIANA, DEPARTMENT OF PUBLIC WoRrKs, 
Roy T. Sessums, Director. 
Hu B. Myers, Chief Engineer. 

Mr. Sessums. I am Roy T. Sessums, Director of Public Works for 
the State of Louisiana, and I represent the State from that standpoint 
and also from the fact that the organization performs engineering 
services for flood control purposes, among others, for the levee boards 
within the State. 

I appreciate the time that you gentlemen have so generously given 
in this hearing, so I would not want to overburden you with lengthy 
remarks. However, I would like to briefly review the situation. 

In Louisiana, as you know, we are located toward the mouth of 
the river. We must accommodate the runoff from the vast water- 
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shed; the Mississippi River and its tributaries, consisting, as you 
know, of some 41 percent of the area of the United States. 

We recognize ‘he need for proper levee systems. Certainly we 
urge adequate appropriations for levee construction, bringing up 
those mileages of levees that are below grade and section. 

Bank stabilization, of course, is a vital necessity to us in Louisiana, 
because at certain places of the State there is hardly sufficient solid 
land on which to base a levee. Setbacks become very hazardous. Con- 
sequently revetments and stabilization to hold the line of the river 
are most urgent. We do request, certainly, the maintenance of proper 
consideration for those. 

We have some specific projects. The Tensas River basin, Boeuf, 
Tensas, Lafourche area was touched on by other people. Certainly 
drainage from Arkansas comes through us there. We recognize the 
nec essity for the work in Arkansas, as well as certain work in Louis- 
jana, on that system. That is put forth in this brief. 

The Atchafalaya River Basin will be utilized to discharge roughly 
one-half of the total flood waters at the maximum rated floods, at 
the rate of 1.5 million second-feet. That particular area will be dis- 
cussed in detail by the president of the Atchafalaya Basin Levee Dis- 
trict Board. I will present him in a moment. I will not go into 
these details. 

The Red River backwater area work is also needed. 

The Lake Pontchartrain levee is another item on your agenda in the 
specific program, which needs completion, inasmuch as it protects 
a vast metropolitan area of New Orleans and vicinity. Much work 
has been done, and much money has been expended by the local levee 
board, whose president is with us today, Mr. Peytavin, but in the 
essence of brevity he said he did not want to take up your time with 
a lengthy statement. 

We also have the Devil’s Swamp navigation harbor, near Baton 
Rouge. Weare requesting some $400,000, if possible, for the initiation 
of this project, which is of great urgency. 

Gentlatiens I could expand at length. I do appreciate your courtesy 
and I do support the request of the Association for a more liberal 
ippropriation if possible of funds that have been recommended by 
the Bureau of the Budget. 

We recognize in the lower valley the urgency of completion at an 
orderly rate of this vast project, so I certainly support the request 
for some $62 million and a fraction. 

Mr. Marswauu. We thank you for your statement. 

Mr. Sessums. Thank you very much. At this time may I present 
Mr. C. O. Watts, the president of the Atchafalaya Basin Levee Dis- 
trict Board of Port Allen, La. 

Mr. MarsHaty. We would be glad to hear from you at this time, 
Mr. Watts. 


STATEMENT BY MR. WATTS 


_ Mr. Warts. Mr. Chairman and members of the committee, my name 
isC, O. Watts. I am president of the Atchafalaya Basin Levee Dis- 
trict Board of Port Allen, La. I wish to read and file with this com- 
mittee a brief on several matters about flood control problems that 
vitally affect our district, and which we are very much concerned about 
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in support of the $62,350,000 appropriation requested for the Mis- 
sissipp1 River and tributaries for fiscal year 1956. 

Mr. Chairman, in the flood-control plan adopted and amended after 
the 1927 flood, it appears that all other sections of the Mississippi 
River and tributaries north of Old River have been well provided for, 
but from Old River south to the gulf much remains to be done to 
complete the flood-control plan. 

In a super flood, it is predicted that 8 million cubic feet per second 
will arrive at the junction of the Old and Mississippi Rivers, half of 
this water is to go down the Atchafalaya Basin Floodway and half of 
it down the Mississippi River to the gulf. The diversion of the Mis- 
sissippi River at Old River through ‘the Atchafalaya has created an 
emergency flood control problem which threatens the destruction of all 
existing flood control works in the basin. The diversion is already 
well advanced to the critical stage. Due to widening of the channel 
in the upper reaches of the Old and Atchafal: aya Rivers and the silt- 
ing of the basin in the lower reaches of the Atchafalaya which restricts 
the outflow and causes the st: ages to raise higher on the Atchafalaya 
gage during each succeeding highw ater, it is necessary to continue to 

raise the grade of the East and West Atchafal: iva Basin Floodway 
levees as Tapidly as possible from Ramah south on the East and 
Henderson south on the West Atchafalaya Basin levees, in order to 
contain the project flow of 1,500,000 cubic feet per second. Danger on 
both sides of the floodway becomes imminent when 660,000 cubic feet 
per second comes down the floodway. Due to unstable foundation 
conditions, these guide line levees cannot be raised in time to meet 
threat of a super flood and cannot carry the 1,500,000 cubie feet per 
second. Therefore, an adequate program of minor dredging to im- 
prove the channel of the Atchafalaya River in its lower reac ches must 
be undertaken this year to lower flow lines until the completion of the 
Old River Control Structure. This minor dredging in addition to 
increasing security against floods is necessary to provide at the same 
time all year navigation of the Ate hafalaya River as authorized under 
the Flood Control Act of September 3, 1954. After the completion of 
Old River Control, extensive dredging must be done to permanently 
lower stages in the Atchafalaya River below the grade that the levees 
can be successfully constructed to. 

Additional surveys should be made to determine the adequacy of the 
East and West Atchafalaya Basin intercepted borrow pit drainage 
canals, and rapid completion of the Bayou Courtableau drainage 
structure. Asa result of the inadequacy of these intercepted drainage 

canals, thousands of acres of farmlands are overflowed yearly. There- 
fore, it is requested that the $5 million asked for, for the Atchafalaya 
River Basin, be approved for the fiscal year 1956. 

Due to the fact the guideline levees on the Atchafalaya Floodway 
cannot be raised any faster than base conditions will permit, and 
dredging in the lower basin can be done only on a minor scale, and the 
diversion of the Mississippi River at Old River through the Atcha- 
falaya has created an emergency condition; if adequate control meas- 
ures are not undertaken energetically, permitting total diversion to 
occur, the basin will sustain losses to its economy from which it will 
not soon recover. Therefore, it is requested that the $4 million for 
Old River control structure asked for be approved for fiscal year 1956. 
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It is requested that no more levees be constructed in the backwater 
area north of Old River, that would restrict backwater storage, until a 
study has been made to see what the effect would be to grades of the 
existing Old, Atchafalaya, and Red River levees. Although the Red 
River levees and the protection levee from Mansura to Hamburg are 
not under the jurisdiction of this board, they do provide protection for 
lands in this district. However, it is believed that the $85,000 asked 
for to complete the interior drainage of Red River backwater area 
already started should be approved for fiscal year 1956. 

Bank stabilization on the Mississippi River and upper reach of the 
Atchafalaya River in this levee district is of vital interest to us and is 
considered a fundamental part of the flood-control plan. Bank stabi- 
lization is necessary to preserve the river in its present alinement, to 
protect the levee system and to maintain navigable depths in the river, 
since the most valuable land in the district is along the river banks. 
When caving of banks occur and setback of the levees are necessary, 
highways, railroads, homes, and industrial sites are affected. All 
have to be relocated at great expense in addition to loss of valuable 
land that is never regained. This applies particularly below Baton 
Rouge, La. Many heavy industries are locating on the Mississippi 
River banks below Baton Rouge, La., due to the abundance of water 
and water transportation. It is requested that the $20 million asked 
for in the fiscal year 1956 for bank stabilization be approved. 

No new revetment work has been done on the Mississippi River 
below Baton Rouge since about 1939, and the levee system in this area 
was set back about 1929 to 1933, with the result that considerable 
recession of the river banks has occurred in these many years, and at 
the present time, the levee is dangerously close to the river bank at 
many places. It is sincerely requested that the $3 million for the 
Mississippi River levees be approved in order that this threat to the 
levee system may be lessened. 

Mr. Chairman, and members of the committee, I wish to take this 
opportunity to thank you for the privilege of being able to appear 
before this honorable committee. 

Thank you, gentlemen, for your consideration. 

Mr. Marsuauu. Thank you for your statement. 

Mr. Sessums. Mr. Chairman, I have some items which I just de- 
sire to file with you, but there is one item I would like to bring to your 
attention, without dwelling at length on the Mississippi River. It is 
found on page 10 of this brief. That item is the Old River control 
structure. I think that is of special significance and importance not 
only to Louisiana but to the entire lower Mississippi Valley and to the 
Central United States. That is the key at the present time to the 
effectiveness of our flood control, because without the construction of 
this vital work we will lose the progress that has been made on flood 
control, 

In other words, the Atchafalaya River is rapidly capturing the 
Mississippi River. This project is an authorized project, as you 
know. The Bureau of the Budget has indicated some $214 million 
for it, in order to carry on this work at a sufficient rate of progress. 
It would certainly result in a catastrophe if this work is not done. 
There could be a possible disastrous capture of the river, resulting in 
untold loss throughout the midcontinent area. I would certainly urge 
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an appropriation of some $4 million, if possible. As you know, this 
is a very healthy project financialwise. 

I could dwell on this at length but I do not think it would be good 
for you gentlemen, because you have been sitting here a long time. 

I do have some items that were given to me by interested persons, to 
file for the record with regard to the dredging in the lower Atchafalaya 
Basin. 

Here is an item from the Morgan City Harbor and Terminal Dis- 
trict. 

Mr. MarsHatxi. Without objection that will be placed in the record 
at this point. 

(The information is as follows :) 


May 7, 1955. 
Hon. CLARENCE CANNON, 
Chairman, Committee on Appropriations, 
House of Representatives, Washington, D. C. 

DEAR MR. CANNON: We are advised that the Appropriations Committee will 
meet on May 16 to consider making available funds for Army civil functions. In 
this connection we earnestly solicit your consideration of the value to this area, 
State, and Nation of the $440,000 approved to open up the channel through Grand 
and Six Mile Lakes just above Morgan City. 

The enclosed folder will give you an idea of the saving to traffic by use of the 
Atchafalaya River route of the Intracoastal Canal as compared with the Intra- 
coastal-Harvey lock-Mississippi route—342 miles will be saved by shipping when 
this improvement to Grand and Six Mile Lakes is made. 

The folder also sets forth the tremendous tonnage now moving over the In- 
tracoastal. Not less than 25 percent of this traffic will enjoy the saving in time 
and cost made possible by the widening and deepening of this one inadequate 
stretch in the Atchafalaya River route. 

The additional tonnage which will accure to this port will materially increase 
revenues here at Morgan City-Berwick. 

This district, a political subdivision of the State of Louisiana, is vitally in- 
terested in this improvement as it will contribute largely to the success of our 
big plans to provide the tidelands area with another deep seaport and barge ter- 
minal with all modern facilities. 

We hope the $440,000 will be included in the budget to be presented to Congress. 

Very truly yours, 
Morean City HAarsor & TERMINAL DIsTRICT. 


Mr. Sessums. I also have a letter from the Oil Transport Co., Inc., 
with multiple copies. It is 1 page in length. It pertains to an 
“uuthorized project and the expenditure of $440,000 for dredging in 
the lower Atchafalaya Basin. 

Mr. Marsuati. Without objection that will be placed in the record 
at this point. 

(The information is as follows:) 


O11 TRANSPORT Co., INC., 
New Orleans, La., May 13, 1955. 
Re proposed improvement to the Atchafalaya River in Louisiana 
Hon. CLARENCE CANNON, 
Chairman, Committce on Appropriations, 
House of Representatives, Washington, D. C. 

DeaAR Sir: We are more than pleased to learn that subject proposal is coming 
up for serious consideration by your committee. 

We are in the business of transporting, by water, petroleum and petroleum 
products. We have been operating from Texas to points up the Mississippi and 
Ohio Rivers for years. At rare intervals during very high-water conditions we 
have been able to use the Atchafalaya River. 

The availability of the Atchafalaya River system at all times of the year would 
be of great benefit to many people as well as to ourselves. One of the most 
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important results of such an improvement would be the easing of traffic through 
New Orleans. Existing conditions in New Orleans cause vehicular traffic, rail- 
road as well as marine traffic to loose time to such an extent that it is impos- 
sible to estimate. Any easement of this condition would bring about the utmost 
improvement and the one simple quick way of helping a great deal would be the 
improvement of the Atchafalaya River system. 

Freight economies for distant points could easily amount to some 10 to 15 
percent savings by use of the Atchafalaya. 

We believe that Morgan City is to continue growing at a very rapid rate 
hecause of the tremendous interest in petroleum operations in and near this 
center. Such operations can be served better to a marked degree should the 
Atchafalaya River be available for traffic. 

We urge that the contemplated program be acted upon at your earliest 
convenience. 

Yours very truly, 
Or Transport Co., INc., 
Rosert H. Beartie, President. 


Mr. Sessums. I have a letter from the Commercial Transport Corp., 
which really is a short statement. 

Mr. MarsHaty. Without objection that may be placed in the record 
at this point. 

(The information is as follows :) 


COMMERCIAL TRANSPORT CORP., 
New Orleans, La., May 13, 1955. 
Hon. CLARENCE CANNON, 
Chairman, Committee on Appropriations, 
House of Representatives, Washington, D. C. 


DEAR Sir: This is to urge that funds be made available to provide an adequate 
navigable channel from the Mississippi River via Old and Atchafalaya Rivers 
to Morgan City, La. This project was authorized by the 83d Congress, 2d ses- 
sion. The Corps of Engineers estimate that this channel can be made available 
at a cost of $440,000. 

Prior to 1927, all operators used the Atchafalaya-Old River route between 
Morgan City and vicinity and the Mississippi River system north of Angola, 
La. When it was established as a runoff channel with the commencement of 
flood control activity in the basin in 1930, the waterway in Grand Lake and 
Six Mile Lake just above Morgan City filled in. During low water periods 
this channel is not navigable. During high water stages operators utilize the 
route and its value has been demonstrated in numerous trips. These favorable 
stages are available about 4 to 5 months each year. The proposed dredging for 
an aggregate distance of about 10 miles through the shoaled areas will provide a 
superior waterway for use throughout the year. 

Some of the facts about the route and what it means to the operators and 
shipping public are as follows: 

(1) 172 miles shorter than the present route via Harvey lock at New 
Orleans. Will result in time saving of from 3 to 31% days per round trip. 

(2) Would relieve extreme congestion at Harvey lock. Time consumed in 
locking through this facility averages 12 hours. (At times we have been 
delayed as much as 24 to 36 hours.) 

(3) Approximately 100 miles of canal operation would be eliminated. 
Modern tows average about 35 percent greater efficiency when operating 
in the river than in the narrow, congested canal. The Atchafalaya River 
is wide and generally deep. 

(4) The time-distance savings will have the effect of increasing the carry- 
ing capacity of existing equipment from 10 to 15 percent depending 
upon the trip distance. This is an important factor from the point of view 
of national defense. 

The Gulf Intracoastal Waterway, which intersects the Atchafalaya River 
at Morgan City, was authorized on the expectancy that it would ultimately de- 
velop 5 million tons of traffic annually. In 1953, approximately 42 million tons 
moved over this waterway. 

The most gigantic industrial development in the world is taking place on the 
gulf coast of Louisiana and Texas. Numerous major industries have selected 
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sites on the intracoastal canal for new plants or expansion programs. The oil 
industry’s greatest gains have been made in the gulf coast section. Since the 
clarification of the tidelands issue by the Congress, the intensive offshore drilling 
program has gotten underway. Morgan City has an excellent harbor only 29 
miles from the guif and is destined to play an important role in this development. 
It is inevitable that industrial expansion throughout this area will continue at a 
rapid pace. 

We sincerely hope that funds will be included in this year’s budget so that this 
waterway can be made available to serve the industrial development which has 
taken place and which will continue to grow. 

Respectfully submitted, 


N. L. CARUTHERS, 
Assistant to the President. 
Mr. Sessums. I have a letter from the Canal Barge Co., Inc. 
Mr. MarsHati. Without objection that will be placed in the record 
at this point. 
(The letter is as follows :) 


CANAL BarGE Co., INc., 
New Orleans, May 12, 1955. 
Hon. CLARENCE CANNON, 
Chairman of the Committee on Appropriations, 
House of Representatives, Washington, D. C. 


Dear Str: We wish to go on record as being strongly in favor of the improve- 
ment of navigation conditions on the Atchafalaya River system between the 
mouth of the Old River at Angola to the mouth of the Atchafalaya River at 
Morgan City, La. 

There are many valid reasons for the improvement of this segment of our inland 
waterways system and we point out below a few of the outstanding ones: 

1. A saving of 172 miles would result by the use of the Atchafalaya River 
cutoff on traffic between southwestern Louisiana and the Texas coast refining 
areas and points on the Mississippi River system. 

2. A great saving in locking time would be possible by the elimination 
of locking at Plaquemine or at Harvey locks. 

3. There would be an estimated saving of 2 to 3 days on each round trip of 
a tow operating from points west of Morgan City to discharge ports north of 
Baton Rouge, La. The inland marine operators, such as ourselves, will be in 
a much stronger position to serve their customers on the Mississippi River 
system. 

4. In the event of a national emergency the inland marine industry will be 
able to better serve our country by having an additional and better route to 
the refining areas of Louisiana, and the Texas gulf coast, 

We urge approval of the appropriation for the Atchafalaya River improvement 
project which is estimated to be $440,000. 

Yours very truly, 

CANAL BarcE Co., INC., 
W. F. Hacestap, Vice President. 


Mr. Sessums. I have a letter from the Valley Towing Co. 

Mr. MarsHatn. Without objection, that will be placed in the record 
at this point. 

(The letter is as follows:) 

VALLEY Tow1ne Co., 
Greenville, Miss., May 14, 1955. 
Hon. CLARENCE CANNON, 
Chairman of Committee on Appropriations, 
House of Representatives, Washington, D. C. 

Dear Str: We are writing your committee requesting that funds be appro- 
priated for the dredging of the Atchafalaya River for use as a year-round navi- 
gable stream. 

For the past 2 years we have operated a 400,000-barrel oil tow between Green- 
ville, Miss., and points on the intracoastal canal from Lake Charles, La., to Free- 
port, Tex. By routing our equipment from the Mississippi River to Morgan City, 
La., via the Plaquemine route, we are able to make a round trip in 8 days or less. 
However, when navigation conditions permit the use of the Atchafalaya River 
(approximately 2 months each year) we reduce this time 1 day each trip. 
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This represents a saving of 5 days per month. Consequently, if the Atchafalaya 
were navigable the year round, it would mean an additional revenue of approxi- 
mately $60,000 per year. 

We feel that the initial dredging and future upkeep cost of the Atchafalaya 
River would be more than offset from taxes on the additional revenue earned 
by the towing concerns who would use this shorter route, and during the time of a 
national emergency the channel would be a vital link in the transportation of 
petroleum and chemical products from the Louisiana and Texas coastal area. 

We shall appreciate you and your committee giving the above request every 
consideration. 

Very truly yours, 


VALLEY TOWING Co., 
EUGENE SHANNON, Secretary. 
Mr. Sessums. I have a letter from the Jordan River Co., Inc. 
Mr. Marsuati. Without objection, that will be placed in the record 
at this point. 
(The letter is as follows:) 


JORDAN RIVER Co., INC., 
New Orleans, La., May 11, 1955. 
Hon, CLARENCE CANNON, 
Chairman, Committee on Appropriations, 
House of Representatives, 
House Office Building, Washington, D. C. 

Dear Sir: As an operator of barging equipment designed for long hauls on 
the inland waterways, I am Vitally interested in the existing project on the 
Atchafalaya River, the dredging of a 12-foot channel, so that this river can 
be opened to year-round navigation. Until this is accomplished, river equip- 
ment can operate through this river only about 4 months each year during the 
high-water period. There are shallow spots in the lower Atchafalaya River 
which the inland-waterways operators have been working for years to have 
dredged to navigable depth. We know that when a 12-foot channel is main- 
tained the Atchafalaya River will become a major waterway because of the 
tremendous saving in time and money on tonnage moving from west of Morgan 
City to points on the Mississippi system north of Old River. 

It is estimated that the dredging of the shallow spots in the Atchafalaya 
River to a 12-foot depth will cost no more than $440,000, possibly less. I firmly 
believe that there is no spot on our inland waterway system where such a small 
expenditure of funds will accomplish so much. 

The Atchafalaya River route to points north of Old River is 171 miles shorter 
than the present route by way of Harvey lock at New Orleans. A tow coming 
east out of the Intracoastal Canal and turning north at Morgan City will be 
in the Mississippi River 203 miles above New Orleans about 5 hours after that 
same tow could reach Harvey. It would still have to lock through at Harvey, 
which, with the double or triple locking necessary for the most tows, the heavy 
traffic going east and west, and the resulting congestion, will consume an average 
of 12 hours. Therefore, the tow locking through Harvey will be 7 hours and 
205 miles behind the one using the Atchafalaya route. Using an overall 
upstream and downstream average speed of 6 miles per hour, this is equal, 
for all practical purposes, to a mileage difference of 72 miles lost while locking, 
plus 171 miles that could have been saved by using the shorter route, or a total 
of 243 miles longer distance via Harvey. For a round trip this extra mileage 
will consume an average of about 344 days. At the prevailing bulk liquid freight 
rate of 24 mills per ton mile, 248 miles is equal to approximately 54 cents a ton 
Savings, 

In the year 1954, the north and southbound traffic through Harvey lock 
amounted to 13,894,778 tons, and the 2-way traffic through Plaquemine lock was 
1,531,657, making a total for these 2 routes of approximately 15,426,000 tons. 
It could be very conservatively estimated that at least 75 percent of this tonnage, 
or approximately 11,570,000 tons, originated west of Morgan City and was de- 
livered north of Old River, or originated north of Old River and was bound west of 
Morgan City. Figures showing tonnage through the Atchafalaya route during 
the high water period for last year are not yet available from the United States 
Engineers but I believe a very conservative estimate would be 730,000 tons. 
Therefore the total tonnage that would have passed through the Atchafalaya 


on 


og earn ran 5 


Brees ort 





754 


River in 1954 if it had been dredged to 12 feet and thereby open to traffic the ful) 
year would have been about 12,300,000 tons. At a freight saving of 54 cents 4 
ton, shippers would have saved over $6144 million. 

Besides the current tonnage there is a terrific development taking place sout! 
and west of Morgan City along.the gulf coast in tidelands oil, inshore oil, and 
gas production, refineries, chemical plants, and all of the allied industrial in- 
stallations. Since the passage of the Submerged Lands Act in August of 1953 
clarifying the ownership of the tidelands, there has been paid to the States of 
Louisiana and Texas, and to the Federal Government, approximately $249 mil- 
lion for offshore bonuses, rentals, and royalties. This indicates the value being 
placed on the tidelands potential by the oil industry. This tidelands exploitation 
will be of such magnitude that it will be hard for anyone to overestimate the new 
tonnage coming from this source alone. Morgan City, ideally located at the inter- 
section of the Atchafalaya, the Intracoastal Canal, and the gulf, is destined to 
become one of the focal points of this oil boom. 

There is already a petroleum refining capacity west of Morgan City in excess 
of 2 million barrels a day. And, as drilling is increased more refineries will be 
built at or near Morgan City because it has a good natural harbor which is not 
duplicated for many miles on either side, and within a short period of time should 
have a good navigable channel to the gulf. When the Atchafalaya River is opened 
to navigation the year around Morgan City will have low-cost water transporta- 
tion right at its back door to the big markets reached from the Ohio River, Illi- 
nois River, and the Upper Mississippi. This will be a determining factor in the 
construction not only of refineries and large oil-storage tanks but facilities for 
many other kindred industries. The chemical industry is developing at such 
a tremendous rate in this area that the gulf section is rapidly becoming the 
chemical empire of the Nation. 

When the present Intracoastal Waterway was built from New Orleans to 
points west, it was estimated very optimistically that eventually this canal would 
handle 5 million tons of cargo per year. This canal handled 42 million tons of 
cargo in 1952 just 13 years after being opened to navigation. We must prepare 
for the growth that we know from experience is inevitable. The dredging of the 
Atchafalaya River to a 12-foot depth is a must, a facility that is necessary to 
accommodate the development which is taking place. 

Very truly yours, 
River Company, Inc. 
Harry B. JorpDan, President. 


Mr. Sessums. I have a letter from the B & M Towing Co. of Hous- 
ton, Tex. 

Mr. MarsuHaty. Without objection that will be placed in the record 
at this point. 

(The letter is as follows :) 

3 & M TowiIne Co., 
Houston, Tex., May 9, 1955. 
Subject: Dredging Atchafalaya River program. 
Hon. CLARENCE CANNON, 
Chairman of the Committee on Appropriations, 
House of Representatives, Washington, D.C. 

DEAR Str: Repeatedly during the past several years we have recommended to 
various Members of Congress that dredging be done on subject project near 
Morgan City, La., where the river is most shallow. We are briefly listing below 
five reasons why we feel this program is essential not only to our industry but 
also to the many shippers who ship products from the gulf coast to the north 
and in turn to further development of water transportation from the gulf coast 
to the north. 

1. We transport in our units approximately 18,000 tons of petroleum prod- 
ucts monthly from the gulf coast to the upper Mississippi areas. 

2. By being able to use this route there would be a shortening of the dis- 
tance traveled of 171 miles. 

3. There would be a saving of at least 3 days per tow per round trip, or, 
in our case, a saving of 6 days per month for our equipments. It is ex- 
tremely essential that all equipments be utilized to the greatest possible 
extent of efficiency. 
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4. At present it is necessary that equipments be routed through Harvey 
lock at New Orleans: because of the additional traffic a considerable amount 
of congestion has resulted and such congestion results in additional naviga- 
tion hazards, all of which would be eliminated if the Atchafalaya route were 
deep enough for us to navigate. 

5. The saving in dollars, based on a conservative rate of 2.5 mills per net 
short-ton per mile, would amount to $7,700 monthly. 

Anything that can be done to effect this program would, we are sure, be of 
henetit to all concerned. 

Very truly yours, 


B & M Towi1ne Co., 
By R. C. Meyer, President. 
Mr. Sessums. And I have a letter from the National Oil Transport 
Corp., New York. ; 
Mr. MarsHaui. Without objection that will be placed in the record 
at this point. 
(The letter is as follows :) 


NATIONAL OIL TRANSPORT CORP., 
New York, N. Y., May 5, 1955. 


Subject: Atchafalaya River Dredging Appropriation 
Hon, CLARENCE CANNON, 
Chairman, Committee on Appropriations, 
House of Representatives, Washington, D. C. 

Dear Str: We have been informed that the United States Corps of Engineers 
have estimated that it would cost $440,000 to remove the bottleneck which now 
precludes year round navigation on the Atchafalaya River between Angola, La., 
on the Mississippi River and Morgan City, La., at the junction of the Intracoastal 
Canal and that your committee will consider the merits of the proposal for an 
appropriation to do this work in the next fiscal year. 

Our company operates two articulated oil tows, each having a cargo capacity 
of approximately 2.500,000 gallons (approximately 8,000 tons) in continuous 
service between Houston and Wood River (St. Louis), and Houston and Chicago. 
These tows navigate the Atchafalaya River an average of 5 months and use the 
longer route via Harvey Canal below New Orleans 7 months of each year 
(3 year averages). The shorter distance of the Atchafalaya route, a saving 
of 171 miles in each direction of the round trips, represents a time saving of 
approximately 10 percent on a round trip to Chicago and 12 percent on a round 
trip to St. Louis, average round trip running times for the longer route via 
Harvey Canal being 21.1 days to St. Louis and 24.5 days to Chicago. We believe 
the industry average saving would exceed 10 percent on all voyages employing 
the Atchafalaya River. Since rates are figured on a time and cost basis, the 
entire saving of about 40 cents per ton of liquid cargo would accrue to the 
shippers if the Atchafalaya River were navigable all year. 

Of even greater importance, in our opinion, than the very large savings in 
transportation costs that would accrue to the public and Department of Defense 
in time of peace, is the importance of this river to our national defense because 
it shortens the distance by 171 miles each way between the oil refineries and 
chemical plants in the southwest (Louisiana and Texas) and areas north of 
Angola, La. 

If the Atchafalaya River had been navigable during World War II when our 
industry was called upon to move large volumes of petroleum, chemicals. etc., 
from southwest Louisiana and Texas ports to destinations on the upper Missis- 
sippi River, Illinois River, and Ohio River, at least 10 percent more oil, chemicals, 
and other critical materials or products could have been moved in the barves 
that were available for movements to and from ports west of Morgan City, La., 
on the Intracoastal Canal. 

We know of no waterways project which will return greater benefits in terms 
of national defense and in transportation cost savings for the amount of money 
expended as this Atchafalaya River proposal and we urge your committee to 
vote this appropriation. 

Yours very truly, 
NATIONAL Orn TRANSPORT CorRP., 
A. W. Frey, Vice President and General Traffic Manager. 





706 


Mr. Sessums. Thank you, sir. I should like to invite you gentle- 
men, whenever you may be in the area of Louisiana, to visit with us. 
We would like to show you some of our State. If you would take it 
upon yourself sometimes as a special occasion we should certainly like 
to show you what we think is a good portion of the country. 

Off the record. 

(Discussion off the record. ) 

Mr. Bersirye. Mr. Chairman, one thing that has been in my mind 
since Mr. Taber asked me about the cost of maintenance is this: Even 
you folks in Minnesota do not have the rivers we have at Cairo and 
New Orleans. At Cairo the rise and fall of the river between high 
water and low water is 52 feet, and the river‘is never constant. It is 
cutting new banks, trying to get away all the time. 

This maintenance item is not an item where you can say, “It is just 
going to cost so much every year,” because you never know what the 
river is going to do. 

Mr. Chairman, I believe that concludes our presentation. I think 
there are some gentlemen here who would like to file statements with 
the committee. If they do so desire, I should like for them to do it 
now. 

Mr. Marsuauu. Is there anybody here with a statement he wishes 
to file? 

Mr. Smiru of Mississippi. Mr. Chairman, Mr. Neill back there has 
a presentation. If he does not have a formal statement I would like 
to have authority for him to file one. 

Mr. MarsnHarz. Without objection that may be done. 

(No statement had been filed at time of printing.) 


STATEMENT BY MR. BOND 


Mr. Bonp. Mr. Chairman, I am representing the East Arkansas 
Drainage and Flood Control Association, on the St. Francis Basin. 

Mr. Marsu ALL. We would be glad to hear from you. 

Mr. Bonn. I will just file this statement. 

(The statement is as follows :) 


STATEMENT OF C. H. Bonp, MARION, ARK. 


Mr. Chairman, and gentlemen of the committee, my name is ©. H. Bond, 
chairman of the East Arkansas Drainage and Flood Control Association. I am 
a professional engineer and have been practicing in the St. Francis Basin for over 
40 years. I am engineer for Drainage Districts 2, 3, 5, 6, and 7 of Crittenden 
County, which covers two-thirds of the county. None of the districts in the 
county have a sufficient outlet to take care of the water after a heavy rainfall. 

In 1945 a group of men, representing the majority of the drainage districts in 
the St. Francis Basin, got together and formed the Fast Arkansas Drainage 
and Flood Control Association, and I was named chairman, and each county 
affected was represented by one man. We realized that the drainage districts 
and the Government had been going at the problem backward. The outlets 
should have been provided first and then the ditches and levees later. When 
the Mississippi River levees were built they cut off a great deal of the natural 
drainage, most of the tributaries were connected with the Mississippi River by 
hayous and now the tributaries cannot carry the water off fast enough. These, 
in the last 50 years, have grown up with trees and brush, and silt has formed 
bars which catch drift and form dams which hold back the water and just let 
it seep out. As the lands have been cleared up and more ditches dug each year 
the water floods more lands every year. Even the new ditches won’t work in most 
instances ; they back up and with no current will fill up fast. 
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Now the Government has been, and still is, helping the people up in Missouri 
and northeast Arkansas dig more ditches and build more tributary levees until 
they have created a bottleneck where the St. Francis River and the St. Francis 
Bay come together west of Parkin. The water in January, February, and March 
1950 at Parkin was about as high as the 1937 overflow. 

The United States engineers’ plans on the project call for making cutoffs in 
the St. Francis River, whereby they will shorten the flow from 90 miles in 
length to 60 miles, making 2 channels with a levee in between. You have pro- 
vided moneys so 1 cutoff of 14 miles has been contracted and work has begun, 

We will need about $9 million this year, so we can get these cutoffs opened 
up before we have another wet year, like we had in 1950 when the water was 
as bad at Parkin and north of there as it was in the 1937 overflow. This caused 
a loss of better than $7 million. 

It has been estimated that the landowners in this area have spent more than 
$50 million for drainage and flood-control improvements, not counting what the 
people in Missouri have spent. The Government has spent approximately 
$16,500,000 along with the local interests but, as yet, have not begun to solve our 
problems. I could give you more figures but it would be a repetition of figures 
you already have. 

Nearly all of the drainage districts in the basin are levying maintenance tax 
and also floating bonds, trying to give the farmers relief. 

The loss of the income and crops will pay the Government back in a few 
years, as shown by prev ious figures presented to you. 

Thank you for giving us your time in hearing our plea We trust you will 
do everything in your power to remedy this condition sat Tages an appropria- 
tion of $9 million. 


Mr. Bonp. I would also like to leave with you some pictures. This 
pertains to the waterfront. You have all this water converging 
there; twice as much water coming in as can get out. 

Mr. Marsuatt. It certainly shows that the water is doing some 
damage. 

Mr. Bonp. That was in 1950. The crop losses were over $7 million 
that year. That was just from rainwater coming down out of Mis- 
souri and northeast Arkansas. That cut off all the highways around 
there. It flooded every highway. You could not get in and out. 


STATEMENT BY MR. SIMPSON 


Mr. Gatrutnes. Mr, Chairman, before you adjourn Mr. William 
Simpson, who represents the East Arkansas Drainage and Flood 
Association, would like to present a short statement. He has it in 


writing and would like to condense it in a few words for the record. 


Mr. Marsuati. We would be glad to hear from him at this time. 

Mr. Srwprson. Thank you, gentlemen. I have a prepared state- 
ment. I will not take the time to try to read the statement. 

Mr. Marswaty. Without objection the statement will be placed in 
the record at this point. 

(The statement is as follows :) 


STATEMENT OF W. S. StmMPSON, PARKIN, ARK. 


‘ 


Mr. Chairman, and gentlemen of the committee, my name is W. S. Simpson, 
of Parkin, Cross County, Ark. I am representing East Arkansas Drainage & 
Flood Association. I have farmed in that section for the past 30 years. 

Since living in east Arkansas, I have witnessed 2 floods caused by major 
floods on the Mississippi River (1927 and 1937) and 4 floods caused by the St. 
Francis River while the Mississippi River was at a relative low stage: April 
1945, February 1949, April 1949, and January 1950. 

The St. Francis River Basin is 215 miles long and from 30 to 53 miles wide. 
It is some of the most fertile soil in the Nation and has become a region of 
well developed and highly productive farms. 
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In speaking of the St. Francis River Basin we normally think in terms of the 
lower basin and the upper basin. The lower basin, which begins at the north 
boundary of Cross County and continues to the Mississippi River at Helena, 
Ark., has always had fair to good drainage furnished by natural bayous and 
rivers that drain into the St. Francis. The upper basin, which begins a few 
miles south of Cape Girardeau, Mo., and ends at. Cross County, Ark., has always 
had a drainage problem because of the lack of the bayous and rivers that exist 
in the lower basin. 

The upper basin began forming drainage districts in 1908 and since that time 
has constructed more than 6,000 miles of drainage canals at a cost to the local 
taxpayers of more than $60 million. With the completion of all these ditches, 
they continue to have floods at frequent intervals that made large areas a hazard- 
ous farming risk. To help this situation, the local levee districts spent $12,500,000 
building levees on the St. Francis and Little Rivers. Since the Flood Control 
Act of 1936 the Federal Government has spent $8 million enlarging these levees 
and have straightened the Tvronza River, north of Earle, Ark., and constructed 
a large ditch from the Poinsett County line south to within 3 miles of River 
Front. This shortened the flow of water from Marked Tree, Ark., to River 
Front from 54 to 23 miles. 

Prior to 1952 there had not been any improvements on the lower river to 
help take care of the impounded water that was being rushed down upon it. 
As a result the lower basin has suffered four serious floods without the Missis- 
sippi River being at a high stage. This never happened before the completion 
of the various projects mentioned above, because the water had room to spread 
and come down as the St. Francis River could handle it. 

We feel that the completion of the lower St. Francis project at the earliest 
date possible is of great importance to our area. One flood, such as the one 
in 1°50 during the growin period of a crop, would cost that area many times 
the cost of the entire project. Even this vear, with a relatively low stage on 
the Mississippi and a much lower rainfall than usual, considerable farming 
land was flooded. 

I appreciate the privilege of appearing before you and want to thank you for 
your attention and time given us. The United States engineers could economi- 
cally use 9 or 10 million dollars this year on this project. All of us in that 


aren will appreciate the hastening of this project. 
Respectfully submitted. 


W. S. Srmpson. 

Mr. Srupson. Thank you, sir. I am W. 8S. Simpson, of Parkin, 
Ark. TI represent the East Arkansas Drainage and Flood Control 
Association. 

I have one little item here. I will not go over the entire St. Francis 
River Basin. You gentlemen have been very patient and have heard 
considerable to-do about the St. Francis River. 

I do have one little item here I would like to take the time to show 
you and talk to you about. 

When we talk about the St. Francis River basically we think of 
it in terms of the upper and lower basin. Since the Flood Control 
Act of 1936, there has been approximately $10 million that the Federal 
Government has spent building levees or increasing levees that had 
been put there already by private concerns, such as levee districts, that 
had been formed north of us. In the lower end of the basin we nor- 
mally think of that as starting at the Poinsett-Cross County line in 
Arkansas and going south to Helena, Ark., the mouth of the St. Francis 
River. 

Prior to 1952, the Federal Government had never spent any money 
on the lower basin of the St. Francis River. They had, as I say, put 
about 8 or 9 million dollars in levees, building levees and bringing 
them up to grade, for those that had already been built. They spent 
$8 million on the Wappapello Dam. After that time they came in 
and dredged on the Tyronza River, just north of Earle, Ark., about 
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41 miles, increasing it to where it would carry the flow of Big Creek 
and other streams, which drop into the St. Francis River at Parkin, 
Ark. 

They then constructed a large ditch from the Poinsett County line, 
what is known as Steep Cut Floodway, a floodway which just dumped 
water at the Cross County line and let it meander across country. 

About 1945 they completed what was known as the Cross County 
line ditch, a large ditch about 200-foot bottom and approximately 
300-foot top, and an average depth of 25 feet, to bring that water that 
had been dumped at the Poinsett County line south to what is known 
as the St. Francis Bay, just north of River Front, Ark. In doing so, 
with all the impounded water that had been kept north, creating these 
channels—we had nothing to fear. We were sitting on good high 
land. We had not been bothered by many floods other than the major 
floods on the Mississippi River in 1927 and 1937. 

When they finished this work and started in, since that time, gent!e- 
men, we have had four very disastrous floods when the Mississipp' 
River was at a relatively low stage. When I say “relatively” I mean 
9 or 10 or 12 feet lower than the 1927 and 1937 flood stage on the 
Mississippi River. 

That shows that we have overloaded the channel, and the St. Francis 
River cannot carry that. 

There have been some surveys made that show these 2 channels 
had been designed and built just north of River Front for 20,000 square 
feet. The channel of the main river just south of that only has 11,000 
square feet. And that cross section is figured on a 200-foot elevation. 
When the water is at a 200-foot elevation were are in considerabie 
trouble. You can see the impossibility of forcing 20,000 square fee: 
of water through 11,000 square feet of space. 

As a result, here is a picture of the lower St. Francis River from 
Parkin, Ark., south to Helena, containing 322,000 acres, of which 
there have been 147,000 acres flooded 4 times since 1937. In 1945, 
twice in 1949, and once in 1950. 

(rentlemen, this water,will get in this area. If it were a flash flood 
and would get in and get off it would not be so bad, but it hangs there 
for 9 or 10 weeks. 

One of the gentlemen a while ago said he did not think they had any 
emergencies. Fortunately in the last 3 years we have had very dry 
years and we have not had an incurrence of flood in the last 3 years. 
But we do know that any time we have 17 or 18 inches of rainfall 
north of us in any 30-day period we are going to have this same thing 
occur again. It did not lack much of doing it this year. 

The fact of the business is that considerable land went under water 
this year. That is just an aerial picture all pieced together. If any 
of you gentlemen would like to look at it you can see what has 
happened to us 4 times in the last 9 years. 

I appreciate the time that you have given to us, and I know you are 
bored with us. 

Mr. Marsuauu. Thank you. 

Mr. Smarson. If there is anyway you can add on some money to this 

roject we could certainly use $9 million or $10 million in any year. 

think at this time you have $3.1 million allotted to the St. Francis 
River Basin. 
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We have two bottlenecks in this area. Any time that rainfall hap. 
pens north of us, since we have all this other construction, there are 
320,000 acres of land going under water. 

Thank you, gentlemen. 

Mr. MarsHatu. Thank you for your statement. 

We would be pleased at this time to hear from the distinguished 
chairman of the Committee on Ways and Means, our good friend and 
distinguished colleague from the State of Tennessee, Jere Cooper. 


STATEMENT BY CONGRESSMAN COOPER 


Mr. Coorrr. Mr. Chairman and gentlemen of the committee, | 
desire to express my deep appreciation for the privilege of again ap- 
pearing before this distinguished committee and I want to thank you 
for the courtesies extended to me on this and many other occasions. 

Following the usual custom in appearing before congressional com- 
mittees, I will state that my name is Jere Cooper, Representative in 
Congress from the Eighth Congressional District of Tennessee, and 
my residence is Dyersburg, Tenn. I have been advised by the clerk 
of the committee that a large number of witnesses have requested an 
opportunity to be heard on the pending bill, and realizing that the 
committee is extremely busy, I shall only ask your indulgence to 
present a brief statement on a matter that is of vital importance to the 
people of west Tennessee and especially those of the district which I 
have the honor to represent. My statement is similar to those 
previously presented by me to this committee on this subject and I 
would appreciate it if you would kindly refer to my previous state- 
ments and those of other witnesses appearing on this subject which 
appear in the hearings held by this committee on this bill during 
recent years. 

This matter has been fully and adequately presented by me and quite 
a number of other witnesses appearing at previous hearings. I want 
to take advantage of this opportunity to again express my deep ap- 
preciation to members of this committee for their kindness and in- 
terest in visiting west Tennessee and in familiarizing themselves with 
the serious problem that so vitally affects the people of my home area. 

TI desire to very strongly request and respectfully urge that at least 
the full amount recommended and requested by the Mississippi Valley 
Flood Control Association of $62,350,000 be appropriated for flood 
control and drainage for the lower Mississippi River and tributaries. 
This area in Tennessee along the Mississippi River, embracing some 
one-half million acres of valuable land, has been without adequate 
flood protection, and the constantly recurring floods have resulted in 
the loss of some lives and the very heavy loss of livestock, crops, build- 
ings, and other property running into millions of dollars. 

The appropriation of adequate funds here requested is vitally neces- 
sary to afford that measure of protection to which the people of this 
area are justly entitled. 

There is also a very serious drainage problem in this area, and espe- 
cially with respect to the Obion River and Forked Deer River and their 
tributaries, for which authorized projects were included in the Flood 
Control Acts of 1946 and 1948, and for which adequate funds should 
be provided to get this important drainage work under way 2° 
promptly as possible. I would like to also strongly request that the 
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full amount authorized by law be appropriated to carry forward the 
snagging and channel improvement program. 

There is an overflow area, above the Mississippi backwater area, 
along the Obion River and its principal tributaries which comprises 
about 310,000 acres. Frequent ov ies have caused abandonment 
of large areas of cropland and retarded development of woodland. 
Inadequate drainage, due to insufficient outlets, hampers cultivation 
and reduces yields ‘within the limit of maximum overflow. Local in- 
terests, through organized drainage districts, have constructed ditches 
at a cost of many millions of dollars in an effort to provide drainage 
for this area, but the rivers covered in this project have become so filled 
up and their channels so congested that sufficient outlet is not provided 
to afford the proper drainage of the area. 

These local interests appe: ared at public hearings held by the district 
engineer at my hometown of Dyersburg, Tenn., as well as several other 
places, and expressed their desire for ‘improved drainage outlets and 
relief from overflow by channel improvement of the Obion and Forked 
Deer Rivers and their tributaries. They gave assurances of their 
willingness to cooperate by furnishing rights-of-way and the usual 
cooperation provided by local interests. 

The district engineer made a very thorough investigation and has 
presented his report and recommended a plan contemp!: iting channel 
improvements as required to insure adequate outlets on the Obion and 
Forked Deer Rivers and their principal tributaries. The Mississippi 
River Commission recommended that the existing project for the lower 
Mississippi River be modified to provide for improvements on the 
Obion and Forked Deer Rivers and their principal tributaries. 

It should be noted that the district engineer advises that the greatest 
problem in the Obion and Forked Deer River systems principally con- 
cerns the ineffective drainage of farmlands. He expresses his opinion 
that channel improvements consisting of cleanout, enlargement, and 
realinement, as required of the Obion and Forked Deer Rivers and 
their principal tributaries, will, by reducing the extent of overflows 
during the crop season and by. materi ially reducing the duration of 
overflow otis provide effective drainage for 118, 000 acres of crop- 
land and present the opportunity for deve elopment of 60,000 acres of 
woodland for agricultural use. The engineers found that the project 
is economically “feasible and recommended its approval. 

It should be borne in mind that the channel improvements covered 
in this project are designed with capacities sufficiently large to elimi- 
nate overflow during the crop season on a considerable part of the area 
and provide drainage outlets which are now lacking. Flood runoff 
will be so accelerated that the duration of the overflow periods will be 
materially reduced. The overflow area along the main stems of the 
Obion and Forked Dear Rivers, above the general effect of Mississippi 
River backwaters, and along their pr incipal tributaries comprise about 
10,000 acres. In addition, there are approximately 145,000 acres in 
the flood plains of the minor tributaries. 

As the situation now exists the channels of these rivers and many of 
the drainage ditches are intermittently filled to a considerable depth 
and, in many instances, are blocked for a distance of several miles with 
sand, silt, stumps, and drifts, and these conditions have resulted from 
inadequate can insufficient capacity, and improper maintenance 
of these streams. 





The improvements embraced in this project are vitally needed in 
the interest of agriculture, as well as the improvements of health con- 
ditions in the area, and I very strongly urge that the necessary and 
adequate appropriation be provided in the pending bill for this very 
worthy and vitally necessary project. 

I especially request and strongly urge that at least $400,000 be pro- 
vided for Reelfoot Running Bayou- Reelfoot area, Kentucky- Ten- 
nessee, in the pending bill, and strongly : and completely endorse the 
statement of Hon. Damon Rivers Headden and other witnesses pre- 
sented at this hearing. 

Thank you, sir. 

Mr. Marsnaui. Thank you, Mr. Cooper. We appreciate your com- 
ine before our committee. 

Mr. Wituis. Mr. Chairman, before you adjourn may I sincerely 
thank you for the time you have given our witnesses, and the serious 
attention you have paid to the witnesses of the association composed, 
as 1 say—every one of them—of public officials, just as you and I, 
They have invited all of you to be with us tonight at the Mayflower. 
Some of you have accepted. We trust you will all be with us. I 
might say, no speeches will be expected of anyone. 

Mr. Botanp. Mr. Chairman, I should like to commend this associa- 
tion for their manner of presentation. I have been sitting here now, 
as have all members of this subcommittee, for over a week, and have 
been re to many other groups present the problems that exist 
in their area 

Let me say ‘that I am gratified at the way your association, and 
the Members of Congress from your area, have presented this. It has 
been the best presentation at least in my time of sitting on this com- 
mittee. 

Mr. Marsnuatu. This committee has held hearings starting with the 
Great Lakes, where we have had tremendous problems because of dam- 
age done due to high water; proceeding along the coastal areas, where 
the hurricanes have r ipped the harbors apart ; and we have listened to 
justifications for projects to alleviate flood damage and to improve 
navigation all over the eastern part of the United ‘States; and we are 
now ‘completing the hearing on the lower Mississippi, where you are 
bringing your problem to us. 

1 would be remiss if I did not call attention in the record to the fact 
that the members of this subcommittee have been most diligent in 
their attendance. We have had a large number of groups such as 
yours appear before us. We have also had the Army engineers before 
us, and the attendance has been almost perfect on the part of members 
of this subcommittee, indicating their interest in the problems that 
face us. 

I should like to reiterate what my good friend and colleague, Con- 
gressman Boland, has just said: That this group has presented one of 
the best- organized testimonies presented before our committee. Cer 
tainly the facilities the Appropriations Committee has for taking care 
of groups of this size, as you can see, are not too adequate. Your 
diligent attention this afternoon and your quietness certainly con- 
tributed toward making a good hearing. 

T know that you are going to go home and you are going to watch 
what the Congress does. We do want to say to you that so far as we 
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are concerned we are placed under a greater handicap when we do not 
have an adequate amount for some items in the President’s budget. 
] am sure you all realize that, because if the items which are placed in 
the President’s budget are inadequate, it does place upon the Congress 
of the United States, the elected representatives of the people, a 
ereater responsibility and a greater burden to bring about fiscal re- 
sponsibility and responsibility. of service to the citizens of this country. 

Mr. ANDERSEN. I just wanted to state that under the Constitution 
the Congress of the United States has the power to appropriate, and 
1, for one, do not intend to delegate that power to the Bureau of the 
Budget. 

Mr. Marsuauy. I know you gentlemen are very appreciative of my 
colleague’s statement. 

Mr. Bersurne. Mr. Chairman, I know you are getting tired, but I 
think I would be remiss if I did not present to you gentlemen the oldest 
flood fighter in the Mississippi Valley, and I presume in the United 
States: Mr. S. P. Reynolds, a young gentleman of 93 years. 

Mr. Marsuaui. Thank you, and we are glad to have Mr. Reynolds 
with us. 


STATEMENT BY CONGRESSMEN From Lower Mississipp1 AREA 


(The joint statement by members from this area, referred to by 
Congressman Willis on page 709, follows :) 


May 18, 1955. 
Hon. FRED MARSIIALL, 
Chairman, Public Works Subcommittee, 
Committee on Appropriations, Washington, D. C. 


Dear Mr. MARSHALL: We, the undersigned Members of Congress, wish to ex- 
press our support of the request for a total appropriation of $62,350,000 made by 
the Mississippi Valley Flood Control Association before your subcommittee. In 
the event the committee finds it impossible to accede to this full request, we 
would like to suggest a minimum increase of $5,150,000 as outlined below : 


Dredging lower Atchafalaya Basin, La____~ ike $440, 000 
Big Sunflower River, Miss__-_- Se 300, 000 
Reeifoot Lake area, Kentucky and Tennessee 235, 000 
Drainage, Bird’s Point New Madrid Floodway. 2 “ ; TH, O00 
Lower Arkansas River, north bank_________-__ Pe ay 500, 000 
Mississippi River levees_____......-_.--_- Tree Sy eee seed , 000, 000 
St. Francis River Basin : 500, 000 
White River backwater, Arkansas________________ ac, ae : 250, 000 
Bank stabilization works__- ; 500, 000 
Memphis Harbor- 400, 000 
Old River control ee a Le 250, 000 
Yazoo River Basin a aca 700, 000 


5, 150, 000 


All of these items have been thoroughly justified before your committee by 
representatives of the Corps of Engineers and the Mississippi Valley Flood 
Control Association. Each item would enable the economic continuation of 
vitally important parts of the overall lower Mississippi Valley project. If the 
total appropriation recommended by the Bureau of the Budget were raised only 
in the amount of $5,150,000 as recommended here, the resulting sum would 
still be well below the average appropriation for the work in the years prior 
to 1953. 

If the committee sees fit to make the increase along the lines we have recom- 
mended, it would be desirable to specifically mention these items in the com- 
mittee report to insure the proper instruction to the Corps of Engineers to get 
the work done. We sincerely believe that an increase in the Budget estimate 
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is needed if our section is not to feel an undue economic hardship in the future 
as the result of the restrictions which have been imposed by the budget. 
Yours very truly, 
Jere Cooper, Paul C. Jones, Edwin E. Willis, T. A. Thompson, Edward 
Hébert, Hale Boggs, Overton Brooks, Geo. S. Long, Frank &, 
Smith, John Bell Williams, Kenneth J. Gray, W. F. Norrell, 
Brooks Hays, Clifford Davis, James H. Morrison, Noble J. 
zregory, Otto E. Passman, Jamie L. Whitten, Oren Harris, W. D. 
Mills, 


WITNESS 


HON. OTTO E. PASSMAN, A REPRESENTATIVE IN CONGRESS FROM 
THE STATE OF LOUISIANA 


Mr. Marsuary. Before we adjourn, I am happy to say, we will 
have the opportunity of hearing from our friend and distinguished 
colleague on the Appropriations Committee, Congressman Passman. 
Mr. Passman told me earlier that he would try to be here for this after- 
noon’s session but because of other important engagements he might 
not be able to. 

We are glad that you were able to get here before we adjourned. 

Mr. Passman. Thank you, Mr. Chairman. I wish that circum. 
stances had been such that I could have gotten here earlier and heard 
the fine testimony from my colleagues and friends that I know has 
been submitted to you. 

Mr. Marsuauu. We will be pleased to hear any statement you wish 
to make. 

Mr. Passman. Mr. Chairman, and members of the committee, I am 
grateful for the opportunity to appear before your committee in sup- 
port of an adequate appropriation to continue on an economical basis 
the flood-control work for the lower Mississippi River and tributaries. 

At the expense of being repetitious, I should like to point out again 
that the work on the lower Mississippi and its tributaries could be 
carried on more economically if the annual appropriation could be in- 
creased to a minimum of $65 million. 

You have heard many witnesses testify in support of an adequate 
appropriation to the Corps of Engineers, United States Army, for 
the authorized flood-control project, the lower Mississippi River and 
tributaries. The budget recommended for fiscal year 1956, a total 
appropriation in the amount of $50,885,000, but I am sure that proper 
evaluation of the testimony presented to your committee clearly estab- 
lishes that an increase in the recommendation would be in the interest 
of economy. 

Mr. Chairman, there is one project in particular that I should like to 
discuss with the committee, and that is the Old River control structure. 
This is indeed an emergency project. The Public Works Committee 
of the House recognized it as such last year, and even after the hear- 
ings on the omnibus bill had almost been completed, the committee 
held a special meeting to hear testimony in support of an immediate 
authorization for the Old River control structure. After he: aring the 
testimony of witnesses from 12 to 15 States, the Committee conc Tuded 
that an immediate authorization was desirable : and, on the basis of the 
testimony, recommended to the Congress that this project be au- 
thorized. Subsequently, the Congress did authorize the project. 
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The diversion of the Misissippi River at Old River through the 
Atchalafaya River has, in the opinion of all the experts, created an 
emergency flood-control problem which, to a large extent, threatened 
destruction of existing flood control works in the ‘lower basin. 

If adequate control measures are not undertaken at an early date, 
total diversion could occur. If this should be permitted to happen, 
the entire Nation will sustain losses to its economy. Such losses will 
be sustained by municipalities, industry, agriculture, utilities, com- 
munications, navigation, and banks. It was established before the 
Public Works Committee that unless immediate authorization was 
approved and an adequate appropriation made to get this project 
under construction and completed at the quickest possible date, that 
the losses sustained may well go into the billions of dollars. 

I repeat, I believe that facts presented to your committee by other 
witnesses will convince you beyond any doubt whatsoever that if this 
problem is not dealt with promptly or is delayed for as much as 3 or 
4 years, the cost of construction of the proposed control structure m: LY 
double. 

Mr. Chairman, I shall be very happy to answer questions concerning 
the matter. 

(Off the record. ) 

Mir Chairman, may I again thank you and the members of the 
committee for affording me an opportunity to appear before your 
committee in support of an adequate appropriation for the lower 
Mississippi and its tributaries. 

Mr. Marsuauty. Thank you for an excellent statement. 

This concludes the hearings on projects in the area covered by this 
subcommittee. 
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